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The index for Volume 33, of The Traffic World, 
covering the six months period from January to June, 
(inclusive) 1924, will be mailed to subscribers with the 
July 12 number of the magazine. It should be preserved 
and bound with copies of the magazine for permanent 
reference purposes. The volume is the largest ever pub- 
lished by us, which is. a statement that can always be 
made when a new volume is completed, our policy hav-. 
ing been constantly to add new features and broaden 
the scope of the publication. Besides this, the period 
just closed has been marked by an interesting session 
of Congress at which many radical proposals with re- 
spect to transportation were advanced, and we have 
endeavored to keep our readers fully abreast of all that 
has been said and done. 

In this connecttion, we venture to point out that, 
regardless of our own opinions as to the merits of what 
is proposed or the logic or truth of what is said, our 
readers get, in our news columns, everything that we 
have before us in forming our own opinions. We 
believe we are right, of course, when we express an 
opinion, or we would not express it, but we keep noth- 
ing from our readers that would assist them in forming 
their own opinions, regardless of ours. 


We have, now and then, heard it said by persons 
discussing a controversy in which The Traffic World 
might be engaged: “Of course, the other fellow is at 
a disadvantage. You have a publication in which you 
can say anything you wish and your opponent cannot.” 
This is distinctly not true. Our columns are and 
always have been open to the other fellow to state his 
views fully and as often as occasion demands. When 
we make an error and our attention is called to it we 


ys acknowledge it, if we are convinced, as is illus- 
tated elsewhere in this column this very week. If we 
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are not convinced, we, nevertheless, give our critic full 
space to tell his story. To be sure, we do not publish 
anonymous communications or commuications written 
over fictitious signitures, if we know them to be such. 
When we say anything, our readers know who is saying 
it and can judge for themselves of motives, intelligence, 
and opportunities for information. We demand no less 
of those who would use our columns to express their 
own views. We know that all publications do not lay 
down this rule, but what other publications may do is 
no concern of ours. 

There is one more thing we desire to mention, while 
we are so close to the subject. That is the disposition 
we sometimes find on the part of those connected with 
institutions with which we are not in sympathy or whose 
policies we may not altogether approve, to take our 
criticism as a personal matter. For instance, we hear 
frequently that we are “against the government barge 
line” or that we are fighting this or that gentleman con- 
nected with the barge line service. Let us make our- 
selves clear, if we can. What we do not approve and 
what we are fighting, in this connection, is government 
participation in business in competition with private 
business. Nearly everybody else says he opposes it, but 
the difference is that we are consistent and some of the 
others who agree with us in principle are not. Frankly, 
if we were in the business of shipping freight, we should 
use the barge line, if we could do so to our financial 
advantage. We have no word of criticism for those 
who do it. We have no word of criticism, either, for 
the men who are employed in this barge line service. 
We have no desire to attack it unfairly. But we do not 
approve the government being in this business—except, 
possibly, as a war time measure, the necessity for which 
has long passed—and we say so when it seems to us 
proper to do so. There is no more reason for one con- 
nected with this service to be offended by what we say 
than for Sir Henry Thornton to be offended because 
we do not believe in government ownership of railroads, 
or than there would be, if the United States government 
took over the railroads in this country and we opposed 
the policy, for the traffic manager of one of government 
operated lines to be offended at what we said. Neces- 
sarily, we cannot attack policies without, to some 
extent, antagonizing persons who believe in them or 
who are favorably affected by them, but it ought to be 
possible to keep personalities out of the discussion most 
of the time. 


If we may be pardoned for saying a word for ourselves 
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Example 
by days 


Mon... 
Mon.. 
Tues... 
Tues.. 
Tues.. 
Wed... 
Wed... 
Wed... 
Tues.. 


Wed.. 


Wed.. 
Wed.. .Ar. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 


. New Orleans, La. 








(Total Weight 434,500 Pounds) 


The Power that regularly maintains the following condensed daily 
schedule of manifest through freight trains on the 


Gulf, Mobile & Northern R. R. 


Example 
by days 


Connections 
. Bells, Tenn. L. & N. 
. Jackson, Tenn. I. C.—M. & O.—N. C. & St. L. 
. New Albany, Miss. st. L. & S. F. 
*, Meridian, Miss. A. G. 8.—Southern 
. Newton, Miss. A. & V. 
*, Jackson, Miss. A. & V. 
. Vicksburg, Miss. V.S8. & P. 
. Shreveport, La. Diverging lines West 
. Laurel, Miss. N. O. & N. E. for New Orleans and 
West 


Diverging lines West—All 
Steamship Lines 


Mobile, Ala. L. & N.—M. & O.—Sou.—All Steam- 


ship Lines 


Second morning arrival from Memphis; third from St. Louis; fourth from Chicago, Kansas City 
and Wichita; at Mobile and New Orleans, and close connections made at all junction points to 
insure continuous movement. 


}to Meridian, Laurel and Mobile 


Average miles per day, April, 1924, all cars, 31.9; privately owned tank cars, 171.8. 


TRAFFIC AGENCIES: Meridian, Miss. 


L. L. Lapp, D. F. A. 
MOBILE, ALA. Dallas, Texas 
C. H. Stutz, D. F. A. 


J. A. JACKSON, Ass’t Traffic Manager Pate, Fo. 


(In Charge of Imports and Exports) 
W. H. Askew, A. G. F. A. 


R. Tice, C. A. 
Memphis, Tenn. 
M. Lamon, D. F. A. 


New Orleans, La. 
W. R. Butler, D. F. A. J. O. Gaither, D. F. A. 
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in a business way, it is that The Traffic World ought 
to be appreciated as filling an increasing need in business. 
This applies not only to its treatment of technical mat- 
ters for the benefit of those in charge of traffic for the 
industries and the railroads, which ought to appeal to 
many to whom it has not appealed as strongly as we 
think it should, but to the executive heads of business. 

There ought to be more traffic departments and more 
traffic managers in industry than there are. The busi- 
ness that does any amount of shipping that does not 
have a traffic department is overlooking something and 
the one that has a traffic manager or a traffic depart- 
ment, but, not a first class one, is almost equally over- 
looking something. The work is highly technical and 
cannot be properly done by a man without the necessary 
training. Nor can the man even with training and 
ability do his work properly if he does not keep abreast 
of the times. In order to do this he must read The 
Traffic World. We say this, not in a boastful spirit— 
for we have no monopoly on the ability to produce the 
kind of magazine that The Traffic World is—but merely 
because we happen to be the only ones who are pro- 
ducing such a magazine—the only ones collecting and 
presenting in usable form the facts that the traffic mana- 
ger must have. This applies to the railroads as well as 
to the other industries, but there is not so much need of 
saying it to them, for the reason that they all have, 
necessarily, well organized traffic departments. Other 
business, however, has only begun to realize the im- 
portance of this branch of work. 

Aside from its technical value to the traffic man, the 
magazine ought to be valuable to the executive of 
business. Transportation is one of the big problems 
in his business and in the industrial life of the country. 
He cannot hope to get correct or complete information 
with regard to what is being done or proposed, or intelli- 
gent guidance as to what ought to be done or not done, 
from the newspapers which, for the most part, are the 
sources of his information. He should read some peri- 
odical devoted intensively to the subject. This need 
we aim to fill, We do not possess all the knowledge 
or the wisdom in the world or that, perhaps, could be 
desired or expected, but we do publish correctly and 
fully all the news in which one concerned with trans- 
portation and its problems should be interested and we 
undertake to direct thought along these lines from an 
entirely unbiased and disinterested point of view. The 
business man should, first, realize the importance of 
a traffic department and take this publication for the 
benefit of the man at the head of the department, and, 
second, he should read it himself, not for its technical 
helps in traffic work, but for its helpfulness along broad 
transportation lines. 

THE TRANSPORTATION INSTITUTE 

We are in receipt of a communication from Dr. David 
Friday, former director of the research council of the 
National Transportation Institute, in which he says we 
did him an injustice in our editorial of June 14. He says 
his salary has not been $15,000 a year and that the 
statement that it was expected that his services would 


be dispensed with was misleading, since his contract 
® 
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terminated June 1, 1924, and he had informed the direc- 
tors that he would not continue in the position after 
that time. He says the institute had not put at his 
disposal for research work a third of the amount that 
had been promised and that his salary was months 
behind. Under such conditions, he says, he could not 
go on. 

We find that we were in error in the matter of his 
salary. It was $12,000 instead of $15,000. As to his 
notification to the directors that he would not serve after 
June 1, the writer of the editorial in question was a 
director up to and including the last meeting of the 
board, June 2, and such notification was never presented 
at a meeting of the board by the person or persons to 
whom it was given. It was stated on June 2 by several 
officers of the institute that it was expected that Dr. 
Friday’s services would be dispensed with and that 
President Anderson would himself direct the research 
work. These officers may have known of Dr. Friday’s 
notice that he intended to discontinue, but they did not 
say so and, by one who did not know of it, their remarks 
were capable of but one interpretation. But whether 
Dr. Friday’s salary was $12,000 or $15,000 and whether 
he refused to work longer or his employers no longer 
wished to hire him, or both, the fact remains that he 
was one of the “part time” employes on good salary. 
We did not intend to make our remarks personal but 
were exposing the objectionable and wasteful system, 
and our criticism stands, with the above explanation. 

A letter from Sydney Anderson, who was formally 
elected president of the National Transportation Insti- 
tute and again, June 2, of the American Economic 
Institute, which took its place, says he definitely refused 
to accept the presidency of either unless and until “cer- 
tain conditions” were met, and that the minutes of the 
meeting of the executive committee, held in New York 
June 13, say: Mr. Anderson stated to the committee 
that the conditions he had previously laid down had not 
yet been met and he could not go on until they were 
met.” He says he has not accepted any office in the new 
organization and has positively declined to do so “under 
existing circumstances.” He also says he has received 
no remuneration from the organization for several 
months, in spite of the fact that he has devoted much 


time to its affairs, against the advice of his physician 
and his own better judgment. He has publicly an- 


nounced, he says, that, owing to the condition of his 
health, he will not again run for Congress. 

We gladly give Mr. Anderson the benefit of his state- 
ment. We do not know what the conditions are that 
he has laid down. The situation, however, as developed 


by his statement, further illustrates the muddled state 
of the organization. 





MR. HOOPER TALKS TO LABOR 

Whatever may be said of the shortcomings of the 
United States Railroad Labor Board, of the law under 
which it operates, or of the necessity for any such board 
under any law, one cannot but respect its chairman, Ben 
W. Hooper, nor fail to doff the hat to him for the manner 
in which he “trims” the leaders of railroad labor for their 
unfair tactics, their double motives, and their effort to 
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deliver “railroad labor” to the communistic cause. We 


know of nothing in politics more disgraceful than the 
conduct of these so-called labor “leaders” who deliver the 


men who work in the ranks to this cause or that, this 
candidate or that, and nothing more pitiful than the 
attitude of the men in the ranks who permit their 
leaders to act as they do. 


Mr. Hooper has delivered himself of a few well chosen 
words at a time when they are needed and ought to 
be listened to by others than those to whom they are 
directly addressed. If there is any element that does 
more than anyone else unfairly to confuse the issues 
in the proper solution of railroad problems it is these 
labor leaders. While accusing others constantly of un- 
fair tactics and misrepresentation of facts, they never, 
as Mr. Hooper tells them, permit anything that resemble 
facts to get into their organ, while they do print in it 
many things that are absolutely contrary to. the facts. 
Labor must have leaders, of course, but the mistake it 
makes is in letting these leaders take possession of 
and use the organizations for their own purposes, instead 
of compelling them to lead where they are told to go. 


INTEREST ON REPARATION 


The Trafic World Washington Bureau 


A full exposition of what the Director-General believes to 
be the law on the question of interest on awards of reparation 
made against him by the Commission is made in a’supplemental 
brief, filed with the Commission in No. 14514, Shreveport Creo- 
soting Company vs. Director-General. The brief is signed by 
John F. Finerty and M. G. deQuevado, as attorneys for the 
Director-General. What they say may be taken as what will 
be said if and when shippers take the matter to court. 


Broadly stated, the Director-General contends that the Com- 
mission cannot legally award interest upon reparation claims 
made against him under section 206 (c), and that he cannot 
be held liable for interest on such claims either before or after 
the Commission’s award. The grounds for the position taken 
by him are as follows: 


(1) In taking over and operating the railroads, the United 
States did so in its sovereign capacity, as a war measure, with- 
out waiving any sovereign rights or privileges except as spe- 
cifically provided by Congress. 


(2) The United States cannot be sued without the consent 
of Congress, and then is liable only to the extent specifically 
provided by such consent. 


(3) Neither section 206 (c), which gives the shippers the 
right to file reparation claims with the Commission, nor the 
interstate commerce act, specifically provides for interest on 
such claims. The term “damage” as used either in the trans- 
portation act or in the interstate commerce act does not, by 
implication, include interest. 

(4) Interest runs only from the time the obligation to pay 
the principal sum arises, and for delay or default in paying the 
principal sum. It therefore becomes an element of damage 
only from that time: 


(a) There is no obligation to pay the principal sum until the 
sum is liquidated. Therefore, originally, no interest was allowed 
on unliquidated claims. 

This rule has been so far modified that interest is now 
allowed on unliquidated claims from the time the parties might 
have liquidated them by mere computation based on some generally 
recognized standard, such as market values. 

(c) Even where damages are liquidated, interest should not 
be allowed against the government, because there can be no 
presumption of delay or default as against the government. 


(5) Interest therefore cannot be awarded on reparation 
claims: 


(a) Prior to the award, because the principal sum can not 
be determined except by the Commission, and could not be paid 
without criminal violation of the law. 

( Subsequent to the Commission’s award, because the ob- 
ligation of the government to pay the principal sum does not 
become final pending a review by the courts of such award, the 
right of review being specifically reserved by the government, 
and there, therefore, being neither any actual delay nor default 
by the government, nor can any presumption thereof arise. 


Each of the five grounds on which the Director-General 
bases his denial of obligation to pay interest is reviewed by 
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the brief under the caption setting forth the ground considereg 
in the order of its statement. In the maatter of the number 
of words used in defense of the position taken, the fifth is the 
most important of all the grounds. That ground is considereg 
in its two aspects of time, namely, prior to the making of the 
Commission’s award, and subsequent to that event. 

Speaking of claims prior to the Commission’s award, the 
brief says such claims are clearly unliquidated claims in tort, of 
a peculiar nature, in that parties never can liquidate them vol. 
untarily, but must await the Commission’s award, and cannot 
pay them prior thereto without criminal violation of the law, 
Elkins act forbidding rebates and providing penalties for the 
giving and receiving of such concessions. The illegality of any 
attempt on the part of the railroad to refund any part of the 
sum accruing under a published tariff, the brief points out, was 
shown in the International Coal Case, 230 U. S. 184. It says 
that se far as the Director-General knows there is no attempt 
to challenge the statements of principle about the peculiar, un- 
liquidated character of claims for reparation. It says the claim- 
ants, in urging their right to interest, seem to content then- 
selves, largely, with language of the Supreme Court of the 
United States in Missouri Pacific vs. Ault, 256 U. S. 554, and 
language of the Circuit Court of Appeals in Louisville & Nash- 
ville vs. Sloss-Sheffield, 295 Fed.. 53. In the Ault case, the 
brief says, there was no question of interest, but the court ob- 
served that “wherever the law permitted compensatory dam- 
ages” such damages “may reasonably include interest and 
costs,” but not penalties such as were permitted under state 
law as against carriers. The court said the purpose for which 
the government permitted itself to be sued was “compensation, 
not punishment.” The penalties referred to were attorneys’ 
fees. The brief made the point that the talk about interest, at 
any rate, was pure dictum, as no such question was before 
the court for decision, and that the language was used merely 
to illustrate the general idea of the nature of the government’s 
consent to be sued as One purely compensatory. Even such 
dictum, the brief pointed out, did not go to the extent of say- 
ing that unliquidated damages which could not be liquidated 
by the parties, and could not be paid by the parties prior to 
the Commission’s award without criminal] liability, would in- 
clude interest. 

As to the Sloss-Sheffield case, the brief said it should be 
noted that it was against a corporate carrier and not against 
the Director-General, and that as such, the court held that in- 
terest was not allowable as a matter of law, but within the 
discretion of the court “as damages for failure to make pay- 
ment or reimbursement when it should be made;” and that 
the court purported to allow interest “as damages for delay 
in payment.” Thereby, the court, thé brief contended, made 
the decision inapplicable to the Director-General, no element of 
discretion being exercisable by a court as againt the govern- 
ment. Congressional consent, it said, had to be shown and 
had to be. specific. The brief went so far as to say it could 
only be assumed as to the Sloss-Sheffield case that the attention 
of the court was not called to the fact that there was no failure 
“to make reimbursement or payment when it should have been 
made,” and therefore no basis for allowing interest “as damages 
for delay in payment.” It said that had that been called to 
the attention of the circuit court of appeals, that court must 
have held that, even as against a corporate carrier, interest 
was not allowable prior to the Commission’s award. 

The brief says the contention of certain claimants that in- 
terest on reparation claims prior to the Commission’s award 
is allowable against the Director-General not qua (as) interest, 
but as compensation simply begs that whole question. 


As to interest subsequent to the award, the brief says that 
no matter from what angle claim for interest from the time 
of the award and onward be viewed, it could not be assumed 
that when the government reserved to itself the right of review 
in the courts it intended to subject itself to the payment of 
interest pending such review. The failure of Congress to pro- 
vide for the payment of interest subsequent to an award was 
evidence against any implication that interest was intended. 


NEW ENGLAND DIVISIONS 


The Commission, at the petition of the Erie, has reopened 
No. 14156, Erie Railroad Company et al. vs. Boston & Maine 
et al., for further hearing in connection with No. 11756, Bangor 
& Aroostook et al. vs. Aberdeen & Rockfish et al. The re 
opened case has been set down for hearing July 1, before As 
sistant Chief Examiner Charles F. Gerry, in Washington. The 
Erie and others interested in that phase of the New England 
divisions cases, in which roads. west: of the Hudson are trying 
to induce the Commission to modify its findings as to increases 
in the divisions they are to pay to the New England lines, have 
additional testimony to offer. The lines west of the Hudson 
claim that they should not be made to bear the whole burden 
of the increases decreed for the New England lines out of the 


divisions they receive from their connections. a 
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‘roads are to have fourth section relief. 


June 28, 1924 
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Grinding Power of Facts.—In the offhand way of ordinary 
speech, as distinguished from the precise method of the devotee 
to the technicalities of the law, the decision of the Commission 
that the facts warranted it in giving the Southern Pacific 
permission to compete with the boat lines in carrying traffic 
from New York piers to the west coast on group D rates, gave 
recognition to the approach of the day when it must deal effec- 
tively with the question whether the central west is to be 
permitted, all-rail, to deal with that western country. Neces- 
sarily, that means whether the northern transcontinental rail- 
' As things are now, the 
Atlantic seaboard and some parts of the central west, via the 
barge line route, are taking that part of the west coast business 
that does not go to foreigners. The northern transcontinental 
lines are not getting much. They are not permitted to com- 
pete either with the canal or the barge line, except on the 
penalty of treating the intermountain country as if the Pacific 
Ocean had been moved up to it or it had been moved to the 
Pacific Ocean, in an all-rail rate sense. Of course, the inter- 
mountain country is paying the hated back-haul rates on east- 
ern stuff; that is to say, it is receiving traffic, other than all- 
rail, on the basis of the terminal rates plus the rates from the 
Pacific ports to the interior. But the rail carriers that serve 
them are obtanng only the short haul. They are not getting 
the money that is going to the carriers through the canal or 
the carriers that take stuff out via New Orleans. They are 
getting the long-haul money only on the stuff that is forced 
to go all-rail. The canal lines take so much coast-to-coast 
traffic that, in a recent radio talk, J. G. Woodworth, vice-presi- 
dent of the Northern Pacific, said their takings amounted to 
52 per cent-of the total; that is to say, the Isthmian lines, 
using a highway created by the expenditures of taxes, take 
more than half the business. A good part of that—more than 
half—is carried in ships, in the construction and maintenance 
of which taxes amounting to $3,600,000,000 have been spent. In 
the Southern Pacific case the Commission held that section 
500 of the transportation act, declaring it to be the policy of 
Congress to prgmote both kinds of transportation, warranted 
permission to that carrier to establish group D rates from New 
York piers. The query now is as to whether it will not be 
compelled by the facts to hold that that section warrants fourth 
section relief, not only to the Southern Pacific, but also par- 
ticularly to the lines crossing the most financially distressed 
part of the country, to enable them to compete with the Isthmian 
canal lines. J. D. Shatford, in the discussion of the situation 
facing the railroads, particularly the northern transcontinental 
lines, as brought out by the Gooding fourth section bill, sug- 
gested the regulation of water carriers by the Commission. That 
was all right to suggest to a committee of Congress. It, how- 
ever, can have no weight with the Commission, because that 
body does not create policies. It can only decide if and when 
the competition has given one set of lines a fair share of 
business so that it would be warranted in unleashing the other 
so that they might compete for business. However, in dealing 
With a situation of that kind, the Commission is always up 
against the fact that it can put no restraining hand on the 
ship lines. They are at liberty to cut the throats of the rail- 
roads and of themselves as well. Mr. Woodworth pointed out 
that the canal, by reason of the competition of the ships, had 
brought the Atlantic seaboard cities nearer the Pacific coast, 
while-it had put Duluth and Minneapolis, due to the Commis- 
sion’s administration of the fourth section, farther away from 
the western country than ever. He did not observe, though 
he might have done so, that the billions of taxes, some taken 
from the aggrieved near west, had ben used in such way as 
to put hobbles on the business of the near west and the rail- 
roads serving it. 





Tremors About Section 16.—Language employed in the re- 
vision of paragraph 3, of section 16, of the interstate com- 
merce act, has raised a question, in the minds of some, as to 
Whether it has not had the effect of depriving shippers of the 
ninety-day extension granted by the paragraph before the re- 
Vision, if and when the carrier sued for the collection of un- 
dercharges a few days before or after the expiration of the 
two-year period in which a complaint alleging the rate to be 
Unreasonable could be filed. The language that created the 
question is “if on or before,” at the beginning of subdivision 

Because the word “after” was not used, those who raised 
the question thought “on or before” might be construed to 
repeal the ninety-day extension unless the suit was brought “on” 
the very day of the expiration or “before” that expiration. 
The suggestion that anyone could construe the language in 
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that way has not appealed to those who had anything to do 
with the framing of the revised paragraph. It is pointed out 
that the holder of a promissory note does not lose the right 
to sue for the collection of the note if he does not file suit 
on the due date, nor is the maker relieved from the obligation 
to pay. In fact, the words, “on or before,” create merely a 
day certain for the beginning of the running of a statute of 
limitations. In the same way, it has been pointed out, the 
words in the revised paragraph merely fix the day for the be- 
ginning of a new period of limitation. That new period of 
limitation, in the language of the paragraph, is as follows: 
“Said period of limitation shall be extended to include ninety 
days from the time such action is begun or such charges 
are collected by the carrier.” The ninety-day limitation at- 
taches itself as an appendix to the two-year limitation or to 
the three-year limitation, according to which period is brought 
into play by the act of the carrier. Unless it did so attach 
itself, the language would mean nothing. No tribunal would 
dare construe it in that way, it is suggested, because one of 
the fundamental rules for the construction of a statute is that 
all parts thereof must be made to work. Inasmuch as all parts 
can be made to work in the way indicated, any construction 
that would have the effect of limiting the right of the shipper 
would be in conflict with the history of the litigation to which 
the Commission and the courts could look for light. They 
could do that because the history was not one of speeches, but 
of the views of committees and the Commission, with no 
one controverting the propositions in support of the legislation 
laid down by them. The fact of the matter is that those who 
had much to do with the drafting of the amendment, on reflec- 
tion, are inclined to believe the language they used is more 


fitting than they thought when the question herein discussed 
was first raised. 





Preferential (?) Rate Agreements.—The Commission has not 
acted on the contention of Charles L. O’Connor, secretary-treas- 
urer of M. & J. Gracey & Co., Inc., that it is its duty to cancel 
the agreement between the Great Northern and Nippon Yusen 
Kaisha, respecting traffic interchange between them, which Mr. 
O’Connor calls preferential. Mr. O’Connor has laid down the 
proposition that if a policeman sees a person commit a crime 
it is his duty to arrest him, By analogy, he reasons, therefore, 
that the traffic agreement which he calls preferential and, there- 
fore, a violation of law, should be canceled by the Commission, 
even if he has not brought in the facts, which prove to him 
that the agreement is preferential and, therefore, unlawful. 
Those who are familiar with practice before courts and admin- 
istrative tribunals know the distinction between statutes in- 
tended to preserve the pease and those that are intended to 
give relief to such as believe themselves hurt by the business 
practices of their neighbors. They know that when a shipper 
thinks he has been hurt by an unreasonable, unjustly discrimi- 
natory, or unduly prejudicial rate, he files a formal complaint 
alleging that he has been hurt. Such rates are forbidden just 
as much as preferential arrangements between railroads and 
steamship lines, yet the Commission does not go out and arrest 
a railroad as does a policeman who sees a gunman take a 
pop at another gunman. It waits until the shipper who thinks 
he has been hurt by the rate says so and offers to prove that 
he has been cut or bruised by the rate. The law provides for 
such complaints. The law invites Mr. O’Connor to tell which 
steamship company has been hurt by that agreement and then 
show how the hurt is the result of the so-called preferential 
agreement. It is suggested that, unless Mr. O’Connor or some 
other interested persons puts facts before the Commission, it 
cannot know that the agreement is preferential. Another sug- 
gestion is that if the Commission spent public money to inquire 
into a matter of that kind about which no complaint had ever 
been placed on its files, someone might say it had better save 
the comparatively small amount of money Congress gave it 
for the development of facts about complaints that were filed, 
rather than go moon chasing after things somebody in an off- 
hand way had said, but did not offer to prove, were wrong. 





Pittsburgh Plus Arguments.—The Federal Trade Commis- 
sion has been listening to arguments on the proposition that 
it should forbid the steelmakers selling their product on the 
basis of the price at Pittsburgh, plus the freight from Pitts- 
burgh to the point of consumption, so as to prevent price dis- 
crimination in violation of a provision of the Clayton anti-trust 
law. The trade body is expected to issue such an order so the 
matter can be taken to the courts for an interpretation of the 
statute. If the latter sustain such an order it would be logical 
to expect similar orders in respect of all other widely dis- 
tributed commodities. That expectation would be based on the 
fact that prices of all other commodities, at some time or other, 
are based on some variety of “Pittsburgh plus.” Pittsburgh 
was the first steel-making center in the country. When mills 
were established at other points, the best price they could 
obtain was the Pittsburgh price plus the cost of getting steel _ 















from Pittsburgh to the point of consumption, other things being 
equal. But the new mill could only obtain Pittsburgh plus in 
the event the man who wanted steel felt he could not get along 
without it another day. If the Pittsburgh plus price did not 
please him he could withdraw:from the market. If the mill 
needed the order to meet some of its obligations, it might ob- 
tain the contract by shading the price to some point less than 
Pittsburgh mill price plus the freight. The day the arguments 
were made, steel plates were selling in Philadelphia at about 
$1.85 per 100 pounds, while the Pittsburgh price was $2. In 
other words, when there is a seller’s market, Pittsburgh plus 
is the price. When it is a buyer’s market the price may even 
go below the Pittsburgh price, with no one thinking of the 
freight. At least, that is the way the men who have long been 
in the business of reporting steel market prices view the mat- 
ter. The professional economists, generally speaking, do not 
agree with that reporter way of appraising the market. They 
are inclined to the view that the big fellows scare the little 
ones into observing Pittsburgh plus by telling them what fear- 
ful things will happen if they refuse to be “regular.” Sugar 
prees used to be quoted as if all the sugar on earth were pro- 
duced in Hamburg, and to this day cotton and grain markets 
take their cues from Liverpool, because they were and are the 
places where the sellers sent their surplus for sale. Were Pitts- 
burgh plus abolished by law, its successor, it is believed, would 
be the mill prices at various points and, for competitive rea- 
sons, every mill would have to calculate how much it would 
cost its prospective customer to get steel at some other point. 
Inasmuch as the Federal Trade Commission has never claimed 
to have power to establish either maximum or minimum prices, 
there is a suspicion that the mill price would still be Pittsburgh 
plus, if it were a seller’s market and something different if 
it were a buyer’s market, as at present. In other words, tax 
money would have been spent for a futile waste of words. 
A. E. H. 


GOVERNMENT BARGE LINE 


Editor The Traffic World: 

I have noticed from time to time your eriticisms of the opera- 
tion of the federal barge line, and note particularly your 
editorial of June 21, “Barge Line ‘Saving’.” We are unable to 
fathom your motive. We assume, however, from the fact that 
you refer particularly to the deficit, or deficits, which must be 
made good by federal taxation, that you have in mind the wel- 
fare of the “dear public” thus apparently injured. 

In the first place, it would be difficult to find such people, 
because we believe the development and maintenance of this 
service on our inland waters redounds to the interest of all 
the people just as much as any other transportation service. 
We, of the Mississippi Valley, who advocate and support this 
service, have not in mind so much the “immediate saving” to 
the shipper as we have the fact that such service is necessary 
for- the development of the resources of this valley, for the 
ultimate good of the entire country. 


You know, as does everyone who has given the subject 
any serious consideration, that, for the last year or two, the 
railroads have been taxed to their maximum capacity in han- 
dling the traffic of this country, and the excellent service they 
have thus rendered and are rendering is the result of the most 
efficient and economic methods ever employed in the operation 
of our railroads. You know, too, that during that time, and 
at present, our industries were and are not producing to their 
maximum; hence, if we are to be properly equipped to handle 
the traffic of this country, as it surely will develop when our 
neighbors to the south of us and the European countries are 
more fully restored to their normal economic basis, we must 
have increased transportation facilities. 


In view of the financial condition of our railroads and the 
legal restrictions with respect to expansion, it is perfectly ob- 
vious that the development of our waterways is a national ne- 
cessity for the protection of our commerce in general. Speak- 
ing particularly for this section of the country, we feel keenly 
the necessity of protecting ourselves against a recurrence of 
conditions which prevailed east of the Mississippi and north of 
the Ohio and Potomac rivers during, and for two or three years 
following, the World War. During that period congestion and 
embargoes prevailed to such an extent that for several periods 
of weeks and months the traffic of the Mississippi Valley could 
not cross the Indiana-Illinois line except in exceptional cases, 
and, due to those conditions, shipments ordinarily handled by 
freight were forced to move, if at all, by express, thus placing 
a very heavy and unreasonable burden upon our commerce. 
Obviously we want to avoid that and can see no better pre- 
cautionary measure than is offered in the development of the 
federal barge line. 

Referring directly to the feature stressed by you—that 
the barge line has no fixed charges nor heavy maintenance 
expenses for track, etc.: If such items as these were to be 
taken into account in the operation of all our governmental 
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public service functions I am inclined to believe that, in order 
to avoid a deficit, which is necessarily borne by the public 
through taxation, the users of such public facilities would be 
obliged to pay a much higher charge for such service. [| refer 
particularly to our mail and parcel post service, which enables 
the public to distribute merchandise, and you to deliver yoy; 
publication to your subscribers, at much less cost than if the 
items to which you refer were chargeable against the Services, 

Furthermore, getting back to the operation of the railroads 
some of which use federal facilities, or facilities maintained 
by the federal government—the Southern Pacific, for instance 
operating from New York and other north Atlantic ports by 
water through the ports of New Orleans and Galveston, uses 
federal facilities in the operation of its boat line in connection 
with its extensive rail mileage in the southwestern states anq 
on the Pacific coast. If the expense of maintaining these har. 
bors were taken into account by the Southern Pacific Railroad 
as you would have the barge line take such items into account, 


possibly the Southern Pacific would not make such low rates 


from New York to the Pacific coast as to require transconti- 
nental lines operating from Chicago and Mississippi Valley 
points to forego Pacific coast traffic, or haul it at unsatisfac. 
torily low rates, thus ‘not only depriving the all-rail lines of 
their legitimate traffic, but depriving the distributing centers 
of the Mississippi Valley of a trade to which they are legiti- 
mately entitled. 

We, therefore, feel that in all fairness you-should view this 
subject from a little higher plane and let your vision sweep 
over the nation, rather than focus so acutely on our inland 
water service. 

P. W. Coyle, Traffic Commissioner, 
St. Louis Chamber of Commerce. 
St. Louis, Mo., June 25, 1924. 





’ What we have in mind, and what we tried to make plain 
in the editorial referred to by Mr. Coyle, is that what is called 
a “saving” by some advocates of the government barge line is not 
a saving—it is made up by the taxpayers. Government partici- 
pation in the transportation business may or may not be justified 
by the arguments used by Mr. Coyle, but it is not to be justified 
by misrepreresentation of the facts, and even its advocates ought 


not to object to having the facts made clear.—Editor The Traffic 
World. 


I. G. N. SALE COMPLETED 


The Trafic World New York Bureau 


Arrangements have been completed for the sale of the In- 
ternational Great Northern to the New Orleans, Texas & Mex- 
ico Railway in accordance with the conditions laid down by 
the Commission. It is understood that Blair & Co., Inc., and 
W. A. Harriman & Co. have agreed to buy the stock from the 
latter road in the event that the Commission finally determines 
that the merger is not in the public interest. The Commission 
gave its approval provided the New Orleans railroad could fur- 
nish an agreement by responsible bankers to purchase the 
International property at the price paid by the New Orleans 
line if final approval was withheld. 

The purchase price of the $7,500,000 par value of stock 
of the International Great Northern will net the holders about 
$30 a share. This is the first step in the consummation of 
the new Missouri Pacific merger. Blair & Co. and W. A. Har. 
riman & Co. are understood to have given the Missouri Pacific 
an option on the stock of both the International Great Northern 
and the New Orleans, Texas & Mexico. 





It is the unofficial understanding in Washington, as in New 
York, that Blair & Co., Inc., and W. A. Harriman & Co. will 
file an undertaking with the Commission agreeing, in the event 
the Commission finally decides that acquisition of the Inter- 
national-Great Northern by the New Orleans, Texas & Mexico 
would not be in the public interest, to buy the stock, as pro 
vided in the conditions set forth by the Commission as prece- 
dent to approval of the acquisition. The New Orleans, Texas 
& Mexico received twenty days from June 13 to file that agree 
ment, and at the time this was written the time had not expired. 

The Commission has been advised of the filing of a suit 
by the state of Texas in the United States District Court in 
New Orleans agamst the United States, asking for an injunc- 
tion setting aside the order of the Commission authorizing the 
New. Orleans, Texas & Mexico to acquire the stock of the In- 
ternational-Great Northern. 





REIMBURSEMENT OF DEFICIT 


The Commission has certified to-the Secretary of the Treas 
ury that $41,743.49 is due the Georgia & Florida Railway under 
section 204 of the transportation act, and that the amount due 
from the carrier to the President (as operator of the trans 
portation system under federal control) on account of traffic 
balances or other indebtedness is $97,000. 
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REPARATION ON COAL TAR 


A finding of unreasonableness and an award of repara- 
tion have been made in a mimeographed report on No. 14872, 
Barrett Company vs. Baltimore & Ohio et al. as to a sixth 
class rate of 34.5 cents on eighteen tank car loads of coal tar, 
from Fairmont, W. Va., to Everett (East Boston), Mass., shipped 
in December, 1920, and January, 1921. The Commission found 
that rate unreasonable to the extent it exceeded the subsequently 
established rate of 31 cents and awarded reparation to that basis. 

With the exception of the Central of New Jersey the carriers 
admitted the rate was unreasonable. That road contended the 
sixth class rate was reasonable for imposition on a commodity 
that had not theretofore been moving between the points in- 
volved in the case. The Commission, however, said that appli- 
cation for the rate had been made five months before the 
shipments began moving. The delay in publication from July, 
1920, to October, 1921, the Central of New Jersey said, was 
due to the discovery of inconsistencies in the commodity rates 
on coal tar, from points on the Baltimore & Ohio, Pennsylvania 
and Pittsburgh & Lake Erie. It said, that notwithstanding 
their best efforts, the defendants were unable to complete the 
revision of rates so as to permit of the establishment of the 
rate from Fairmont to Everett, prior to October, 1921. 

The Commission did not comment upon that defense. It 
merely held the sixth class rate, not as sixth class, but as the 
rate applicable to the shipments in question, unreasonable to 
the extent it exceeded 31 cents, the subsequently established 
commodity rate. 


BLANKET RATES EXTENDED 


Application of the principle laid down by the Commission, 
and sustained by the Supreme Court of the United States, in 
Swift Lumber Company vs. Fernwood & Gulf, 61 I. C. C., 485, 
has been made by the Commission in No. 14473, Dufur Orchard 
Co-Owners Company et al. vs. Aberdeen & Rockfish et al., opin- 
ion No. 9533, 89 I. C. C., 419-24. The Commission held the rates 
on apples from Dufur, Ore., a local point on the Great Southern 
railroad to Denver and to destinations east of the Missouri 
river, or taking rates applicable to such territories, not unrea- 
sonable but unduly prejudicial to the extent they exceeded and 
exceed the blanket basis of rates applicable from the junction 
of the Great Southern with the Oregon-Washington Railway & 
Navigation Line. The order in the case requires the railroads 
not later than September 6 to extend the junction point rates to 
points of origin on the branch lines The complaint alleged 
that the rates on fresh apples from Dufur to Denver and to 
points east of the Missouri river or subject to rates applicable to 
the territory east of that river, were and are unreasonable and 
unduly prejudicial to the extent that they exceeded or exceed the 
rates on the same commodities from grouped points of origin 
in Washington and Oregon, particularly from The Dalles, Ore., to 
the same destinations. The Great Southern and the Mount 
Hood railroads, branch lines involved in the complaint, the Com- 
mission said, had no equipment to interchange with the trunk 
line. Rates from points on the branch line were made arbitraries 
over the junction point, The Dalles. Under the order of the Com- 
mission the junction point rates will be extended to branch line 
points of origin. 


FURNITURE RATES 


In a mimeographed report on No. 13934, Standard Furniture 
Company vs. Nashville, Chattanooga & St. Louis et al., and parts 
of fourth section applications Nos. 458, 1952 and 3912, the Com- 
mission found the rates on bedroom furniture, carloads and less 
than carloads, from Nashville to eastern and Virginia cities, not 
unreasonable but unduly prejudicial. It said they were unduly 
prejudicial to the complainant and unduly preferential of its 
competitors at Chattanooga, to the extent that the percentage 
relationship of the rates on bedroom furniture in carloads, based 
upon a minimum weight of 16,000 pounds, and in less than car- 
loads, to the first class rate from Nashville, exceeded the per- 
centage relationship of the contemporaneous rates on bedroom 
furniture in carloads, based upon a minimum weight of 16,000 
pounds, and in less than carloads, to the contemporaneous first 
class rate from Chattanooga. It said that as the carriers serving 
Nashville did not participate in the rates from the North Carolina 
Points, no finding would be made as to those points. 

The complainant alleged that the rates in question from 
Nashville to destinations in New Hampshire, Vermont, Massa- 
chusetts, New York, New Jersey, Pennsylvania, Delaware, Mary- 
land and Virgina were unjust and unreasonable, unduly preju- 
dicial and in violation of the long-and-short-haul part of section 
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4. The complainant, the Commission said, did not attack the 
reasonableness per se of the rates under assault, but contended 
they were relatively unreasonable and unduly prejudicial as 
compared with the rates from Chattanooga and points in North 
Carolina. It also alleged undue preference of Atlanta, but no 
movement from Atlanta, the Commission said, was shown. 

Fourth section relief was denied as of October 20, in fourth 
section order No. 8940. 


GRAIN COMPLAINT DISMISSED 


An order of dismissal has been made in No. 15209, Victor 
Milling Company vs. Missouri Pacific et al., mimeographed, on 
a finding that charges assessed on wheat, from Kansas City to 
Memphis, Hot Springs, Ark., and Deport, Tex., with transit at 
Leavenworth, Kan., and Marshall, Mo., were applicable and not 
unreasonable or unjustly discriminatory. The Commission found 
a similar shipment from Kansas City to Omaha, with transit 
at Leavenworth and Marshall, was overcharged. It directed 
refund. 

‘The complaint alleged the charges were unjust, unreason- 
able and unjustly discriminatory to the extent they exceeded 
rates from Kansas City to representative destinations. 

Grain moving into Kansas City, the Commission said, moved 
out to the destinations considered in this case under propor- 
tional rates. In some instances, provided for in defendants’ 
transit circular, these proportionals are protected when transit 
is accorded at points in direct line of shipment and also at 
points specifically authorized. Two stops are allowed. 

The sole issue in this case, the Commission said, appeared 
to be whether or not the tariffs authorized the protection of the 
proportional rate from Kansas City to Memphis, Hot Springs, 
and Deport, on which transit was accorded at Leavenworth and 
Marshall. The railroads, the report said, agreed that the ship- 
ment to Omaha was overcharged. The shipments moved be- 
tween August, 1921, and February, 1922. They moved to Kan- 
sas City, thence to Leavenworth for blending and then to Mar- 
shall for milling, with the product reshipped to the final desti- 
nations mentioned. Some of the cars were bought on the track 
at Kansas City and reconsigned to Leavenworth. The rates 
were the through rates from points of origin to Leavenworth, 
from one to 2.5 cents higher than the rates to Kansas City. 
The proportional from Kansas City to Leavenworth, prior to 
January 1, 1922, was 5.5 cents and after that date, 4.5 cents. 
Charges were assessed on either the proportional rate from 
Kansas City to Leavenworth, or the balance of the through rate 
from point of origin to Leavenworth plus the proportional from 
Leavenworth to Marshall and plus the balance of the propor- 
tional from Leavenworth to final destination. 

The effect of the transit note, the Commission said, was to 
accord transit at both Leavenworth and Marshall on grain from 
Kansas City to Memphis on the basis of the proportional rate 
from Kansas City. The complainant contended that the word- 
ing of an item in the tariff caused confusion and that the 
defendants thereafter refused to apply proportional rates on 
grain from Kansas City stored or milled in transit at Leaven- 
worth and Marshall. Effective August 15, 1922, an item was 
published providing transit at Leavenworth on grain from Kan- 
sas City to Marshall on the basis of the Kansas City-St. Louis 
proportional rates. Effective September 25, 1922, still another 
note was published, the effect of which was as heretofore set 
forth, to accord transit at both Leavenworth and Marshall on 
grain from Kansas City to Memphis on the basis of the pro- 
portional rates from Kansas City. 

Marshall is not on the direct line, the report said, so the 
shipments were back-hauled through Kansas City. The car- 
riers said the transit circular depended upon by the complainant 
contained no waiver of charges on such a movement. 


CREAM OF WHEAT RATES 


The Commission has dismissed No. 13992, Cream of Wheat 
Company vs. Atchison, Topeka & Santa Fe et al., mimeographed, 
finding that rates on cereal foods were applicable on cream of 
wheat, in carloads, from Minneapolis, to all points in Montana, 
Idaho, Washington, Oregon and California, and not unreagon- 
able or otherwise unlawuful. Incidentally, the Commission said 
that it was improper for the complainant to bill its commodity 
as wheat grits. The billing was changed from cereal food to 
wheat grits in the spring of 1922, when the complainant dis- 
covered that wheat grits had been included in the flour item 
of the tariff naming rates to Portland and the northwest. 
Through the observance of the Portland rate as a maximum 
to points in Montana and by using it as a factor in a combina- 
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tion to California, the Commission said, the change in billing 
resulted in a reduction on shipments to Montana and California. 

The propriety of the billing, it said, was disputed by the 
defendants and action to collect alleged overcharges had been 
deferred pending decision in this case.. It was in connection 
with that recital of the action taken when the complainant 
discovered that the flour rate had been extended to wheat grits 
that the Commission made the declaration that the billing of 
cream of wheat as wheat grits was improper. 

The complaint alleged the rates were and are unreason- 
able, unjustly discriminatory and unduly prejudicial to the ex- 
tent they exceeded or exceed those contemporaneously applied 
to flour. The object of the complaint was to obtain the appli- 
cation of the flour rates on cream of wheat, which the Com- 
mission said was a cereal food product. No evidence in sup- 
port of the allegation of unjust discrimination, the report said, 
was submitted and the allegation would not be considered. 

The commodity in question, the Commission said, was that 
part of the “first break” in milling wheat into flour, known as 
No. 1 middlings, wheat grits, farina or semolina, and was that 
part of the wheat which, when subjected to six or eight further 
processes, became the finest grade of flour. The middlings or 
grits, the report said, were sterilized by the complainant so 
as to kill the eggs of moths that otherwise would cause the 
product to become wormy after a few months. The process, 
the report said, was an inexpensive process, costing much less 
than the additional processes necessary to convert the mid- 
dings into flour. Unsterilized middlings, the report said were 
put up in small packages by various milling companies and 
sold by them as uncooked cereal foods under their trade names. 

The Commission went into the subject of the rating of 
various grain products and came to the conclusion that cream 
of wheat was sold for about 7 cents per pound at Minneapolis 
while flour ranged in price from 2.5 to 4.6 cents per pound. It 
said that flour was a prime necessity that moved in volume 
everywhere. It said the contention of the carriers that their 
rates on flour from Minneapolis to the destinations involved 
were abnormally low, was not sustained by the record. The 
Commission said it was not established there was substantial 
competition between cream of wheat and flour, notwithstanding 
its secondary uses in the making of pancakes and wafiles. 
Such competition, it said, was not comparable to that existing 
between ordinary flour and prepared flour, and that therefore 
this case was clearly distinguishable from the Davis Milling 
case, 39 I. C. C. 198, in which the Commission found that pre- 
pared flours should be given the flour rating because of the 
eompetition between them. 

Commissioner Potter dissented but did not write his views 
on the subject. 


NAVAL STORES RATES 


In a supplemental report on I. and S. No. 1900, Naval Stores 
from Southern Producing Points to Various Destinations, written 
by Commissioner Meyer, opinion No. 9557, 89 I. C. C. 634-7, the 
Commission has modified its original findings in 87 I. C. C. 
740, with respect to the adjustment of rates on naval stores, 
from points in Southeastern and Mississippi Valley territories, 
to destinations in various territories, 

On the same day the Commision denied the petition of 
the protestants for vacation of the order, reconsideration and 
reargument but reopened it for further hearing in respect of 
rates from points on the Alabama, Tennessee & Northern, to 
destinations to which rates were prescribed in the original 
report. 

The respondents asked for a modification of the findings to 
permit rates to be made on the combination basis, using north 
of Jacksonville, Fla., rates 5 cents on rosin and 10 cents less 
on turpentine than the local rates from Jacksonville. In view 
of the fact that all producing points north of Jacksonville 
took a blanket rate, the Commission said, the proposal of the 
carriers was not proper and would place Florida points south 
of Jacksonville at an undue disadvantage. It said that inas- 
much as the Florida East Coast, which has been a strong sup- 
porter of the combination basis, was not a respondent, its find- 
ings would have no application to that carrier. 

The Commission further said, respecting a proposal to equal- 
ize Jacksonville and New Orleans, the former having rates 
one cent less than New Orleans, to Cleveland and Buffalo, that 
if the carriers considered equalization necessary, that change 
could be accomplished as well by reducing the rate from New 
Orleans as by increasing the rate from the Jacksonville group, 
as proposed. In respect of the rates from New Orleans to St. 
Louis, Louisville and Evansville and the request of the carriers 
to be permitted to increase the St. Louis rate to the Evansville 
level, the Commission said the adjustment to put the three 
points on an equality, could be made by making the rate to 
Evansville one cent lower than that prescribed. It said that 
that could be done because the rate prescribed to St. Louis was 
one cent higher than the suspended rate. 

In respect of the carrier application for permission to 
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apply the Nashville rate of 30 cents to Cairo instead of the 28 
cents prescribed, the Commission said the Nashville rate was 
made higher than it should have been because of a failure to 
consider the shortest routes from points in the producing ter. 
ritory. It said the adjustment should be made to Nashville, by 
establishing to that point, from Pensacola and points in the 
Montgomery sub-territory, the lower Cairo rate. It said that if 
the Nashville rate, from Pensacola-Montgomery, were reduced to 
28 cents, the Cairo rate, it would still be three cents higher 
than the prescribed rate frfom the New Orleans group to Mem. 
phis. It said its findings would be. modified so as to permit the 
application from Pensacola and Montgomery -subterritory 
of a rate of 28 cents on rosin and a corresponding rate of 44 
cents on turpentine. 

The railroads called attention to the fact that in the origina] 
findings the Commission said “we find that the less-than-carload 
rates have been justified” and said they were uncertain as to 
what the words meant. 

“Manifestly,” said the Commission, “the intention of the 
finding was that the proposed less-than-carload rates had been 
justified.” 

The Commission modified its findings in other respects. 
The changes, it is believed, will be clearly indicated in the 
report issued in connection with the supplemental report. The 
part of the order, other than the former recital, is as follows: 


It is ordered, That the findings in the original report, 87 I. c. ¢. 
740, be, and they are hereby, modified to provide that rates from Pen- 
sacola, Fla., and points in Montgomery subterritory to Memphis, 
Tenn., shall not exceed 28 cents per 100 pounds on rosin and 44 cents 
per 100 pounds on turpentine; that the rates to Milwaukee, Wis., 
shall not exceed 42 cents per 100 pounds on rosin and 66 cents per 
100 pounds on turpentine from Jacksonville and Atlanta subterritory 
and 39 cents per 100 pounds on rosin and 62 cents per 100 pounds on 
turpentine from New Orleans and points in Montgomery subterri- 
tory and Mississippi Valley teroritory; and that the rates from points 
in Montgomery subterritory on and east of lines of the Centrai 
of Georgia and Louisville & Nashville Railroads from Columbia, 
Ala., to Crestview, Fla., to points of destination here under considera- 
tion shall not exceed the rates from points in Atlanta subterritory 
to the same destinations. 

It is further ordered, That the petition of the respondents in all 
other respects be, and the same is hereby, denied. 


PREJUDICIAL GRAIN RATES 


In a report on No. 14159, Helena Traffic Bureau et al. vs. 
Missouri Pacific et al., opinion No. 9532, 89 I. C. C. 405-18, the 
Commission found rates on grain and grain products from Ili- 
nois and western territory points to Helena not unreasonable. 
It found rates on like products maintained or participated in 
by the Missouri Pacific over its west side route from points 
in Kansas, Nebraska, Iowa and Missouri, except St. Louis, to 
Helena, unduly prejudicial to Helena, and unduly preferential 
of Memphis, Tenn. Reparation was denied. Fourth section 
relief was granted in Fourtth Section Order No. 8923, to the 
Chicago, Rock Island & Pacific with respect to rates from Coun- 
cil Bluffs, Ia., to Jansen, Neb., to Helena, Ark., via Wheatley, 
Ark., in connection with the Missouri & North Arkansas. It 
was authorized to maintain rates not lower than the existing 
ones from and to the said. points and to maintain higher rates 
on like traffic from intermediate stations on the Rock Island 
operating through Jansen, Neb., and Horton and Topeka, Kan.; 
rates on grain and grain products from points on the Rock 
Island, Council Bluffs, Ia., to Mundon, Kan., inclusive to Helena, 
via Wheatley, Ark., and the Missouri & North Arkansas, not 
lower than the present rates from and to the said points and 
to maintain higher rates from intermediate stations on the 
Rock Island through Belleville McFarland and Herrington, Kan.; 
also rates from stations on the Rock Island, Atchison and 
Leavenworth, Kan., and Kansas City and St. Joseph, Mo., to 
Valancia, Kan., inclusive, to Helena, via Wheatley and the 
Missouri & North Arkansas not lower than the present 
rates and to maintain high rates from intermediate points 
on the Rock Island through Horton, Topeka and Herrington, 
subject to the equidistance rule. All other relief is denied as 
of October 6. 

Commissioner Cox, who wrote the report, said the com- 
plaint brought in behalf of receivers of freight at Helena, al- 
leged that the rates on grain and products, from points in Illi- 
nois, Indiana, Kentucky, Missouri, Kansas, Nebraska, Iowa, 
Minnesota, Colorado, Utah, Idaho and Oregan to Helena, from 
such territories of origin via Helena to destinations in the 
Mississippi Valley, and from Helena to points in the Mississippi 
Valley, were unreasonable, unjustly discriminatory and unduly 
prejudicial and in some instances in violation of the provisions 
of the fourth section. Mr. Cox considered the case under the 
head of rates to Helena, rates via Helena, a request that Helena 
be made a rate-breaking point, and fourth section departures 
and violations. In conclusion, the Commission found as fol 
lows: 


We find— 

1. That except as noted in item 2 below, the rates assailed aré 
not unreasonable, unjustly discriminatory, or unduly prejudicial. 

2. That the maintenance of or participation in by the Missour 
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Pacific over its west-side route of rates on ae and grain products 
from points in Kansas, from Kansas City, Mo., and from points in 
Missouri from which rates base on Kansas City to Helena more 
than 2.5 cents on wheat and 1.5 cents on coarse grains higher, and 
from points in Nebraska and Iowa, and Missouri except St. Louis, 
from which rates base on St. Louis, to Helena more than 5 cents 
on wheat and 3.5 cents on coarse grains higher, than the rates con- 
temporaneously maintained to Memphis, is, and for the future will 
be, unduly prejudicial to Helena and unduly preferential of Mem- 
his. No damage having been shown to have resulted from the undue 
prejudice found to exist, reparation is denied. 

8. The fourth-section applications of the Chicago, Rock Island 
& Pacific, to the extent here involved will be granted, provided that 
this relief shall not include intermediate points as to which the haul 
of the petitioning line or route is not at least 15 per cent longer 
than the direct line or route between the competitive points, and 
provided further, that the present rates from other intermediate 
points shall not be increased except as may hereafter be authorized 
by us and shall in no case exceed the lowest combination. 

Transit tariffs applicable via Helena to the Mississippi Valley 
should permit of as liberal mixing of ingredients in livestock feed 
as do the tariffs governing movement from Memphis. This should 
pe accomplished either by restricting the permitted ingredients at 
Memphis, or by allowing the same mixtures to be shipped from 
Helena as grain products as defendants now permit to be shipped 
from Memphis. No order in connection with this recommendation 
will be entered at this time, but unless it is regarded promptly by 
defendants, the matter should be again brought to our attention. 


NEW YORK PIER RATES 


The Commission’s decision in I. and S. No. 1980 and No. 
15343, Chicago Association of Commerce vs. Southern Pacific 
et al., 89 I. C. C. 512-43 (Traffic World, June 21), definitely rec- 
ognizes the right of the Southern Pacific to compete with the 
routes through the Panama Canal. It also establishes, as a 
fact that the Southern Pacific’s Sunset-Gulf line, using the 
rule of three for one in equating water mileage, for traffic pur- 
poses, is no longer, and, in some instances, is shorter than 
the all-rail routes in which it is a party, from Chicago and 
other group D points. Therefore the Commission found justified 
reductions in rates from the New York piers of the Southern 
Pacific so as to put them on the group D basis on a list of 
some 200 commodities. 

A further definite finding is that thus enabling the Southern 
Pacific to compete with the canal routes is in harmony with 
section 500 of the transportation act of 1920 declaring it to 
be the policy of Congress to “promote, encourage and develop 
water transportation service and to foster and -preserve, in 
full vigor, both rail and water transportation.” 

“The policy of the Congress, in this respect can be effec- 
tuated only under rate adjustments which will permit of an 
equitable distribution of the available traffic,’ said the Com- 
mission, in its report. “The rate adjustment here proposed 
appears to be a step in the direction of securing, as between the 
water carriers, a more equitable distribution of the available 
traffic, and as such its tendency will be toward attaining the 
ends designed by the law.” - 

Another important point disposed of in the decision was 
that if, in meeting the competition of the canal routes the 
Southern Pacific took traffic away from some all-rail routes, 
that fact did not deprive it of its right to compete, provided, 
of course it did not thereby create undue prejudice and prefer- 
ence for making rates so low as unduly to burden other traffic. 
On that point the Commission said: 





_ From what has been said it will be seen that canal competi- 
tion is still severe, and in all probability will continue so. Re- 
spondent cannot hope to attract business from the canal lines 
on Group A rates. The rates here proposed will doubtless 
obtain for respondent some traffic which is now moving through 
the canal, particularly to interior destinations. The fact that 
in meeting in a measure the competition of the canal lines it 
may at the same time draw some traffic from the all-rail lines 
does not deprive it of its right so to compete, provided, of course, 
that it does not thereby create undue prejudice and preference 
or make rates so low as unduly to burden other traffic. 


This decision, favorable to the Southern Pacific, supported 
by shippers at New York, and opposed by shippers at Chicago 
and other group D points, probably will be the forerunner of 
decisions on related questions because the Southern Pacific, in 
connection with this case, gave notice of its intention to 
follow up a decision, if favorable, with other proposals. One 
of those proposals will be for fourth section relief to enable 
it, via the gulf route, to meet the canal competition at the 
California terminals, without being required to flatten its rates, 
at points between the gulf ports and the terminals. It put 
into the record in this case, testimony tending to show where 
it probably could obtain carload traffic for intermediate points, 
if it had such relief. 

The Chicago contention, that approval of group D rates 
for application from New York piers, would place Chicago ship- 
pers at a disadvantage, did not appeal to the Commission in the 
form in which it was put. It pointed out.that the steel and 
other industries in the Chicago district were using the barge 
route via New Orleans and thence via canal, at rates less than 
the group D all-rail rates, and therefore at rates lower than 
those proposed from New York. It pointed out that their 
anxiety was not so much about the rates to Southern Pacific 
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territory beyond the El Paso gateway, as about the possibility 
of the spread of the reductions to what they called intermediate 
territory in Arizona, New Mexico, Nevada, Colorado and Utah. 
They called it that, although strictly speaking, it was not inter- 
mediate territory but territory served by other carriers that 
might desire to compete, from group D points, with the Southern 
Pacific’s gulf route rates. 

One of the points made by the protestants was that the 
proposed rates, unless also made to apply via the Ogden gateway, 
would violate the Commission’s condition, prescribed in Con- 
trol of Central Pacific by Southern Pacific, 76 I. C. C. 508. 
The protesting Chicago interests contended that the Commis- 
sion’s order required the Southern Pacific to maintain a parity 
of rates on its lines in California, as between the Ogden route 
and the El Paso route. They referred particularly to paragraph 
D of that order. 

The Commission said that the objections of the protestants 
was fully met, so far as the Southern Pacific was concerned, 
by its declared willingness to join in rates over the all-rail 
routes on the same basis as those here under suspension. 
Is also pointed out that this parity of rates provided for in 
paragraph under discussion was. conditioned “at the request 
of the Union Pacific’; in other words that the parity of the 
Ogden and the El Paso routes was for the protection of the 
Union Pacific. The Commission added that if the Southern 
Pacific’s rail connections did not see fit to join with it in the 
publication and maintenance of such rates and the protestants 
were so minded, the latter might allege a violation and bring 
that issue before it in a proper proceeding. 

“We have no jurisdiction, in this proceeding, to initiate 
rates over all-rail route, the rates of which are not here in 
issue,’ the Commission added. 

The report, in many phases, is a minute consideration of 
the whole transcontinental rate question, apparently with a 
view to bringing into relief the theory upon which the Southern 
Pacific based its proposal to make rates from New York piers, 
the same as the all-rail rates from-Chicago and other group D 
points. The theory, as thus developed and brought into relief 
was that, remembering the rule for equating water distances 
with all-rail mileages, the distance from New York piers to 
points beyond the El Paso gateway was substantially the same 
as the distance from the group D points and that, therefore, it 
should be permitted to make the same rates, especially in 
view of the fact that traffic from New York and from group 
D points was being taken by the routes through the Panama 
canal, the traffic from group D points, especially steel, using 
the Mississippi barge line to get to New Orleans and thence by 
steamer to Pacific ports. . 

The Commission, in disposing of the matter, said that the 
making of rates from New York to the transcontinental territory 
in question was not new. In addition it quoted liberally from 
the statistics of the Southern Pacific to show the great in- 
crease in tonnage via the canal, the increase from Atlantic 
seaboard territory from 1921 to the end of August, 1923, being 
from 352,762 to 781,679 tons the larger figure being the one for 
the first eight months of 1923. In that same period the Sun- 
set Gulf route increased its tonnage from 2,270 to 8,444. The 
increase in the Sunset-Gulf tonnage, it was pointed out, resulted 
from the publication of a commodity rate on periodicals. That 
rate caused 1,984 tons of magazines and other periodicals to 
move via the gulf route in the first eight months of 1923. 
Another cause for the big percentage increase in Sunset-Gulf 
tonnage was a commodity rate on steel grinding balls. That 
brought in 3,574 tons. In addition several hundred tons were 
company material, the whole for the eight months being less 
than two full cargoes. 


In addition the Southern Pacific pointed out the fact was 
that its ships, having a substantial bottom tonnage of copper 
buillion eastbound, had nothing of that ballasting kind to 
move in the reverse direction. Rates to put something into the 
empty ships, the Southern Pacific said, would not increase the 
cost of operation materially because the ships had to move 
back after more copper bullion, empty, unless tonnage could 
be provided to get some away from the canal route. 


The Commission said that inasmuch as no one seriously 
contended that the proposed rates were so low as unduly to 
burden other traffic, or were not compensatory, it would not 
reproduce evidence to show that divisions that would be re- 
ceived by respondent’s rail lines west of Galveston’ would be 
in excess of what it would receive on all-rail traffic from 
group A (New York) received, for instance, at Cosicana, Tex., 
a junction point with the St. Louis Southwestern. 

One of the rate moves to follow this decision likely to raise 
new collaterial questions is the publication of rates via the 
Mallory Line, for use in connection with the Santa e and the 
Western Pacific, the same as those approved by the Commission, 
in this report. The carriers mentioned protested the rates 
under suspension, although through an error in publication, the 
Mallory line, from New York and the Southern Steamship line, 
from Philadelphia, were parties to the suspended tariffs, pro- 
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posing the same rates from New York and Philadelphia ports. 
At the hearing they said that if a favorable decision were made 
in respect of the Southern Pacific rates, like rates via the 
Mallory and Southern Steamship lines would be proposed. 

The Commission said the Chicago Association of Commerce, 
in its formal complaint, took practically the same position as the 
protestants, among which it was also numbered. The formal 
complaint was against some rates from New York piers which 
were permitted to become effective in September, 1923. . It as- 
serted, the Commission said, that the issue, primarily, was one 
of relationship. It asked the Commission to establish a fixed 
definite relationship between group D rates and. rates from the 
New York piers. It suggested rates not lower from New York 
piers, than 10 per cent over the rates from group D points. 
That difference was based on the asserted difference in the 
length of the hauls. The Commission concluded the equated 
distance of the Sunset-Gulf route to the California termnials 


did not greatly exceed the average of all-rail distance from 
Chicago. 


With regard to the formal complaint and the possibility of 
reductions at intermediate points the Commission said: 


Advertising now to the principal objection interposed to re- 
spondent maintaining New York piers on a rate parity with 
Group D, namely, that the extension of the same basis which 
may reasonably be expected to follow, to other routes, particu- 
larly those extending through Colorado, Utah, and Nevada, and 
perhaps to other territory nearer the Missouri River, will create 
a rate Situation unduly prejudicial to protesting shippers and to 
complainant’s members, and highly objectionable to the protest- 
ing carriers. The issue herein, as respondent well asserts, 
is not whether undue prejudice and preference may result 
from some action of other carriers, but whether the rates here 
proposed by respondent which are involved in the suspension 
proceeding, or those now maintained by it and assailed in No. 
15343, effectuate any undue prejudice and preference. If, as pro- 
testants fear, reduced rates are later sought to be established 
in such manner as to create undue prejudice and vreference, we 
can deal with that situation when it arises. The present record 
affords no adequate basis for a finding that the proposal of the 
respondent, or the rates now maintained by it and assailed in 
No. 15343, will create or have created such violations of the inter- 
state commerce act. 

With respect to the request that we prescribe a definite, 
fixed relation between, respondent’s rates from New York piers on 
the one hand, and the all-rail rates from Group D on the other, 
to the territory here considered: As to many of the commodities 
there is no specific evidence of the amount of difference in the 
rates which may exist without injuriously affecting protestants; 
and as to those commodities with respect to which evidence 
concerning competition was adduced, it is evident that the 
extent to which the difference between the rates might reason- 
ably vary differs with the different commodities, the different 
points of destination, and market and other conditions. There 
is no sufficient evidence upon which a definite, fixed relation can 
be prescribed, either as to the commodities as a whole or any of 
them. 


In conclusion of the whole matter and making the final 
definite findings the Commission said: 


Summarizing the salient facts established in justification of 
the proposed schedules, it will be seen that the commodities 
which respondent can transport are only such as will not be 
injured by water carriage and by transfer in transit, and as to 
these, respondent is always confronted with the competition of 
the lines operating through the Panama Canal, which competition 
is very severe, as these lines offer much lower rates than the all- 
rail lines; that the movement of additional traffic in respondent’s 
ships, which are now operating southbound loaded to little 
more than half their capacity, would only slightly increase the 
cost of operation, but in order to secure the traffic it is necessary 
to offer rates which, in connection. with respondent’s superior 
service, will attract business from the canal lines. It has been 
further shown that respondent, unlike the all-rail lines, has no 
intermediate pick-up traffic, as it has no ports of call between 
New York and Galveston; that a parity of rates to the territory 
here considered, as between New York piers on the one hand and 
Group D territory on the other, is not entirely an innovation, but 
has previously existed as to some commodities, and such a parity 
has been approved by us upon at least two occasions. It is 
shown that respondent’s water-and-rail route, considered on the 
equated basis, is shorter to California terminals than a number 
of the all-rail routes in which the Southern Pacific participates 
from Group D; that its route, on the equated basis, is, to Califor- 
nia terminals, less than 100 miles longer than the average of 
12 representative all-rail routes from Group D, the said 12 
routes including the shortest routes in which the Southern 
Pacific does not participate, but not the longest routes provided 
for by the tariffs; that the average haul on traffic frem Group D, 
moving over respondent’s line to representative destinations in 
Arizona and southern California, exceeded the equated distance 
of respondent’s route from New York piers to the same points: 
and that the ton-mile earnings to be yielded by the proposed 
rates will not be unduly low. 

We find that the suspended schedules have been justified, 
except in so far as item 1530-B in the following tariffs and sup- 
plements; Supplement 29 to Agent R. H. Countiss’ I. C. GC. No. 
1114, supplement 29 to Agent W. S. Curlett’s I. Cc. C. No. A-90, 
and supplement 29 to Agent B. T. Jones’ I. C. C. No. 1833, is 
applicable in connection with the Mallory Steamship Company 
and the Southern Steamship Company, which application, as pre- 
viously shown, was published in error, has not been justified, 
and which we will require to be canceled. Our orders of sus- 
pension have now expired. Respondents will be authorized to 
advance the effective date of the schedules herein found justified. 
We further find that the rates assailed in No. 15348 are not 


unduly prejudicial or preferential, and that complaint will be 
dismissed. 


In his dissent Commissioner Campbell said the Southern 
Pacific, although participant in joint rates, all-rail, frrom group 
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D points, now desired to make rates over its gulf route upon 
an equated mileage and substantially cost basis, and thereby 
disrupt the all-rail group adjustment, to which it was a party. 
He said he believed that if the Southern Pacific was permitted 
to make rates upon the cost basis, or upon any basis differing 
from that employed by the other circuitous all-rail routes from 
group A points, then the group system of making transcop. 
tinental rates must come to an end and the Commission must 
inquire into the cost of handling traffic via all-rail routes from 
the groups and adjust rates on that basis. 


LUMBER PENALTY CHARGE LEGAL 


In a mimeographed report on No. 13694, Stetson, Cutler & 
Company vs. New York, New Haven & Hartford, the Commis. 
sion held that the application of the penalty charge on three 
carloads of lumber shipped from Stockbridge, Mass., to Proy- 
idence and Pawtucket, R. I., and reforwarded to South Proyj- 
dence, R. I., in June, 1921, was legally applied and dismissed 
the case. The penalty was $10 a day per car. 


COMPLAINANT NOT DAMAGED 


The Commission, in a mimeographed report, has dismissed 
No. 15305, Russell-Heckle Seed Company vs. Director-General 
and St. Louis Southwestern, because the complainant had not 
been shown to have been damaged by an unreasonable rate, 
class A, of 36.5 cents, on three carloads of cotton seed, shipped 
in February, 1919, from Memphis to Altheimer, Ark. The Com- 
mission found it unreasonable to the extent it exceeded a con- 
temporaneous commodity rate of 17 cents from Memphis to 
Pine Bluff, Ark., which, under rule 77 of Tariff Circular 78-A, 
the Commission said, should have been applied. 

Informal complaint was lodged showing that the consignee, 
T. H. Collier Estate had paid the charges. The correspond- 
ence attached to the expense bills in connection with the infor- 
mal docket case, the Commission said, led to the reasonable in- 
ference that the complainant was seeking reparation on behalf 
of the consignee. But when the Director-General declined to 
settle informally and a formal complaint was filed, no reference 
was made to the Collier estate as the party entitled to repara- 
tion. The Commission, therefore, found the complainant had 
not been damaged and said reparation could not be awarded 
to it. 





SUGAR RATE CASE DISMISSED 


The Commission has dismissed No. 12076, Armour and Com- 
pany vs. Northern Pacific, Director-General, et al. (mimeo- 
graphed) on a finding that fiftth class rates on sugar, from Seat- 
tle, Wash., to Chicago, Boston and Landisville, N. J., in October 
and November, 1919, and May, 1920, while there was a short- 
age of sugar in the country, were not unreasonable. The com- 
plainant contended the rates were unreasonable to the extent 
of their excess over the commodity rates contemporaneously 
in effect from California terminals and from sugar refining 
points in California and southern Oregon. The Commission 
said that the sugar was transported as routed by the con- 
plainant, which was in urgent need of the commodity for 
fruit-canning purposes, and that lower rates might have been 
had over other routes. 


EL DORADO SWITCHING CASE 

. In a mimeographed report on No. 14673, Chamber of Com- 
merce of El Dorado, Ark., vs. Chicago, Rock Island & Pacific, 
the Commission found that the charge of the defendant for 
interchanege switching of interstate carload shipments between 
certain industries on its line and its connection with the Mis- 
souri Pacific at El Dorado not unduly prejudicial or prefer- 
ential, but that it would be unreasonable for the future to the 
extent that it exceeded $6.50 per car. The order requires the 
establishment of the charge of $6.50 not later than August 18, 
to the interchange switching of carload freight between in- 
dustries on the Rock Island and its connection with the line of 
the Missouri Pacific at El Dorado, in connection with interstate 
line hauls by the Missouri Pacific. The complainant alleged 
that a charge of 2 cents, minimum 60,000 pounds, equal to a 
minimum of $12 per car, now maintained by the Rock Island 
for the interchange switching at El Dorado, was unreasonable, 
unduly prejudicial to such of those industries as shipped petro- 
leum oil and its products to local points on the Missouri Pacific 
and unduly preferential of competing industries on the El Dorado 
& Wesson at Pearson and Oil Hill, Ark., shipping to the same 
points. 


JUNCTION RATE EXTENDED 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in a mimeographe 
report on No. 14616, Jacobs, Malcolm & Burtt vs. Great North: 
ern et al. The Commission found unreasonable a combination 
rate of 99 cents applied on five carloads of apples, from Chelan. 
Wash., to San Francisco in October and November, 1922, a2 
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January, 1923. It said the rates was unreasonable to the ex- 
tent it exceeded the junction point rate of 79 cents. That rate 
of 79 cents, it said, should be established not later than Sep- 
tember 2. The combination which was condemned was 20 
cents from the shipping point to Wenatchee, the junction 
point, plus the commodity rate of 79 cents from the junction 
to destination. Chelan is a point on a branch of the Great 
Northern. The apples moved to Portland, Ore., over the Great 
Northern and the Southern Pacific beyond. The Commission 
considered the car-mile and ton-mile under the combination 
and the junction point rates and came to the conclusion here- 
inbefore set forth. 

The complaint alleged the rate of 99 cents was unreason- 
able and unduly prejudicial. The Commission said the record 
did not show any damage by reason of the alleged undue 
prejudice and that in view of the finding of unreasonableness 
it would not be necessary to consider that issue any further. 


SPELTER RATES ORDERED 


The Commission, in a mimeographed report on No. 15113, 
Apollo Steel Co. vs. Pennsylvania et al., found unreasonable 
a rate of 27.5 cents, imposed on nine carloads of spelter, from 
Locust Point (Baltimore) to Apollo, Pa., in March and April, 
1921, to the extent it exceeded 23 cents and awarded repara- 
tion to that basis. The lower rate was in effect over other 
routes and to more distant points. Since the movement that 
joint rate of 23 cents has been reduced to 16 cents. The Com- 
mission ordered the carriers to establish to Apollo the 16-cent 
rate not later than August 5. The shipments moved via the 
Baltimore & Ohio to Everson, Pa., and to Apollo over the Penn- 
sylania from Everson. The complainant alleged the rate of 
27.5 cents to be unjust and unreasonable to the extent it ex- 


ceeded 23 cents. The two roads, it said, had joint class rates 
to Apollo. 


COKE CASE DISMISSED 


An order of dismissal has been entered in No. 14773, Gen- 
eral Fire Extinguisher Co. vs. Director-General (mimeographed), 
the Commission finding a combnaton rate of $1.90 on coke, 
from Everett (East Boston), Mass., to Auburn, R. I., not un- 
reasonable between July-5 and December 28, 1919. The com- 
plant alleged it was unreasonable to the extent it exceeded the 
subsequently established joint rate of $1.40. The Commission 
said no evidence was introduced by the complainant bearng on 
the reasonableness of the $1.90 rate, but that it relied solely on 
the decision in 62 I.C.C.,in which the Commission, in prescrib- 
ing a distance scale for use in making rates on coke in New 
England, said the rate from Everett to Auburn should be adjusted 
in accordance therewith. It said thedecision was made more than 
two years after the $1.40 rate was established from Everett to 
Auburn. The Director-General introduced evidence to show 
that the adjustment which resulted in the $1.40 rate from 


Everett to Auburn resulted in both increases and reductions. ° 


ROOFING TALC REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14466, Barrett Company vs. St. Johns- 
bury & Lake Champlain et al. (mimeographed), as to rates 
and charges on roofing talc, in carloads, from Johnson, Vt., 
to Chicago, St. Louis and Philadelphia, and from Rochester 
and Braintree, Vt., to Erie, Pa. The report covers two sub- 
numbers, the first, Same vs. St. Johnsbury & Lake Champlain 
et al, and the second, H. F. Watson Co. vs. White River 
et al. The shipments from Johnson to Chicago and St. Louis 
were made between January 15, 1921, and January 2, 1922, 
to Philadelphia, between January 15 and October 6, 1921, 
from Rochester to Erie, between January 15, 1921, and May 
15, 1922, and from Braintree, Vt., to Erie, between January 15, 
1921, and January 2, 1922. The rates were alleged to be un- 
just and unreasonable. The Commission said it found the rates 
from Johnson to Chicago, St. Louis and Philadelphia and from 
Rochester and Braintree to Erie in the periods hereinbefore 
Specified were unreasonable to the extent they exceeded 32, 


38, 29.5, 27 and 26 cents, respectively, and awarded reparation 
to that basis. 


HOUSEHOLD GOODS REPARATION 


In a mimeographed report on No. 15001, Mrs. Pattie New- 
80m vs. Mobile & Ohio et al., the Commission found the rate 
of $2.045 applied on a shipment of household goods from Mur- 
Dhysboro, Ill, to Lanexa, Va., in August, 1921, was inapplicable 
and ordered refund of an overcharge of $7.20. The complain- 
ant, however, did not recover to the basis of a rate quoted to 
her, the Commission said, by the general freight agent of the 
Mobile & Ohio, through a local agent, of $1.625. After the 
g00ds moved an undercharge of $50.60 was collected from her, 
at an assumed rate of $2.045. The Commission said the appli- 
cable rate was $1.985. That was the lowest rate, the combina- 
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tion on East St. Louis, under which the Mobile & Ohio could ° 


‘ have obtained a haul. Relying on the information given to her 


that the lowest rate mentioned applied via the Mobile & Ohio, 
Southern and Chesapeake & Ohio the complainant routed her 
goods that way and prepaid the freight. Then the undercharge 
bill was presented. The Commission said that the arguments 
on the tariffs in behalf of the complainant to show that the 
low rate was applicable via the Mobile & Ohio because Mur- 
physboro was an intermdiate point via an assumed route was 
not sound. It said that notwithstanding the fact that the Mo- 
bile & Ohio misquoted the rate it was not bound, after it re- 
ceived the goods, to turn them over to either the Illinois Cen- 
tral or the Chicago & Eastern Illinois, which could have hauled 
them at the lower rate, at point of origin. It quoted McLean 
Lumber Company vs. L. & N., 22 I. C. C., 349, on that point. 
In that case the Commission held that it was not the duty of 
a carrier to turn over to another, goods at point of origin be- 
cause a lower rate applied via another route from that point 
of origin, than the rate over its own route. 


MONOCHLOROBENZOL REPARATION 


The Commission, in a mimeographed report on No. 14076, 
E. I. Du Pont De Nemours & Co. vs. Director-General, found 
reasonable rates of 69 cents and $1 on shipments of mono- 
chlorobenzol from Kingsport, Tenn., to Carneys’ Point, N. J., 
in November and December, 1918, unreasonable to the extent 
they exceeded 44 cents, minimum 60,000 pounds, and awarded 
reparation to that basis. The 41-cent rate was established 
after the shipments in question had moved. 


GRAIN COMPLAINT DISMISSED 

The Commission has dismissed No. 14811, O. A. Cooper 
Company vs. Chicago, Burlington & Quincy, mimeographed, 
finding that rates on grain, from Humboldt, Neb., to St. Louis, 
are not unreasonable or unduly prejudicial. The complaint al- 
leged that they were unjust, unreasonable and unduly preju- 
dicial. The prayer was for reasonable rates and reparation on 
all shipments forwarded since April, 1921. Humboldt is a local 
station on the Burlington, 21 miles west of Falls City, Neb., 
where the Burlington and Missouri Pacific join. The complaint 
was against a rate adjustment caused by the competition of 
the Burlington and the Missouri Pacific and the necessity of 
the Missouri Pacific to observe the requirements of the fourth 
section. The Commission said that the rate against which com- 
plaint was made was considerably less than prescribed by it 
for a like distance in the South Dakota case, 73 I. C. C. 347, 
and Oklahoma Corporation Commission case, 80 I. C. C. 607, and 
was not unreasonable or unduly prejudicial. 


STOP-TO-LOAD CHARGE 


An order of dismissal has been entered in No. 14702, Min- 
nesota Co-operative Creameries Association, Inc., vs. Chicago, 
Milwaukee & St. Paul et al., mimeographed, the Commission 
finding the defendants’ charges, rules and practices pertaining 
to the transportation of butter, in carloads, from Minnesota 
points to eastern destinations, when the cars are stopped in 
transit to finish loading, not to have been or to be unreasonable. 

The complaint alleged the charges, rules, regulations and 
practices in connection with carload shipments of butter when 
stopped to finish loading, and in connection with the distribu- 
tion of butter tubs and salt to the complainant’s creameries 
had been and were unjust and unreasonable. The complaint 
about the distribution of salt and tubs, the report says, was 
withdrawn leaving merely the question of the reasonableness 
of the rules and practices respecting the stopping of cars to 
finish loading to be decided. 

The Commission said the complainant asked it to require 
the cancellation of a charge of $6.30 on cars stopped in transit to 
finish load, if such loading was done while the cars remained 
in the train, and to award reparation on all such shipments 
which moved subsequently to June 23, 1922. The charge is 
imposed whether the car is spotted or the loading is done while 
the car is in the train. The defendants said the charge was 
reasonable and that if a distinction were made the complainant 
would always want to load the car while it was in a train and 
its wishes would have to be complied with regardless of what 
effect the stopping of the train would have upon operating 
schedules. 

Commissioner Campbell, in a concurring opinion, said he 
agreed that the complaint should be dismissed because the 
record was too meager to enable the Commission to determine 
what would be a reasonable charge where the car was not 
set out. 


BRANCH LINE DIFFERENTIALS 


A finding of unreasonableness and an award of reparation 
have been made in No. 14417, Prairie Oil & Gas Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, as to rates 
and charges on shipments of iron pipe and other oil well sup- 
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plies, from Pittsburgh and other oil well supply producing 
points to Drumright and Oilton, Okla., between May 25, 1920, 
and May 22, 1922. The Commission said they were unreason- 
able to the extent they exceeded the contemporaneous rates to 
Cushing, Okla., the junction point between the main line of 
the Santa Fe and the branch line of that system on which 
Drumright and Oilton are situated. Reperation was sought to 
the basis of the Cushing or junction point level. 

The branch of the Santa Fe involved is a consolidation, 
with some new construction, of two electric roads acquired by 
a subsidiary of the Santa Fe and leased by it to the parent 
company. The parent company has been operating it since 
January 1, 1916, the report says. The Commission said the com- 
plainant alone had paid more than $500,000 on inbound freight 
and that, according to the tests used by the government for 
ascertaining tthe probable life of an oil field, tthe Cushing field, 
which this branch serves, will last twenty years more. It was 
discovered in 1913. The Commission said the complainant and 
other oil companies had also paid large sums on outbound 
freight. Data of that kind were put in to meet the contention 
of the trunk line that the oil field would not last forever and 
that it had to get its money out of the branch line while the 
oil lasted. The Santa Fe claimed it was a switching service 
which it performed and that that service was more expensive 
than a local freight service. The Commission, however, said it 
presented no cost figures. The Santa Fe also claimed the rates 
were depressed by the Texas common point adjustment. The 
complainant disputed that. The Commission said that that 
point needed not to be decided in this case. It said the de- 
fendants were not justified in charging higher rates to points 
on the branch line than to points in a wide surrounding ter- 
ritory, including points on branch lines with much lesser traffic 
density. It called attention to the fact that in Western Petro- 
leum Refiners’ Association vs. Director-Generai, 59 I C. C. 38, 
it found unreasonable the application of a differential over the 
Oklahoma group rates, which applied from Cushing and Jen- 
nings, two junction points on the branch involved, on petro- 
leum and its products from points on this branch to northern 
destinations. 

The complaint was specifically directed against the bran¢h 
line differentials and the prayer was for reparation down to 
the basis of the junction point rates. The complaint was that 
the application of the differentials made the resulting through 
rates unreasonable and unduly prejudicial. The basis was the 
application of class A differentials to commodity rates to Jen- 
nings on shipments of gas engines and the fifth class differen- 
tials to other shipments of oil well supplies. The inflations in 
the rates to the branch line points caused by the application 
of the differentials ranged from about 8 to 14 cents. 


REPORT CLARIFIED AND AFFIRMED 


In a supplemental report on No. 13616, Josey-Miller Company - 


vs. Brimstone Railroad & Canal Company et al., mimeographed, 
the Commission has clarified and affirmed the findings in its 
original report, 87 I. C. C., 207. The case involves rates on mixed 
feeds in straight carloads and in mixed carloads with articles 
taking grain rates or the same rates as mixed feeds, from Beau- 
mont and Orange, Tex,, to destinations in Louisiana. The Com- 
mission held the rates unreasonable and prescribed new ones to 
be established not later than August 6. The new rates are not 
to exceed the rates contemporaneously maintained on the same 
commodities for similar distances between Natchez, Miss., and 
points in Louisiana, but without including in the computation 
any constructive mileage or other arbitrary such as-is or may 
be provided for service across the Mississippi in connection 
with rates to or from Natchez. This order is to supersede the 
one issued January 17, 1924, in connection with the leading case 
and a sub-number thereunder, Orange Rice Mill Co. vs. Beau- 
mont, Sour Lake & Western. 

The tariff supplement issued by the defendants in purported 
compliance with the order issued in connection with the original 
report, published the scale applicable from Natchez, but provided 
that rates thereunder “are to be computed based on actual dis- 
tance shipment moves plus 20 miles,” apparently, said the Com- 
mission, because, in computing rates from Natchez, a like addi- 
tion was made as compensation for the expensive service across 
the Mississippi River at Natchez. 

The Commission said there was no corresponding service 
required on shipments from Beaumont and Orange. It said the 
addition of that constructive mileage was contrary to the spirit 
of its report and order. It said its original findings would be 
clarified in that respect and affirmed in other respects. 


CHARGES NOT UNREASONABLE 


The Commission has dismissed No. 14908, Toberman, Mackey 
& Company vs. Chicago, Burlington & Quincy, and 11 sub-num- 
bers thereunder, same against different combinations of carriers, 
mimeographed, finding the charges for placing carload ship- 
ments of hay and straw on track and holding them for inspection 
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at St. Louis and East St. Louis not unreasonable or otherwige 
unlawful. 

The complaints alleged that the charges in 1920, 1921, 1999 
and 1923 were and for the present are, unreasonable, unjustly 
discriminatory, unduly prejudicial and illegal. The Commigsiop 
said the rules were uniform with those under which other de 
fendants assessed the same charge on shipments handled py 
them. The charge on interstate shipments was $2 prior to 
August 26, 1920, $3 from that date until July 1, 1922, when jt 
was reduced to $2.70, the present charge. The Commission gaiq 
it considered the matter of charges for the placing of cars for 
hay and straw for inspection in Reconsignment Case No, 3, 
53 I. C. C., 455, and that it recognized the difference in circum. 
stances and conditions as between hay and straw on the one 
hand and grain on the other. That difference in circumstances, 
it said, was created by the fact that neither state nor federal] 
laws required the inspection of hay or straw as they did of 
grain. Nothing in the present record, it said, warranted a con. 
clusion differing from that announced in the Reconsignment 
case. 


LINSEED OIL REPARATION 


In a mimeographed report on No. 15466, Bisbee Linseed 
Company vs. Pennsylvania et al., the Commission found rates 
on linseed oil, from Philadelphia to other points in Official 
Classification territory, such as Pennsylvania, Ohio, Indiana, 
Illinois, Michigan, West Virginia, Wisconsin, Iowa and Missouri, 
between May 1, 1922, and December 15, 1923, unreasonable to 
the extent they exceeded the rates contemporaneously in effect 
between the same points on copra, peanut and soya bean oil. 
It awarded reparation to the basis of the commodity rates 
applicable on the other vegetable oils. The Southern Cotton 
Oil Company, Portsmouth Cotton Oil Refining Corporation, the 
Procter & Gamble Company, James S. Kirk & Co., Globe Soap 
Company, William Waltke & Co., Peet Brothers Company, 
Colgate & Co. and the Palmolive Company intervened. The 
Commission said they did not indicate in whose behalf they 
intervened and. took no further part in the proceedings. 


DEMURRAGE REFUND DIRECTED 


A finding of inapplicability and a direction to refund have 
been made in a mimeographed report on No. 15349, American 
Lumber & Export Company vs. Central of Georgia et al., as 
to demurrage charges collected on a carload of lumber held 
at Chattanooga in April, 1923. The Commission said the 
charges collected were in excess of those legally applicable 
to the extent they exceeded $2 and directed refund. 


DETROIT SWITCHING RATES 


In a mimeographed report on I. and S. 1853, the Commis- 
sion found justified, in part, the proposal of the N. Y. C. and 
Michigan Central to change switching rates at Detroit, chiefly 
making increases. It found justified proposed charges for in- 
termediate, passenger, and express and live stock movements. 
It found not justified cancellation in connection with the De- 
troit Manufacturers’ Railroad. A like finding was made in re 
spect of proposed intra and inter terminal charges on sand, 
gravel, crushed stone, and slag. It found justified $16 per car 


for intra-terminal switching, $12 for inter-terminal, and $7 for 
reciprocal switching. 


DUTY TO FURNISH SERVICE 


The Commission, in a mimeographed report on No. 14026, 
E. C. Miles Lumber Company vs. Chicago, Burlington & Quincy, 
et al., found that the refusal of the Pine Bluff & Northern to 
provide transportation at Fletcher, Ark., for 11 carloads of lum- 
ber, tendered in 1920 and 1921, for shipment to points in Illi 
nois and Indiana, was unlawful and awarded reparation. 

The complaint, filed June 29, 1922, alleged that the Pine 
Bluff & Northern unlawfully refused and failed to provide trans- 
portation for 12 carloads of lumber tendered in the period be- 
tween June 25, 1920, and May 16, 1921, both dates inclusive, and 
that charges collected on the shipment were illegal. 

The case arose out of the fact that the publication of rates 
from Fletcher was continued after July, 1919, although service 
from that point had been discontinued by the receiver of the 
Pine Bluff & Northern and the Arkansas Corporation Commis 
sion authorized the discontinuance of the station at Fletcher 
from and after July 11, 1919. A Rock Island tariff effective 
August 15, 1919, and alive throughout the period covered by the 
shipment, published rates from Fletcher to destinations in Illi 
nois and Indiana the same as rates from Cullor, Ark. The 
Pine Bluff & Northern concurred in the tariff. 

The complainant offered the shipments to the Pine Bluff & 
Northern at Fletcher but the read refused to accept them there. 
Its employes advised the complainant that before the cars were 
placed-at Fletcher it would be necessary for it to pay O. L. 
Shull, then superintendent of the Pine Bluff & Northern, $50.00 
for hauling a car from Fletcher to the point where the Pine 
Bluff & Northern was still in operation, namely, Cullor, because 
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ghull owned the line from Cullor to Fletcher. The complain- 
ant made such payment to Shull or other employes of the rail- 
road acting at that time as his agents and the cars were hauled 
to Cullor by the locomotive and crew which moved traffic for 
the Pine Bluff & Northern. The Pine Bluff & Northern ac- 
cepted the cars at Cullor and issued bills of lading from that 
point. Although the complaint covered 12 cars, the Commis- 
sion considered. only 11 because one did not appear to have 
peen delivered within two years from the time of the filing of 
the complaint. Shull was not made a party to the proceeding 
and the reasonableness of the $50 charge per car for the haul 
from Fletcher to Cullor was not in issue, the Commission said. 

The railroad between the junction with the Rock Island 
and Fletcher is in three parts, or was at the time the Commis- 
sion made the record. The railroad company owns the rails 
from the junction to Cullor. From Cullor to Shullville, a dis- 
tance of almost a mile, the rails are owned by H. N. Street, the 
general manager. The Commission said he had an equitable 
interest in the P. B. & N. by virtue of a partly completed con- 
tract of purchase. Beyond Cullor the track to Fletcher, a dis- 
tance of 1.5 miles, is owned by Shull, the superintendent. In 
1917 the receiver began negotiations for the purchase of the 
line beyond Shullville. In anticipation of the consummation of 
a contract to purchase, the receiver, the report said, published 
rates from Fletcher the same as from all stations on the P. B. 
& N. The complainant, a copartnership, and therefore fre- 
quently mentioned by the Commission as complainants, or its 
predecessors in interest, made shipments on those rates and 
the railroad. company, the report said, received divisions. The 
receiver operated over the line to Fletcher until 1919. Then, 
being unable to complete the contract, discontinued the service. 

Motive power on the line was furnished by an engine 
owned by Street, but operated by the receiver. After the dis- 
continuance of service Street agreed to allow his engine to haul 
cars to Cullor from beyond Shullville, at $4 per car, minimum 
four cars, to be paid to him by Shull. Shull notified the lum- 
ber company that his charge would be $50 per car. 


The receiver for the Pine Bluff & Northern testified that 
the continued publication of rates from Fletcher after July, 1919, 
was due to mistake or neglect and that the railroad did not 
intend to hold itself out as willing and prepared to haul from 
that point after the time named. In October, 1919, the report 
said, the tariff publishing agent for the Rock Island was in- 
structed by Rock Island officials to eliminate Fletcher from all 
tariffs of that carrier. The elimination was not accomplished 
until October 5, 1921, nearly sixteen months after the first of 
the complainant’s shipments was refused at Fletcher. Shull- 
ville, although beyond the terminus of the railroad, the Com- 
mission said, was never taken out of the tariffs. Through rates 
from that point the same as from Cullor were continued in 
effect. , 


The charge of $50 per car, the Commission said, was im- 
posed before the Pine Bluff & Northern accepied the ship- 
ments. It said that since neither the P. B. & N. nor its con- 
nections received more than the published tariff rate from 
Fletcher, the charges assailed were not overcharges above the 
legal traffic rate; nor was there a basis for a finding that the 
provisions of the fourth section had been violated, as alleged. 
The Commission said the evidence as to treatment accorded 
other shipments was not sufficient to sustain the allegation of 
unjust discrimination and undue prejudice. It said the only 
thing for consideration was the allegation that the refusal of 
the P. B. & N. to accept the shipments at Fletcher was unlaw- 
ful. As to the law on that subject the Commission said: 


We have repeatedly found that the publication of a tariff 
provision through error does not justify a carrier’s failure to 
comply with its requirements. So far as the rights of com- 
plainants are concerned, the situaaion must be viewed in the 
same light as though the P. B. & N. had expressly authorized 
the Rock Island to continue the erroneous tariff situation. In 
a legal tariff the P. B. & N. represented Fletcher to be a point 
on its own line, and named a rate therefrom. By this tariff it 
held itself out to serve shippers as a common carrier from that 
point. The facts that the P. B. & N. did not own the extension 
beyond Cullor, that it does not appear that there was any ar- 
rangement between the owners of the extension and the P. B. & 
N. for service thereon by the latter, and that the P. B. & N. had 
been authorized by the state commission to discontinue the sta- 
tion are not controlling. Of still less merit is defendants’ con- 
tention that complainant’s knowledge of the discontinuance of 
Fletcher in the state tariff and that service to that point was 
over rails owned and operated by private individuals, deprives 
them of a right of action against the receiver. The record shows 
that, prior to the movement of these cars, upon inquiry at the 
Rock Island freight office at Little Rock, they were advised in 
Substance that they were entitled to service from Fletcher with- 
out the payment of additional charges. There is no reason why 
they should not have relied upon the obligation of the carriers to 
fornish them with such service. It was within the power of de- 
ifents to rectify the situation upon one day’s notice to us, 
if they had chosen to take such action. But they permitted the 
heuation to continue until many months after these shipments 
see moved. In the face of the treatment dealt out to them by 

ull and his associates, complainants were fully justified in the 
searze pursued by them. The refusal of the P. B. & N. to accept the 
Witenes at Fletcher was a failure to furnish transportation 
: ithin the meaning of paragraph 4 of section 1 of the act, where- 
th a duty to provide transportation similar to that existing under 
€ common law is imposed upon common carriers subject to the 
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act. The fact that the P. B. & N. permitted Shull to make a 
charge for a service which it was bound under its tariff to have 
furnished to complainants without additional charge, can not 
deprive complainants of their right to hold the carrier responsible 
for the consequences of its act. 


The Commission said that under section 9 it was author- 
ized to award reparation for damages sustained as a direct con- 
sequence of: the violations of any of the provisions of the in- 
terstate commerce act; that it had been shown in this case 
that the wrongful refusal of the agent of the P. B. & N to 
accept cars for shipment at a point indicated by its tariffs, as 
a station on its line, put complainant to expense of having the 
cars transported to the station at which they were accepted. 
The extent of that expenditure, it said, the P. B. & N., through 
its receiver, was answerable in damages. It awarded repara- 
tion against the Pine Bluff & Northern and its receiver in the 
amount of $550 with interest. 


Chairman Hall dissented. He said the finding that there 
had been an unlawful refusal to furnish transportation seemed 
to be without foundation in fact or in law. He said that not 
every refusal or failure to furnish transportation was made un- 
lawful under the first section. He said there must be “reason- 
able request thereof” before the statute applied. He said 
the P. B. & N. never had a line to Fletcher and never furnished 
or held itself out to furnish transportation to or from that place. 
Its line, he said, extended from its junction with the Rock 
Island to Cullor. That was all the line it had when it went 
into the hands of the receiver in 1916 and it had remained 
under receivership ever since. He said no tort could be at- 
tributed to the P. B. & N. nor award be made against it and it 
might be dismissed from further consideration. He said the 
majority relied wholly upon the tariff publication to justify the 
finding that there had been an unlawful refusal to furnish 
transportation. He said the publication of a rate in a tariff 
was one means that a carrier might hold itself out as a com- 
mon carrier. It was not the only means. He said such publi- 
cation did not controvert all other facts which plainly showed 
a contrary status. He said there was no intimation that the 
receiver of the P. B. & N. ever offered common carrier service 
from Fletcher otherwise and through this erroneously published 
tariff, from the time when he appeared before the state com- 
mission until the time when these shipments were made, one 
or two years later, or that he held himself out as a common 
carrier to and from Fletcher in that period. He said the tracks 
at Fletcher belonged to Shill. He could have torn them up at 
any time and disposed of them. If he had done so, or if they 
had been destroyed by flood or otherwise, the existence of a 
rate in an interstate tariff would not have made request to 
furnish cars at that point a “reasonable request” within the 
meaning of the act. In the circumstances, the chairman said, 
the receiver would have been a trespasser if he had operated 
over Shull’s tracks without Shull’s permission. No duty was 
laid upon the carrier to become a trespasser in order to fur- 
nish transportation and it would not have been a “reasonable 
request” to demand such service, said the chairman. 








COMMISSION ORDERS 


The Commission has reopened for further hearing the pro- 
ceeding in I. and S. No. 1900, naval stores from southern pro- 
ducing points to various destinations, with respect to the rates 
from points on the line of the Alabama, Tennessee & Northern 
Railroad to destinations to which rates were prescribed in the 
report, 87 I. C. C. 740; however, the Commission has denied the 
various requests of the protestants asking for vacation of the 
order, reconsideration and reargument therein. 


The proceedings of the Commission resulting in Fourth Sec- 
tion Order No. 8891, paper and paper articles to New Orleans, 
La. (88 I. C. C. 345), have been reopened for further hearing 
with respect to departures from section 4 at Jackson, Miss., 
which were authorized by the Commission. 


The Beatice Creamery Company and the Railroad and Ware. 
house Commission of the state of Minnesota have each been 
authorized to intervene in No. 15823, Duluth Chamber of Com- 
merce vs. C. & N. W. Ry. et al. 


The Beatrice Creamery Company has also been permitted 
to intervene in No. 15824, the Grand Forks Commercial Club 
vs. C. & N. W. Ry. et al. 

The Chicago, Rock Island & Pacific Railway Company and 
Chicago, Burlington & Quincy Railroad Company have been per- 
mitted to intervene in No. 15682, Missouri-Kansas-Texas Rail- 
road Company vs. Kansas City Terminal Railway Company. 

The Omaha Grain Exchange, Peoria Board of Trade and the 
Board of Trade of Kansas City, Mo., have each been authorized 
to intervene in the proceedings in No. 15839, Greater Des Moines 
Committee, Inc., vs. Des Moines & Central Iowa R. R. et al. 


The complainant’s petition for rehearing and reargument 
of No. 13755, New Mexico Central Railway Co. vs. Santa Fe 
Ry., has been denied by the Commission. 

The board of railroad commissioners of the state of South 
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Dakota has been permitted to intervene in No. 15645, A. F. 
Parsons vs. C. M. & St. P. Ry. Co. 

The West Virginia Pulp & Paper Company has been au- 
thorized to intervene in No. 15680, Monongahela Valley Asso- 
ciation vs. A. C. & Y. Ry. et al. 

The Edward Ford Plate Glass Company has been permitted 
to intervene in No. 15798, Memphis Freight Bureau for Bins- 
wanger & Company of Tennessee vs. B. & O. R. R. et al. 

The Wisconsin Traffic Association and the railroad and 
warehouse commission of the state of Minnesota have each 
been authorized to intervene in No, 15916, The Spanish River 
Pulp & Paper Mills, Ltd., et al., vs. A. & W. Ry. et al. 

Upon the request of the complainant in Docket No. 12798, 
Galveston Commercial Association vs. G. C. & S. F. Ry. et al., 
all allegations in the proceeding pertaining to the matter of 
absorption of terminal charges at Galveston, Tex., have been 
dismissed. 

The John B. Canepa Company, Chicago Macaroni Company, 
Antonio Morici Company, Viviano Brothers Company and G. 
Matalone have been authorized by the Commission to inter- 
vene in No. 15737, Fortune Products Company et al. vs. Santa 
Fe. Ry. et al. 

The Peoria Board of Trade and the Louisville Board of 
Trade have each been authorized to intervene in No. 15855, 
Board of Trade of the City of Chicago vs. C. B. & Q. R. R. et al. 

The Commission has amended its order in No. 13205, Chi- 
cago, Lake Shore & South Bend Ry. Co. vs. Lake Erie and 
Western R. R. Co. et al., so as to provide for the establishment 
of the prescribed rates and regulations upon ten days’ notice. 

The Commission has modified its orders in No. 13449, 
North Carolina Pine Association et al. vs. A. C. L. R. R. et al., 
so as to permit the Norfolk & Western Railway to establish 
the prescribed rates from Norfolk & Western territories on 
twenty days’ instead of thirty days’ notice. 

The Commission has modified its order in No. 14847 (and 
Sub-No. 1), the Pikes Peake Co-operative Lettuce & Produce 
Growers’ Assn. vs. Midland Terminal Ry. et al., so that it will 
become effective on August 10 instead of on July 21. 

The Phillips Petroleum Company has been permitted to 
intervene in No. 15400, Bradford Rig and Reel Company et al. 
vs. Santa Fe Ry. et al. 

The Cudahy Packing Company has been authorized to in- 
tervene in No. 15728, Sioux City Live Stock Exchange vs. C. 
& N. W. Ry. et al. 

The Commission has denied the defendants’ request for 
modification of the report entered in Nos. 12653 (and Sub-No. 
1), Mangelsdorf Seed Company vs. Santa Fe et al., and 12695 
(and Sub-No. 1), Rudy-Patrick Seed Company vs. I. & G. N. 
Ry. et al. . 


The Commission has denied the complainant’s second peti- 
tion for rehearing in No. 13284, French Battery & Carbon Com- 
pany vs. C. & N. W. Ry. et al. 

The proceeding in No. 14089, Spokane & Eastern Ry. & 
Power Co. et al. vs. Spokane, Portland & Seattle Ry. Co. et al., 
has been reopened for further hearing for the purpose of sup- 
plementing the record in the light of the decision of the Su- 
preme Court, dated May 26, in the Kansas City, Mexico & 
Orient divisions case. 

On the complainant’s petition, the Commission has re- 
opened No. 14233, Cutler-Hammer Manufacturing Co. vs. Di- 
rector-General et al., for further consideration on the record 
already made with respect to the shipment delivered December 
2, 1920. All other requests forming this petition have been 
denied. 

The complainant’s petition for reconsideration or rehearing 
in No. 14569, American Splint Corporation vs. Can. Pac. Ry. 
et al., has been denied by the Commission. 

The Commission has also denied the complainant’s request 
for rehearing in No. 14604, Elevator Supplies Company, Inc., vs. 
Director-General, Southern Ry. et al. 

The Commission’s proceeding in I. and S. No. 11, tap line 
case, has been reopened for further hearing in so far as it 
relates to the Prescott & Northwestern Railroad Company. 

In connection with the Commission’s order in No. 13413, in 
re automatic train-control devices, the Northern Pacific Rail- 
way Company has been authorized to install an automatic train- 
stop or train-control device upon its second locomotive district 
between Dickinson, N. D., and Glendive, Mont., on the Yellow- 
stone division, in lieu of the installation designated in the pre- 
vious order of January 14. 

The Illinois Coal Traffic Bureau has been permitted to in- 
tervene in the proceedings in Nos. 15817 (and Sub-Nos. 1 to 
5, incl.), Hoopeston Grain and Coal Company vs. C. & E. I. 
Ry. et al. 

The Board of Trade of Cairo, Illinois, has been permitted 
to intervene in No. 15855, Board of Trade of the City of Chi- 
cago vs. C. B. & Q. R. R. et al. 


PETITIONS FOR REHEARING, ETC. 


The Omaha Chamber of Commerce and the Omaha Live 
Stock Exchange have filed a petition with the Commission ask- 
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ing for modification of the report and order in No. 13273, Ne. 
braska live stock case. 

The Director-General of Railroads has asked for further 
consideration or further hearing in No. 14210, Lindeteyeg. 
Stokvis vs. Director-General, B. & O. R. R. et al. 

The complainant in No. 14363, C. H. Young Company et qj. 
vs. C. I. & L. Ry. et al., has asked the Commission to grant 
a reargument. 

The complainants in No. 13758, Ridenour-Baker Mercantile 
Company et al. vs. A. T. & S. F. Ry. et al. have asked for 
further hearing therein. 

_ The defendants in No. 14010, United Verde Extension Mip. 
ing Company vs. A. T. & S. F. Ry. et al., have asked the Com. 
mission to vacate its order therein and grant a reargument, 

The complainant in No. 14364, Iten Biscuit Company vs, A. 
T. & S. F. Ry. et al., has asked for the reopening of the pro. 
ceeding and for oral argument thereon. 

The Director-General of Railroads has petitioned the Com. 
mission for further consideration of No. 13798, Japan Trading 
Company of Texas vs. Director-General. 


DEFINES LEGAL HOLIDAYS 

The Texas Lines, through Fonda, their agent, have filed 
his I. C. C., effective July 31, to be used in connection with 
the national demurrage code, current issue, I. C. C. No. 1466, 
purporting to define legal holidays in Texas. The publication 
is devoted to a listing of the legal holidays in that state. It 
is unusual, if not wholly novel, and filed for a reason not 
shown in the tariff itself, but suspected, because the tariff 
declares that municipal holidays are not included. Among the 
legal holidays listed are San Jacinto day, Jefferson Davis’ birth- 
day and Texas independence day. A further provision is that 
all days proclaimed by the President for thanksgiving or fast- 
ing are to be regarded as legal holidays, and also primary 
election days, as well as general election days, the courts 
having held that primaries amounted to general elections. Co- 
lumbus or discovery day is also listed, but not the day ob- 
berved in the North as memorial day for the decoration of 
the graves of soldiers, Jefferson Davis’ birthday being used 
for that purpose in most of the southern states. 


TENTATIVE VALUATION REPORT 

The Commission has issued a tentative valuation report 
covering the properties of the Buffalo & Susquehanna Railroad 
Corporation, Wellsville, Coudersport & Pine Creek Railroad 
Company and the Addison & Susquehanna Railroad Company, 
as of June 30, 1919. 

The report stated the final value of the wholly owned and 
used property of the Buffalo & Susquehanna to be $9,405,900; 
used but not owned. property, $440,005. The Wellsville, Couders- 
port & Pine Creek and the Addison & Susquehanna are leased 


properties operated by the Buffalo & Susquehanna, 


The Buffalo & Susquehanna had outstanding on date of 
valuation a total par value of $13,008,719 in stocks and long 
term debt, of which $3,000,000 represented common stock, 
$4,000,000 preferred stock, $6,008,700 funded debt, and $19 non- 
negotiable debt to affiliated companies, according to the report. 

Cost of reproduction new of the wholly owned and used 
property of the Buffalo & Susquehanna was stated as $11,808,414 
and cost of reproduction less depreciation $8,392,089; cost of 
reproduction new of used but not owned property $512,404, and 
cost of reproduction less depreciation $402,132. 


OIL REDUCTIONS STAND 


The Commission, on June 21, refused to suspend reductions 
on crude oil, from the Smackover fields, to North Baton Rouge, 
Baton Rouge and New Orleans, filed on less than statutory 
notice under special permission from the Commission, the tar- 
iffs being dated to become operative June 25. Protest was 
made against the publication of a rate of 14 cents for appli 
cation coastwise and for export because the relief intended for 
the Smackover oil producers had not also been made to apply 
to Texas City. The carriers proposed relief for the overflooded 
field, in which 16,000,000 barrels of heavy crude are in ground 
storage, unable to move because of the low grade of the oil, and 
competition of oil from Mexico of like character. 

The railroads, when the protest was made, proposed mak- 
ing a rate to Beaumont, Port Arthur, Houston and sub-ports, the 
same as to the Louisiana ports, and a rate of 15.5 cents to 
Galveston and Texas City. The protest came from Texas City. 


FOURTH SECTION RELIEF DENIED 

In further proceedings in No. 9702, Memphis-Southwester2 
investigation, the Commission has again denied fourth section 
relief to the Missouri Pacific by means of supplemental fourth 
section order No. 7542, on grain and grain products, forbidding 
that carrier to maintain lower rates on grain and products from 
St. Louis and Cairo to Memphis and river crossings south of 
Memphis and from Memphis to river crossings south thereof, 
than at intermediate points. The supplemental order of May 
8, 1923, is to remain in full force and effect. 
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DAVENPORT SWITCHING CASE 


In a report on No. 15536, Clinton, Davenport & Muscatine 
ys, Davenport, Rock Island & Northwestern, Examiner W. M. 
Cheseldine recommended the termination of a dispute between 
the two carriers at Davenport, and Bettendorf, Ia., municipali- 
ties which are divided only by an imaginary line, by an order 
from the Commission requiring the restoration of the Davenport 
switching district by the inclusion of Bettendorf therein and the 
abolition of intrastate switching charges, lower than those 
jmposed on switching of interstate traffic, as a violation of 
section 18, forbidding discrimination against interstate 
commerce. ; 

The complainant alleged that the defendant’s present switch- 
ing limits of Davenport and Bettendorf, and its switching rates 
on interstate traffic between the complainant’s interchange track 
connection at Mound street, in Davenport, and connections 
with other lines in Davenport, and also between that connec- 
tion and industries on the defendant’s line in that city, sub- 
jected the complainant and its traffic to the payment of switch- 
ing charges that were unreasonable, unjustly discriminatory and 
unduly prejudicial, in violation of sections 1, 2; 3, 6 and 13. 
The Commission was requested to require the defendant to re- 
store the original switching limits of Davenport; and to pre- 
scribe reasonable, non-discriminatory and non-prejudicial switch- 
ing rates for the future. 

The Mound street interchange tracks were built in the fall 
of 1923 by the complainant at the order of the Iowa commission, 
the order being issued, after a hearing, on the petition of indus- 
trial interests of Davenport, Bettendorf and Pleasant Valley, 
la, asking for a point of interchange near there. The defendant, 
the examiner said, resisted the petition, but the complainant sup- 
ported it. At the time the petition was filed the parties to this 
complaint had interchange tracks at Bettendorf. The defendant 
refused a request for interchange in Davenport on the ground 
there was no necessity for it. 

In June, 1922, before the petition before the state com- 
missioners was disposed of, apparently to nullify any affirmative 
order they might issue, the examiner said, the defendant estab- 
lished new switching districts for Davenport and Bettendorf. 
The new districts were separated by a gap of about .82 of a mile. 
The defendant operates over that gap but makes no deliveries 
therein, its operation being under a contract with the owner of 
the track. The distance between Mound street and the com- 
Plainant’s interchange at Bettendorf is two miles. 


The state commission’s order required the re establishment 
of the old Davenport switching district on intrastate traffic and 
the reestablishment of “normal or usual” switching rates for in- 
trastate application. The defendant obeyeed the order, but no 
change was made in the switching districts or rates in so far as 
interstate traffic was concerned. The intrastate rates were 
lower than the interstate. 


It was this difference in the switching districts; the measure 
of the rate between the complainant’s interchange track at 
Mound street in Davenport, on the one hand, and track con- 
nections with other lines and industries on defendant’s line in 
Davenport, on the other, and the rates on interstate traffic as 
compared with intrastate traffic, between the same points, that 
caused this complaint, \the examiner said. The defendant 
claimed that the establishment of the interchange at Mound 
street deprived it of its long haul to Bettendorf and that it was 
sought for that purpose. The examiner said that that was gen- 
erally true and that the defendant was entitled to the long haul, 
provided the shipper was not made to suffer. He pointed out 
that the complainant made deliveries for the defendant and 
other lines in Bettendorf at $2.70 per car. After considering 
cost studies and other relevant matters, the examiner said: 


It would seem that the industrial interests of Davenport and 
Bettendorf are so closely allied that both should be included within 
one switching district. Such action would tend to clarify de- 
fendant’s somewhat ambiguous tariff provisions. It is therefore 
recommended that the commission find: (1) that Davenport and 
Bettendorf, Iowa, shall be included within one switching district, 
Which shall extend from the east corporate limits of Bettendorf to 
ae western terminus of defendant’s line in Davenport; (2) that 
foendant’s switching charges on interstate shipments on which a 
me-haul has been or is to be performed, betwen its interchange 
connection with complainant’s line at Mound street in Davenport, 
on the one hand, and industries and interchange connections with 
other lines in Davenport, on the other, are and for the future will be 


cm easonable to the exent that they exceed or may exceed $3.60 per 


The creation of material differences between state and inter- 
State rates for the same service between the same points, is sub- 
—e of established and sound econimic and commercial condi- 
ons, which this commission can not reasonably approve. Intra- 
mate Raters Within Dlinois, 60 I. C. C. 92, 102. If the integrity of in- 
‘erstate rates is to be maintained and fundamental purposes of the 
Interstate commerce act carried out, it is obvious that the regula- 
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tion by the state commission of intrastate rates can not be exer- 
cised in such a way as to result in undue prejudice against inter- 
state shpipers or unjust discrimination against interstate commerce 
Georgia Rates, Fares; and Charges, 60 I. C. C. 527, 534. The commis- 
sion should further find that the maintenance by defendant of intra- 
state rates on Iowa traffic between complainant’s interchange track at 
Mound street, Davenport, and industries and connections with other 
lines in Davenport lower than contemporaneously maintained between 
the same points on interstate traffic results in unjust discrimination 
against interstate commerce and in undue prejudice to complain- 
ant and its shippers in interstate traffic, and undue preference of 
shippers in intrastate traffic. The commission should further find 
that said unjust discrimination and undue prejudice should be re- 
moved by making and maintaining increases in the intrastate rates 
to correspond to the interstate rates now in force or to be estab- 
lished under the findings herein. 


BILL OF LADING CASE 


Attorney-Examiner F. W. McM. Woodrow, in a tentative 
report on No. 15440, Dan Wuille & Co., Inc., vs. Mount Hood 
et al., has recommended dismissal of the complaint on a finding 
that the failure of the defendants, from November 16, 1921, 
to January 7, 1922, to have had a provision in the bill of lading 
whereby all freight and other charges were to be collected 
from the consignee without recourse on the consignor, did not 
result in an unreasonable practice in violation of section 1 of 
the act, as alleged. 

The complainant shipped four carloads of boxed apples 
from points in Oregon and Washington to Laredo, Tex. They 
were consigned to complainant, order notify Morris Novich, 
and there was stamped on the bills of lading the following: 
“Deliver only upon shipper’s written order without surrender 
of bill of lading.’ The complainant wrote the Texas-Mexican, 
the destination carrier, as follows: “Upon payment of all 
freight and other charges this is your authority to deliver 
Car No. .., containing apples, to Morris Novich Company with- 
out surrender of original bill of lading.” 

Freight charges were collected from Novich at a rate of 
$1.50 a hundred pounds. Subsequently, the examiner said, the 
defendants discovered that. the legally applicable rates were 
$1.645 from Hood River and White Salmon and $1.725 from 
Odell. They asked Novich to pay the undercharges, but he 
referred them to the complainant, who was billed for the out- 
standing undercharges. The object of the complaint was to 
avoid the payment of the undercharges. 

The Commission was asked either to permit the defendants 
to waive the undercharges or to command the defendants not 
to collect them, not on the ground that the rates were un- 
reasonable per se, but because the bill of lading did contain 


paragraph 7 of the present uniform bill, which became effective 
March 15, 1922. 


MIDLAND CONTINENTAL ROUTING 


Examiner C. I. Kephart and P. F. Gault, in a report on I. 
and S. No. 1766, Intermediate Routing via North Dakota Junc- 
tions on Transcontinental Traffic, No. 14946, Vye Grain Com- 
pany vs. Chicago, Milwaukee & St. Paul et al., and No. 15031, 
W. P. Devereaux Grain Co. vs. Same, said that, on further hear- 
ing on Intermediate Routings, etc., 81 I. C. C., 272, restrictions 
by the Great Northern on the routing of corn, from defined ter- 
ritory in South Dakota over its own lines from Aberdeen, S. D., 
to Montana, Idaho, Washington and Oregon destinations was 
not justified and that the Commission should modify its former 
report accordingly. 

On such a conclusion as to the restriction proposed, the 
examiners said the Commission should find that carload ship- 
ments of corn from the territory of origin in South Dakota to 
western destinations, principally in Washington, had been over- 
charged and the complainants were entitled to reparation. In 
the former report the Commission found the Great Northern 
had justified the restriction on routing and its continuance in 
the tariff was authorized. 


Upon petition of the Midland Continental the case was 
opened for further hearing. ‘The records in the formal docket 
were consolidated with the record in the suspension case which 
was reopened on the request of the short line. The Midland Con- 
tinental averred that, owing to an incomplete record, the Com- 
mission’s conclusions were incorrect and at variance with its 
previous findings in Routing via Midland Continental, 78 I. C. C. 
328. The examiners said the findings in the suspension case 
would also have application to the issues raised by the com- 
plaints in the formal docket cases. 

By schedules filed to become effective March 7 and April 
16, 1923, the Great Northern proposed to restrict to its own 
lines, beyond Aberdeen, S. D., the application of 59-cent rate on 
corn from stations in South Dakota on the Milwaukee and the 
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North Western, between Yankton and Aberdeen and west from 
Huron to the Missouri river and beyond as far as Belvidere, on 
the former, to the destination territory in the far west. These 
South Dakota points are in transcontinental territorial group F, 
from which a 64-cent rate applies with a back-haul to Minne- 
apolis or St. Paul and milling-in-transit thereat. 

The 59-cent rate, from this limited territory of origin, the 
examiners said, was intended for direct movement through west- 
ern gateways, and not via Twin Cities and was not a conces- 
sion by the Great Northern alone, as stated in the former re- 
port, but applied over various routes. 

According to the examiners, the Midland Continental and 
the complainants contended that the applicable tariffs author- 
ized the use of the 59-cent rate via Aberdeen over a route em- 
bracing the Midland Continental. The examiners scrutinized 
the tariff provisions, particularly the words “direct gateways,” 
which were depended to limit the application of the rate and 
eliminate the Midland Continental, it was claimed. They said 
that if it was intended to restrict the routing so as to exclude 
the Midland Continental or other intermediate carriers, pro- 
vision should have been made therefor in clear and unequivocal 
language. They said that in Routing via Midland Continental, 
the Commission declined to sanction the elimination of that 
road from group F points to destinations in Montana on the 
Northern Pacific. They said the Great Northern did not origi- 
nate the traffic in question and that the considerations for 
keeping open the routes over the Midland Continental found 
impressive in the routing case before mentioned were shown 
by the present record to be as persuasive as they were there. 
Therefore they said the Commission should find the Great North- 
ern had not justified its restrictive note No. 6 and require its 
cancellation. They said it should find the shipments were over- 
charged to the extent the 64-cent rate exceeded the 59-cent rate 
and award reparation on that basis. 


ICE CREAM MIX RATES 


A finding of unjust discrimination and an order to remove 
it have been recommended by Examiner J. O. Cassidy, in a 
report on No. 15356, Kentwood Ice Manufacturing & Bottling 
Works, Ltd., vs. American Railway Company. The examiner 
said the Commission should find the rates on the ice cream mix 
manufactured by the complainant, at Kentwood, La., unjustly 
discriminatory to the extent they exceed the rates on milk and 
cream from the same place. The order recommended will re- 
quire the express company to establish rates on ice cream mix 
such as manufactured by the complainant, not higher than the 
rates on cream and milk, the milk and cream rates being sug- 
gested on a proposed finding that the ice cream mix is a form 
of condensed milk, and, as such, entitled to the milk and 
cream rates. 


The express company, however, does not publish milk and 
cream rates generally. The Illinois Central reserves to itself 
the right to publish such rates for application to its line and 
forbids the express company to enter that field. The Illinois 
Central, however, the report said, accorded the ice cream mix 
the milk and cream rates. The order, therefore, would require 
the express company to accord milk and cream rates to the 
mix only where it publishes such milk and cream rates. 


Objection to the application of milk and cream rates was 
made by the express company on the ground that the mix was 
not a condensed milk because it contained one-half of one per 
cent of gelatine, a foreign substance. The examiner said that, 
except for that one-half of one per cent of gelatine, the compo- 
sition of the mix was the same as that of sweetened condensed 
milk. He said the gelatine was put in as a stabilizer and added 
to the weight. The express company said that under the clas- 
sification rule a mixture took the rating of the highest rated 
article therein. 


The complainant desired an extension of the express com- 
pany’s commodity scale on milk and cream on the theory that 
the mix made by it was a form of condensed milk and there- 
fore entitled to the milk and cream rates. The defendant said 
that if that were done, the complainant could obtain no benefit 
because the milk and cream rates which the complainant could 
apply via the Illinois Central would be class rates because the 
Illinois Central’s contract forbids the express company to go 
into the milk and cream business on its rails. 


Cassidy said the record forcibly demonstrated that the 
complainant could not distribute its products, such as con- 
densed milk and ice cream mix in territory where the articles 
moved only on class rates. He said that even if the Commis- 
sion should order the extension of the commodity distance rates, 
as requested, and the Illinois Central should deny the express 
company the right to handle milk and cream over its lines, the 
complainant could not avail itself of these rates in the absence 
of joint baggage and express rates between the rail carrier and 
the express company. Since the Illinois Central was not a party 
to the record, said the examiner, it was not necessary to discuss 
the advisability of such joint rates. In conclusion, Cassidy said: 
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This report does not deal with the generic term ice cream 
but only with the pecific product here in question. Testimony w 
offered at the hearing to the effect that there are many different 
kinds of ice cream mix throughout the country and it is not im- 
probable that some of them may rightfully be classed as manu. 
factured products. The finding, hereinafter made should not be cop- 
strued as classifiying all forms of ice cream mix as condensed milk, 
but only the particular product in question. 

The Commission should find that the product in question {ig a 
form of condensed milk and as such is entitled to the rates applic. 
able on milk and cream. It should also find that in all instances 
where defendant publishes and maintains from Kentwood, La, 
rates on ice cream mix, higher than it publishes and maintains op 
milk and cream from the same place, such rates result in unjust 
discrimination against the commodity in question. In all such ip. 
stances, defendant should be required to remove the unjust dis- 
crimination by publishing and maintaining rates on the product jp 
question no higher than it now publishes and maintains on milk 
and cream from Kentwood to the same destination. 


DEMURRAGE CHARGES APPLICABLE 


On a finding that demurrage charges assessed on 27 cars 
of ties shipped in December, 1919, from points on the Clear. 
brook branch of the Northwestern Pacific to Albion, Cal., were 
applicable and not unreasonable, Examiner Paul O. Carter has 
recommended dismissal of the complaint in No. 15323, Albion 
Lumber Company vs. Director-General, as agent. The case was 
presented under the shortened procedure. 

The complainant, whose capital stock is owned by the 
Southern Pacific Company, alleged that demurrage charges of 
$1,635 assessed on the 27 cars of ties were illegal and unrea- 
sonable. The cars moved in December, 1919, from the Clear- 
brook branch of the Northwestern Pacific, over that line, to 
complainant’s wharf at Albion. At the time of delivery, the 
examiner said, a part of the wharf where the shipments were 
to be unloaded was destroyed by a steamer which was driven 
through the wharf by a storm. The ties remained in the cars 
on the wharf until the damages were repaired. The Northwest- 
ern Pacific had no terminal facilities at Albion except the 
wharf, to the operation and maintenance of which it contrib 
uted in the proportion which its tonnage bore to the tonnage 
handled by the lumber company, the examiner said. There was 
no outlet for the outbound traffic of the Northwestern. Pacific 
other than the port of Albion, and while the wharf was under- 
going repairs, the traffic of the railroad and of the lumber com- 
pany was interrupted, the examiner said. 

Complainants stated that the cars in which the ties were 
loaded could not have been used by other shippers in that 
period, and that, therefore, there was no detention of cars in 
the sense that other shippers were prevented from using them, 
the examiner said. It was urged that the Commission should 
authorize the waiver of the charges assessed for the following 
reasons: (1) Because the defendant failed to furnish proper 
terminal facilities for the unloading of the cars; (2) because 
the detention was due to weather interference which, under 
rule 8 of the demurrage tariff, would have extended the free 
time to 48 hours after the weather interference had ceased. 

The examiner said the defendant called attention to the 
fact that the cars could have been unloaded on the wharf at 
Albion or elsewhere, and that the complainant could have thus 
avoided the assessment of demurrage. Reference, he said, was 
made to the case of Mount Hood Railroad Co. vs. Director-Gen- 
eral, as agent, et al., 60 I. C. C. 116, in which the Commission 
held that detention resulting from an act of God did not relieve 
the shipper from the payment of demurrage. 


POULTRY CASES DISMISSED 


Dismissal of No. 15619, Clayton N. Risser et al. vs. Atchi 
con, Topeka & Santa Fe et al., and two sub-numbers thereunder, 
Albert Benton Wilkerson, and Live Poultry and Dairy Shippers’ 
Traffic Association vs. A. T. & S. F. et al., has been recom 
mended by Examiner Morris Konigsberg. He said the Com 
mission should find the rates charged on live poultry from points 
west of the Mississippi and south of the Ohio rivers to easter 
destinations between January 1 and June 30, 1922, inclusive, 
were not unreasonable. The complainants were dealers in live 
poultry at Philadelphia, Boston, Chicago, and at Aurora, Mo, 
in the cases other than the one filed by the association. The 
association is composed of dealers at many other places. The 


rates were alleged to have been unjust and unreasonable. The | 


prayer was for reparation. 

The case arose out of the fact that while the application of 
the carriers and the special permission of the Commission mel 
tioned live poultry as subject to a 10 per cent redcution 
January 1, 1922, when a concession was made with a view t 
improving the condition of agriculture, reductions were n0t 
generally made in eastern territory. Consequently, said Ko- 
nigsberg, shipments moving on combinations based on the Ohi0 
and Mississippi gateways did not’ obtain the benefit of the I 
ductions in so far as the eastern factor of the rates was cor 
cerned, although the joint rates were reduced. In some it 
stances the local rates within Official Classification territory 
were reduced. 
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It was upon that failure of the eastern carriers to reduce 
their rates that the complaints were founded. The complain- 
ants also said the failure resulted in the disruption of relation- 
ships. Konigsberg said the special permission was not a direc- 
tion to reduce rates but nothing more than a permit. The east- 
ern carriers, on account of a reduction ordered just before that 
time decided they would not avail themselves of that permis- 
sion and that the reduced rates were in the nature of emergency 
rates published to expire by limitation on a specified date and 
were entirely voluntary on the part of the carriers. 


REPARATION ON ANTHRACITE 


An award of reparation has been recommended by Exam- 
iner F. L. Sharp in a tentative report on No. 15012, Richmond 
County Coal Merchants’ Association et al. vs. Baltimore & Ohio 
et al, on a finding that rates charged on anthracite coal from 
Pennsylvania mine region to Staten Island, N. Y., were unrea- 
sonable and unduly prejudicial to Staten Island group 1 points 
and unreasonable to Staten Island group 2 points. 

The complainants are various corporations and individuals 
dealing in coal on Staten Island, and a voluntary, unincorpo- 
rated association which represents the dealers in trade mat- 
ters. It was alleged that the rates charged on anthracite coal 
from points of origin in Pennsylvania to points on Staten Island 
had been and were unreasonable, unjustly discriminatory and 
unduly prejudicial to the extent they had exceeded and did 
exceed the rates contemporaneously maintained on the same 
commodity to points in northern New Jersey. 

After explaining the geographical situation involved, the 
examiner said Staten Island bore a close physical relation to 
the adjacent northern New Jersey and New York territory and 
that it followed that it should have rates on anthracite that 
were properly related to the rates to that territory. 

The examiner set forth' the rates applicable and charged 
on prepared sizes of anthracite in the period covered by the 
complaint prior to July 1, 1922, and since that date to northern 
New Jersey points and to Staten Island groups 1 and 2, and 
the resulting spreads. Prior to July 1, 1922, a rate of $2.66 
per ton of 2,240 pounds was applicable via the Central of New 
Jersey to northern New Jersey points as compared with a rate 
of $3.36 to Staten Island group No. 1, and a rate of $3.64 to 
Staten Island group No. 2. On and after July 1, 1922, the cor- 
responding rates were $2.39 to northern New Jersey points, 
$3.02 to group 1, and $3.28 to group 2. Other rates via different 
roads also were set forth showing varying spreads as between 
northern New Jersey points and groups 1 and 2. The exam- 
iner said the distances to northern New Jersey points via the 
respective routes were approximately the same as to Staten 
Island points. The complainants contended that, geographically, 
Staten Island was a part of northern New Jersey. The defend- 
ants urged that, whether tested by a comparison of revenue 
with costs or by a comparison with other rates and ton-mile 
statistics, the rates in question were just and reasonable. 

On and after July 1, 1922, via the Reading, the rate to 
northern New Jersey points was $2.84, to Staten Island group 
1 points, $3.02, and to Staten Island group 2 points, $3.28. The 
examiner used the Reading rates to northern New Jersey points 
as the basis for his findings. 

The examiner said the complainants sought the same rates 
for the entire island, but that the present group arrangement 
had existed since 1896, at which time the rate to group 2 was 
15 cents higher than the rate to group 1. The present spread 
of 26 cents is the result of the several general increases and 
the decrease of July 1, 1922, he said, adding that it appeared 
doubtful whether the distances and other transportation char- 
acteristics warranted a division of the small territory comprising 
Staten Island into two groups, but that the division of New 
York City territory into small rate groups had been a practice 
of long standing, and that there was nothing of record that 
would warrant disturbing it. In conclusion, the examiner said: 





The Commission should find that the rates charged on ship- 
ments of anthracite coal to Staten Island group 1 points have been 
and are unreasonable and unduly prejudicial to the extent that 
they have exceeded and exceed the rates contemporaneously main- 
tained over the Reading to northern New Jersey points; that the 
rates charged on shipments of anthracite to Staten Island group 2 
points have been and are unreasonable to the extent that they have 
exceeded and exceed the rates herein found reasonable to group 1 
Points by more than 28 cents prior to July 1, 1922, and by more than 
26 cents since that date; that complainants have made the ship- 
ments as alleged, and on and bore the charges thereon; that they 
have been damaged thereby to the extent that the charges paid 
have exceeded those which would have accrued at the rates herein 
ound reasonable; and that they are entitled to reparation - with 
interest. It is not shown that complainants suffered damage as 
the result of the undue prejudice found to exist. Complainants 
should comply with Rule V of the Rules of Practice. 


CLEAN RICE SCALE 


A mileage scale to be used in making rates on clean rice, 
as the only solution for an inconsistent rate adjustment, has 
been recommended by Examiner John T. Money in No. 13954, 
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Alton Mercantile Co. et al. vs. Alexandria & Western et al., 
in connection with which he considered fourth section appli- 
cations Nos. 627, 634, 636, 637, 702 and 1618. He said the Com- 
mission should find unreasonable and unduly prejudicial, rates 
on clean rice, in carolads, from points in Arkansas, Louisiana 
and Texas to destinations in Oklahoma, deny reparation be- 
cause he was proposing a general revision which would cause 
both increases and reductions, and grant such fourth section 


relief as to allow circuitous routes to meet short line compe- 
tition. 


The complaint alleged that the rates on rice, from points 
in the three states mentioned and from Memphis to destinations 
in Oklahoma, were unreasonable and, as compared with the 
rates from the same territories of origin, to Kansas City, 
Joplin, Springfield and St. Louis, Mo., Omaha, Fort Smith and 
other points in Arkansas, and Fort Worth, Dallas, Sherman, 
Denison, Gainesville and other points in Texas, were unduly 
prejudicial and unduly preferential of intrastate traffic in Arkan- 
sas and Texas, in violation of sections 1, 3, 4 and 13. The 
complainants are Oklahoma dealers. 

After setting forth the situations that had grown up around 
the fact that rice cleaning mills were first establshed in New 
Orleans, which was outside the rice growing secton, and that 
later an attempt was made to relate rates from other rice mill- 
ing points, such as Lake Charles, La., Stuttgart, Ark., and 
Houston and Victoria, Tex., Examiner Money said the incon- 
sisteencies and incongruities could not be disposed of by using 
the intrastate rates, for long hauls in particular, in Arkansas 
and Texas, to Oklahoma points. Neither said he, could the 
complanants’ bases be adopted as a fair measure. On that 


gy on the point as to what the Commission should find, 
e said: 


It is believed that the only solution of this inconsistent rate 
adjustment is the establishment of a mileage scale on clean rice, in 
carloads, that would give to each distributing point the benefit of 
its geographical location. Under such a scale jobbing points in 
Oklahoma farther from the origin territo than are the jobbing 
points in Arkansas or Texas, cannot seriously object to paying 
somewhat higher rates. The fourth class rates upon which less-than- 
carload shipments of rice move in this territory are on substantially 
the same basis: The fourth class rates from Arkansas to Oklahoma 
and from Texas to Oklahoma, are on the so-called Memphis South- 
western scale and Shreveport scale, respectively. The rates between 
points in Oklahoma are on the so-called 100 per cent scale established 
by the Director-General of Railroads. 

The Commission should find that the rates on clean rice, in 
carloads, from Memphis, points in Arkansas, and points in interior 
Louisiana and Texas, to points in Oklahoma are, and for the future 
will be, unreasonable to the extent that they exceed or may exceed 
the distance scale set forth below and that the rates from New 
Orleans are and for the future will be unreasonable to the exent that 
they exceed and may exceed the rates herein prescribed from Lake 
Charles and other interior Louisiana and Texas points plus 7.5 
cents, which rates are found to be reasonable maximum rates. 


Distance 
5 miles and 
10 miles and 
15 miles and 
20 miles and 
25 miles and 
30 miles and 
35 miles and 
40 miles and 


Distance 
220 miles and over 
230 miles and over 
240 miles and over 
250 miles and over 
260 miles and over 
280 miles and over 
300 miles and over 
320 miles and over 





45 miles and over 40........ 15 340 miles and over 

50 miles and over 45........ 16 360 miles and over 

55 miles and over 50........ 16 380 miles and over 46 
60 miles and over 55........ 17 400 miles and over 47 
65 miles and over 60........ 18 425 miles and over ‘ 
70 miles and over 65........ 18 450 miles and over 425...... 50 
75 miles and over 70........ 19 475 miles and over 450...... 51 
80 miles and over 75........ 19 500 miles and over 475...... 52 
85 miles and over 80........ 20 525 miles and over 500...... 54 
90 miles and over 85........ 21 550 miles and over 525...... 55 
95 miles and over 90........ 21 575 miles and over 550...... 56 
100 miles and over 95........ 22 600 miles and over 575...... KT 
105 miles and over 100........ 23 626 miles and over 600...... 58 
110 miles and over 105........ 23 650 miles and over 625...... 59 
115 miles and over 110........ 24 675 miles and over 650...... 60 
120 miles and over 115........ 25 700 miles and Over 675...... 61 
125 miles and over 120........ 25 725 miles and over 700...... 62 
130 miles and over 125........ 26 750 miles and over 725...... 63 
135 miles and over 130........ 26 775 miles and over 750...... 64 
140 miles and over 135........ 27 800 miles and over 775...... 65 
145 miles and over 140........ 28 825 miles and over 800...... 66 
150 miles and over 145........ 28 850 miles and over 825...... 7 
160 miles and over 150........ 29 875 miles and over 850...... 68 
17v miles and over 160........ 30 900 miles and over 875...... 69 
180 miles and over 170........ 3 925 miles and over 900...... 70 
190 miles and over 180........ 32, 950 miles and over 925...... 71 
200 miles and over 190........ 33 975 miles and over 950...... 72 
210 miles and over 200........ 34 1000 miles and over 975...... 73 


over 200 

Memphis birdge toll 2 cents. 

For joint line hauls add 2 cents for distances of 250 miles and 
io. and 1 cent for distances over 250 miles to and including 500 
miles. 

The Commission should further find that the circumstances and 
conditions surrounding the transportation of rice, in carloads, inter- 
state and intrastate. from rice-producing points in Arkansas to 
points in western Arkansas, and from rice producing points in Texas 
to jobbing points in Texas common point territory and from points 
in Louisiana, Arkansas, Texas, New Orleans, and Memphis to points 
in Oklahoma are substantially similar. 


The Commission should further find that the rates on clean rice, 
in carloads, from Memphis, New Orleans and points of production 
in Arkansas, interior Louisiana and Texas to points in Oklahoma 
are, and for the future will be, unduly prejudicial to Oklahoma —— 
and receivers of rice located thereat and unduly preferential of 
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jobbers of rice at Paris, Greenville, Denison, Sherman, Dallas, Fort 
Worth, Wichita Falls and Chillicothe and other points in northern 
Texas from Texas points of origin, and of Ashdown, Mansfield, Fort 
Smith and Fayetteville, Ark., from points of production in Arkansas, 
to the extent that they exceed or may exceed the corresponding 
rates contemporaneously maintained for like distances upon intra- 
state traffic from the rice-producing points in Texas and Arkansas 
to the respective Texas and Arkansas destinations; and that any 
greater difference or disparity in the rates to the Oklahoma job- 
bing points, on the one hand, and the Texas and Arkansas jobbing 
points on the other hand, results and would result in unjust dis- 
crimination against interstate commerce to Oklahoma points. 
Defendants seriously oppose any disturbance in the present 
parity in the rates to Oklahoma from the interior Louisiana and 
Texas producing points and the relation of such rates to the 
rates from New Orleans, and complainants have no desire to disturb 
this origin adjustment. ‘There are differences in the distances from 
the different producing points in interior Louisiana and Texas to 
Oklahoma points, and the only method by which the present parity 
of rates from these different points of origin can be preserved is for 
the rates from all points of production to be calculated or based on 
the mileage from a definite point of origin. The average distance 
from Houston is approximately 50 miles less than the average 
distance from Lake Charles, Houston and Victoria and in view of 
issues presented on this record the rates from interior Louisiana and 
Texas to all points in Oklahoma should be based on the above scale 
calculated on the distances from Houston plus 50 miles. The rates 
from Memphis should be based on the actual distance, plus two 
cents bridge toll and the rates from the Arkansas producing points 
should be based on the distance from Stuttgart. The distances under 
the scales above set forth should be computed via direct routes 
embracing as a maximum the lines or parts of lines of no more 
than three carriers via existing connections for interchange of car- 
load traffic, and lines under common ownership and control should 
be considered as a single line for the purposes of this case. The 
fourth section applications heretofore referred to, under which the 
carriers seek authority to continue rates on clean rice, in carloads, 
from’ the points of origin here involved to points in Oklahoma higher 
than to more distant points should be denied, except that the car- 
riers operating routes not unreasonably circuitous should be per- 
mitted to meet at competitive points, the rates of the direct lines 
and observe higher rates not in excess of the scale herein pre- 
scribed at intermediate a a's 
It is not shown that Kansas City, or the other more distant points 
to which lower rates apply compete with the Oklahoma points in the 
purchase or sale of rice, and the maintenance of rates to Kansas 
City and other Missouri River crossings and points to which the 
rates are made with relation thereto, lower than to Oklahoma 
points is not shown to subject complainants to undue prejudice and 
disadvantage nor give to such more distant points any undue pre- 
ference or advantage. The rates to Missouri River points and points 
to which rates are made with relation thereto from the territories of 
production, should be revised with proper regard to the measure 
of the rates herein recommended for application to Oklahoma 
observing the parity and relationship between the origin territories. 


REPARATION ON LUMBER 


An award of reparation has been recommended by Exam- 
iner R. L. Shanafelt, in a tentative report on No. 15167, Wat- 
ters-Tonge Lumber Company vs. Atlanta & West Point et al., 
on a finding that a rate of 23.5 cents charged on one carload 
of dressed yellow pine lumber shipped September 19, 1921, from 
Mobile, Ala., to College Park, Ga., was unreasonable to the 
extent that it exceeded 19.5 cents. He recommended that de- 
fendants be authorized to waive collection of an outstanding 
undercharge resulting from erroneous computation of the total 
charges under the rate applied. 





RATES ON FULLER’S EARTH 


Dismissal of the complaint in No. 14581, White Oil Cor- 
poration et al. vs. Director-General, as agent, Atlantic Coast 
Line et al., has been proposed by Examiner F. L. Sharp on a 
finding that rates on fuller’s earth, from Ellenton, Quincy and 
Jamieson, Fla., to Clarendon, Pa., were not unreasonable. 

FRESH TOMATO RATE 

A finding of unreasonableness, an award of reparation and 
an oorder for the future have been recommended by Examiner 
Harris Fleming in No. 15625, Pressey Fruit Co. vs. Missouri 
Pacific, as to a rate of 96 cents on fresh tomatoes, from St. 
Louis to Pueblo, Colo., and the charges thereunder. The com- 
plaint alleged the rate was in violation of the first and fourth 
sections. Contemporaneously there was an 88-cent rate from 
New Orleans. The shipments in question were made in July 
and August, 1923. April 1, last, a rate of 87 cents, one cent 
less than from New Orleans, was established from St. Louis. 
Fleming said the Commission should find the 96-cent rate was, 
is and will be unreasonable to the amount it exceeded, exceeds 
or may exceed 88 cents and award reparation. 


RATE ON PETROLEUM OIL 

Dismissal of the complaint in No. 15531, J. M. Huber, Inc., 
vs. Central of New Jersey et al., has been recommended by 
Examiner Paul O. Carter on a proposed finding that a rate on 
petroleum oil, in tank cars, from Bayonne, N. J., to Brooklyn, 
N. Y., has not been and is not unreasonable, unjustly discrimi- 
natory or unduly prejudicial. The examiner said the distance 
from Bayonne to complainant’s plant in Brooklyn was 13 miles, 
which did not include constructive mileage for floatage service 
in New York harbor, and that a commodity rate of 16 cents 
was applicable on petroleum oil in tank cars. He said that 
rate yielded car-mile earnings of $6.52, based upon a weight of 
53,000 pounds. 

The examiner said it was testified that the South Brooklyn 
Railway Company, which participated in the transportation, had 
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notified complainant that it would not transport petroleum Oil 
in tank cars to complainant’s plant after June 1, 1924, ang the 
complainant asked the Commission at the hearing to require 
the South Brooklyn to transport petroleum oil in tank cars to 
its siding in Brooklyn after that date. The examiner said the 
Commission was without jurisdiction at this time to pass upo, 
the question because there had been no violation of the inter. 
state commerce act. 


PENNIMAN SCRAP IRON RATES 


Examiner T. John Butler, in No. 15304, Briggs & Turivas 
vs. Chesapeake & Ohio et al., has recommended a finding of 
unreasonableness as to rates on scrap iron, from Penniman 
Va., to Chester, Latrobe and Vandergrift, Pa., and Massillon, 
O., in effect between March 1, 1920, and January 31, 1921. He 
said the Commission should find them unreasonable to the ex. 
tent they exceeded the contemporaneous rates from Williams. 
burg, Va. The rates have been brought down to the Williams. 
burg basis, so the question was one merely of reparation. But. 
ler recommended reparation to the basis of the Williamsburg 
commodity rates. 


PEAR CASE DISMISSED 


Examiner Bronson Jewell has recommended the dismissal 
of No. 15169, Pacific Adjustment Company vs. Oregon-Wash- 
ington R. R. & Nav. Co. et al., on a finding that the rates 
on green pears, from Sunnyside, Grand View and Yakima, 
Wash., to San Francisco and Campbell, Calif., applied on eleven 
carloads shipped in August and September, 1921, were not wu. 
reasonable. They were alleged to be unreasonable and illegal. 
The examiner said the challenged rates were applicable and 
not unreasonable. 
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UNCONTESTED FINANCE CASES 


The Chicago, Terre Haute & Southeastern Railway Con- 
pany has been authorized to issue $1,020,000 of 5 per cent first 
and refunding mortgage gold bonds, to be delivered to the 
Chicago, Milwaukee & St. Paul, to reimburse the latter, in 
accordance with the terms of the lease between the companies, 
for expenditures of a like amount for additions, betterments, 
improvements and extensions to the property of the former 
Company. The Chicago, Milwaukee & St. Paul has been author. 
ized, as lessee, to guarantee the bonds. 

The Virginian Railway Company has been authorized to 
pledge $4,500,000 of first mortgage 50-year gold bonds and 
$1,500,000 of Virginian & Western first mortgage gold bonds 
which have been guaranteed by the Virginian, with the National 
City Bank of New York as security for two short-term loans 
aggregating $4,000,000. 

The Carolina, Clinchfield & Ohio has been authorized to 
have issued through the Chase National Bank of New York 
City $1,000,000 of equipment trust certificates to be sold at not 
less than 9644 per cent of par and accrued dividends in con 
nection with the procurement of equipment. 

The Beaver, Meade & Englewood Railroad Company has 
been authorized to issue $240,000 of common capital stock of the 
par value of $100 per share and $320,000 of first mortgage 7 
per cent bonds, to be disposed of at par in connection with 
the construction of an extension. 

The Erie has been authorized to pledge and repledge, from 
time to time, to and including December 31, 1926, all or any 
part of $17,217,000 first consolidated mortgage general-lien 4 
per cent bonds, $8,372,000 of general mortgage, series D, 4 per 
cent convertible 50-year bonds, and $440,000 of general mort: 
gage, series B, 4 per cent convertible 50-year bonds, as col 
lateral security for short term notes. 

The Louisiana Railway & Navigation Company of Texas 
has been authorized to issue not exceeding $400,000 of common 
capital stock, consisting of 4,000 shares of the par value of $100 
each; not exceeding $750,000 of first mortgage 6 per cent bonds; 
$52,500 of said stock to be sold at par for cash and the proceeds 
used for capital purposes, and $247,500 of said stock and all of 
said bonds to be delivered to William Edenborn in payment for 
property to be acquired by the company. 

Mr. Edenborn organized the applicant corporation to take 
over the line of railroad known as the Sherman, Shreveport & 
Southern, title to which was taken by him in his own name. The 
line is located in Texas and extends from McKinney to Waskon, 
a distance of 181 miles. A number of years ago it was bought 
by the Katy and when that system was reorganized the Sher 
man line was not included in the reorganization and it was 
ordered sold by the court. ” 

The applicant asked for authority to issue $200,000 of com 
mon capital stock and $2,963,000 of first mortgage bonds. Tb 
Commission said the capitalization proposed was based on 4 
valuation of $3,163,349 placed upon the property by the Railroad 
Commission of Texas. The Commission, however, reduced the 
amount of securities as indicated above. It said its valuation 
of the property had not been concluded. Ey. 

Commissioner Potter, concurring, said the issue of securities 
had been cut down “far too much.” 
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GRAIN RATE SITUATION 
The Trafic World Washington Bureau 


Traffic men on the staff of the Commission are interested 
in but not informed as to reports of an impending reduction 
jn rates on grain and grain products from the northwest to 
the Atlantic seaboard, one effect of which would be to put the 
Minneapolis millers on a better footing in their competition 
with millers at Buffalo. One definite report is that a cut in 
wheat to 35.5 cents and on coarse grain to 34 cents is in con- 
templation. 

All the Commission men know is that there was a con- 
ference on the subject in New York some time ago. R. N. 
Collyer was reported as refusing to say anything about the 
conference. They have been under the impression that, be- 
cause they have not been advised of any action having been 
taken, the conference had no results. 

The grain situation in the United States is complicated by 
the reductions that have been made by the Canadian govern- 
ment lines. They have brought the grain rates back to sub- 
stantially, if not positively, the pre-war level, notwithstand- 
ing the great increase in operating expenses caused by the war 
increases to the members of all the railroad unions. American 
railroads, in 1921, made reductions in an effort to keep wheat 
from seeking the seaboard via Canadian channels. The Cana- 
dian rates were cut below the new American rates. 

It is deemed probable that the railroads, opposed to any 
further reductions, believe it would be well for all concerned 
to wait and see what the Commission does with the formal 
docket case, commonly known as the Kansas wheat case be- 
cause one of the cases was originated by the formal complaint 
of the Kansas utilities commission and conducted by Chairman 
Reed of that body. 

A report on that case, it was asserted three months ago, 
would be made “in a few days” by some who professed to 
know what the Commission was doing in its conferences. But 
the report did not come in a “few days” and no one knows 
when it may came. 

It would be natural to expect it some time before the com- 
missioners start on their vacations in August, but no one knows. 
It is not even certain that the commissioners now could say 
definitely when the report might be expected. However, when 
it is made, it is suggested, the railroads will know definitely 
the situation with which they will have to deal if they believe 
it incumbent on them to take action on their own initiative, 
regardless of what the Commission may do. 

The only definite step in the way of reductions, at the 
time the conference was held in New York, was the proposal 
of the Minneapolis & St. Louis to make a joint rate through 
Lake Michigan ports the same as the rate via the Lake Su- 
perior ports—that is, to cut off the two cents increase obtained 


‘by the Great Lakes Transit Corporation when it convinced 


the Commission that it could not operate a Lake Michigan 
service at rates as low as via the Lake Superior ports. That 
tariff, against which the transit corporation and the south- 
western millers protested, was filed by the Minneapolis & 
St. Louis under the concurrence it held from the transit cor- 
poration authorizing it to publish rates for joint use by the 
railroad and the steamship line. The Great Lakes Transit 
Corporation, at the time of its protest, filed notice of revocation 
of concurrence. That revocation will be effective sixty days 
after its filing, if in the meantime the railroad and the steam- 
ship line do not come to an understanding followed by a with- 
drawal of the revocation. 

That reduction, however, would not have a material effect 
on the situation caused by the contention of the Minneapolis 
millers that they are at a disadvantage in comparison with 
the Buffalo millers and at an additional disadvantage by the 
Canadian rates, which it has been contended are so low as 
to amount to a subsidy from the Dominion treasury to Cana- 
dian grain growers, such as the American railroads cannot 
give because they have no access to the United States treasury. 


SUSPENDED TARIFFS 


In I. and S. No. 2160, the Commission has suspended from 
June 23 until October 21, schedules in supplements Nos. 6 and 
8 to Hawkes’ I. C. C. No. 20 and supplements Nos. 21, 22 and 
23 to Wilson’s I. C. C. No. A-111. The suspended schedules 
Propose to cancel the commodity rates on imported wool in the 
8rease, carloads, from New York, N. Y., Boston, Mass., and 
other eastern ports to LaPorte and Mishawaka, Ind., and apply 
in lieu thereof domestic rates. The following is illustrative: 


From - R4 Jabot, int. 
r 
New York, N: W.) sen ropose 


Boston, Mass. 

ee ee ee ee 6314 72% 
' In I. and S. No. 2161, the Commission has suspended 
Tom June 23 until October 21, the schedules as published in 
supplements Nos. 1 and 4 to Speiden’s I. C. C. No. 807. 


The suspended schedules propose to cancel the less than 
carload commodity rates on handles, for export, from Chatta- 
nooga, Nashville, Sequatchie, South Pittsburg and Tullahoma, 
Tenn., to Gulf and South Atlantic ports and apply higher class 
or combination rates in lieu thereof. The following applicable 


on handles rated third class L. C. L. in Southern Classification 
is illustrative: 


From Chattanooga, Tenn. 


To Present Proposed 
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In I. and S. No. 2162, the Commission has suspended from 
June 22 and later dates until October 20, schedules in various 
tariffs issued by the Chicago, Rock Island & Pacific, Atchison, 
Topeka & Santa Fe, and Jones, Leland, and Sedgman. The 
suspended schedules propose to cancel commodity rates on nails, 
staples and wire when shipped in mixed carloads with various 
other iron and steel articles from practically all producing 
points east of the Rocky Mountains to points in the southwest 
which would result in increased charges on such shipments by 
the use of class rates. 


In I. and S. No. 2163, the Commission has suspended from 
June 22 to October 20, schedules in supplement No. 5 to Spei- 
den’s I. C. C. No. 747. The suspended schedules propose to re- 
strict the routing on Grain and Grain Products, carloads, from 
Cairo, Ill., to local points on the Illinois Central R. R. in Ten- 
nessee so as to apply only via that line direct. This proposal 
would result in an increase of $2.70 per car to shippers on ship- 
ments from industries located on the tracks of carriers, other 
than the Illinois Central R. R., at Cairo, which represents the 
switching charge at Cairo from such carriers’ tracks to the Illi- 
nois Central R. R. At present this traffic can be routed via the 
Mobile & Ohio R. R. to Rives, Tenn., thence the Illinois Central 
R. R. to destination without additional switching charges. 


In I. and S. No. 2164, the Commission has suspended from 
June 23 until October 21, schedules in Minneapolis & St. Louis, 
M. & St. L., I. C. C. No. B-592 and Supplement No. 1 thereto. 
The suspended schedules propose to establish joint rail-lake-and- 
rail proportional rates on grain products, carloads, from the 
Twin Cities when originating at stations beyond, to eastern 
seaboard and interior and Canadian points via Chicago, Ill., and 
the Great Lakes Transit Corporation, on the same basis as is 
applicable on domestic traffic routing via Lake Superior ports, 
which results in increases on export shipments and in reduc- 
tions on domestic shipments. The following statement of rates 
from the Twin Cities via Chicago, Ill., is illustrative: 


On Flour, C. L.—To New York, N. Y. 

Domestic Export 

ee er ese OA SER ee reer Perey eee b 34.5 
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In I. and S. No. 2159, the Commission has suspended from 
June 20 until October 18, 1924, schedules in supplement No. 
28 to Boyd’s I. C. C. No. A-1343. The suspended schedules 
propose to restrict the routing in connection with carload com- 
modity rates on cement, from various Western Trunk Line 
producing points, such as Oglesby, Ill, Mason City, Ia., and 
Iola, Kan., to Fordson, Minn., so that such rates would not 
apply via the C. & N. W., Cc. B. & Q, C. G. W., © R. L & P., 
Cc. St. P. M. & O., M. & St. L. or M. St. P. & S. S. M., which 
would result in the application of higher combination rates 
via the restricted routes. The following is illustrative: 


To Fordson 
Present Proposed St. 
through Paul com- 


From rates binations 
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In I. and S. No. 2165, the Commission has suspended from 
June 24 and 25 until October 22 and 23 schedules in various 
tariffs issued by Boyd, Emerson and Leland. The suspended 
schedules propose to cancel specific commodity rates on cot- 
ton fabrics, any quantity, from Texas and Oklahoma producing 
points, New Orleans and Memphis, to points in Central Freight 
Association and Western Trunk Line territories and apply in 
lieu thereof class or combination rates; also to increase rates 
on junk, such as scrap iron and cotton tie clippings, carloads, 
from points in Texas to interstate points and to eliminate shells. 
whole or crushed, from the list of articles shown as taking 
fertilizer rates on traffic from Memphis, to certain points ir 
Western Trunk Line territory. The following table will illus- 
trate the effect of the proposed changes on cotton fabrics and 
junk: 

From Ft. Worth, Tex. 


Cotton fabrics, Scrap iron, 
any quantity carloads 
To Pres. Prop. Pres. Prop. 
ge ee er 83% 158 32% 38 
pe a nee 114% 158 3216 38 
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NEW FLORIDA LINE APPROVED 


Commissioner Eastman dissenting, the Commission, 
PPE gg cw 4, has issued a certificate authorizing the 
Florida Western & Northern Railroad Company to construct 
lines of railroad in Sumter, Lake, Polk, Highlands, Okeechobee, 
Palm-Beach, Hillsborough and Nassau counties, Fla. Request for 
permission to retain excess earnings for a period of 10 years 
under the provisions of section 15a was denied. The lines must 
be completed on or before December 31, 1925. 

The authorization covers the construction of 205 miles of 
line from Coleman to West Palm Beach, Fla., from Valrico to 
Welcome Junction, approximately 10 miles; and from Gross to 
Callahan, approximately 14 miles. 


The Florida East Coast and the Atlantic Coast Line said 
in their opinion the public convenience and necessity did not re- 
quire the proposed construction. Florida officials recommended 
approval of the application. At the hearing, however, no evi- 
dence was offered in opposition to the application, the East 
Coast and Atlantic Coast Line having stated their opinions 
in replies to questionnaires sent to them by the Commission. 


The Florida Western & Northern, referred to as the ap- 
plicant, was incorporated January 24, 1924, under the laws of 
Florida with an authorized capital stock of $5,000 which, it was 


stated, might be increased to any amount proposed in accord- 
ance with law. 


“The lines which the applicant proposes to construct will 
provide, in connection with existing lines of the Seaboard Air 
Line Railway Company, hereinafter called the Seaboard, a fairly 
direct cross-state line from West Palm Beach to Tampa,” the 
Commission said. “The line from Callahan to Gross, hereinafter 
referred to as the Callahan cut-off, is intended to serve as a 
link in the Seaboard’s through line to the north, and the Val- 
rico-Welcome Junction line, hereinafter designated as the Val- 
rico cut-off, is designed to shorten the distance between Tampa 
and West Palm Beach. The importance to the applicant of 
improving its connection with the Seaboard for Tampa and of 
shortening the line to the north suggests arrangements for the 
cut-off last mentioned as a part of the project of the applicant.” 

The report pointed out that the line would serve territory 
producing substantial quantities of fruits and vegetables; that 
production of such products would increase; that the construc- 
tion of the line was expected to increase the citrus fruit pro- 
duction in territory that would be served by it; that the total 
amount of merchantable pine timber along the proposed line 
was estimated at 1,363,000,000 feet, and that evidence was pre- 


sented to show the importance to the Seaboard of the proposed 
line, 


The Commission said the applicant’s estimate of traffic and 
earnings appeared to have been carefully made; that it covered 
the first year after the line had been placed in operation; that 
the total estimated tonnage was 490,434 tons; estimated gross 
revenues, $2,096,600; operating expenses, $1,539,000, including, 
however, $120,000 for taxes and hire of private line cars, leav- 
ing $557,600 available for charges in connection with the pur- 
chase or hire of equipment and for net railway operating income. 
The report said the additional revenue to be derived by the Sea- 
_ board from traffic created by the proposed line was estimated 

at $2,310,000. The estimated addition to the Seaboard’s operating 
expenses was given as $1,155,000, one-half of the added revenue. 
The applicant estimated that the Seaboard and itself together 
would receive a net revenue of $1,712,000. The report said it 
was expected that the freight traffic would double in less than 
10 years, and that the net earnings would increase in higher 
proportion than the gross, if there were no major changes in 
rates, wages, or cost of materials. The report said that, ap- 
parently, the proposed line should yield a fair return on its 
cost and contribute materially to sustain the Seaboard system. 
The cost of construction is estimated at $6,237,911. The esti- 
mated value of gifts and grants received in aid of construc- 
tion is $848,000, and it is expected, the report said, that the 


ultimate amount will be about $1,000,000. In conclusion, the 
Commission said: 


No evidence was submitted to show the capacity of the markets 
to absorb the anticipated increased production of citrus fruits and 
vegetables. In considering this application we have not, however, 
overlooked indications of a prospective overproduction of fruits and 
vegetables in Florida. There is reason to apprehend that unless ar- 
rangements are made for a wider and better regulated distribution 
of these products, the prosperity of producers may be injuriously 
affected by the production of more than markets will absorb. Con- 
sidered in this aspect the question as to whether the opening of 
additional producing territory will serve the producing interests in 
Florida is not free from doubt. It is not our thought, however, that 
this fact should lead us to a determination on this application which 
would prevent a development which Florida interests so unitedly urge 


and where, as a transportation factility, the enterprise appears to 
have sustaining merit. 


Commissioner Eastman, dissenting, said: 


If the construction of this new line is warranted at all, it is 
as an extension of the Seaboard Air Line Railroad rather than as 
an independent system. As a matter of fact, it is frankly admitted 





Vol. XXXIII, No, 26 


to be a Seaboard Air Line project. We are confronted by certain 


difficult and very important questions in connection with the con- 
trol which the Seaboard Air Line has exercised over this project in 
the past and which it proposes to exercise in the future, and in con- 
nection with the plan for financing construction. In my opinion, no 
certificate of convenience and necessity ought to be granted until 


we have had opportunity for the careful consideration of these other 
questions . 


The Seaboard, in a separate application, has asked for ay. 
thority to acquire control by lease and acquisition of stock of 
the Florida Western & Northern, which has also asked for ay. 
thority to issue stock and $7,000,000 of bonds 


FINANCE APPLICATIONS 

The Terminal Railroad Association of St. Louis has ap. 
plied for authority to sell $2,000,000 of general mortgage 4 
per cent bonds, heretofore nominally issued under authoriza- 
tion of the Commission. The company said the present market 
was favorable to the sale of 4 per cent bonds at a price of 
81% per cent or better. It said it desired to convert the bonds 
into cash for the purpose of completing the reimbursement 
of its treasury as provided in the general mortgage, the reason 
for such eash reimbursement being that the company had 
plans for improvements, additions and extensions of its ter- 
minal property which would require cash expenditures equaling 
or exceeding the proceeds realized from the sale of such bonds. 


The Vicksburg, Shreveport & Pacific Railway Company has 
applied for authority to sell $300,000 of 6 per cent refunding 
and improvement bonds heretofore issued under authority 
granted by the Commission, the purpose being to recoup the 
company’s treasury for expenditures for additions and better- 
ments heretofore made. The company said it proposed to sell 


the securities at 97% through Spencer Trask & Co. of New 
York. 


The Lehigh & New England Railroad Company has applied 
for authority to issue and sell $2,000,000 of general mortgage 5 
per cent gold bonds, for the purpose of realizing funds to re- 
imburse partially applicant’s treasury for capital expenditures 
covering extensions, enlargements and additions to its property 
made between March 1, 1917, and March 31, 1924. 


The Florida East Coast Railway Company has applied to 
the Commission for authority to issue $1,875,000 of 5 per cent 
equipment trust certificates. The proceeds are to be used for 
the_purpose of providing approximately 80 per cent of the cost 
of 20 mountain type locomotives, 5 switching locomotives, 3 
passenger coaches, 200 steel underframe ventilated box cars, 
20 caboose cars, and 100 wood underframe ballast cars. The 
company said it proposed to sell the certificates, subject to the 
approval of the Commission, to J. P. Morgan & Co. of New 


York City at a price not less than 97.56 per cent of their par 
value. 


The Chesapeake & Ohio has applied for an order author- 
izing the issue of $18,000,000 of 5 per cent equipment trust 
gold certificates. The proceeds from the sale of certificates 
will be applied on the cost of 100 locomotives, 1,000 automobile 
box cars, 5,500 steel hopper gondola coal cars, 600 hopper bot- 
tom ballast cars, 15 steel express cars, 4 steel dining cars, 100 
caboose cars, 5 locomotive cranes and 4 composite spreaders, 
estimated at $22,598,724. The company said it had entered into 
an agreement with J. P. Morgan & Co. for sale of the certifi- 
cates at 98 per cent and accrued dividends, subject to the ap- 
proval of the Commission. 


FEDERAL CONTROL OF SHORT LINE 


Following the findings in the report denying the motion 
of the Director-General of Railroads asking dismissal of hoe 
claim of the Wyandotte Terminal Railroad Company for jus 
compensation for the use of its property by the government in 
the period of federal control (see Traffic World, June 21), : 
board of referees appointed by the Commission has found that 
the property of the Washington, Idaho & Montana —"s 
Company was taken over by the government, that a gests 
the company resulted therefrom, that the property was un . 
federal control from January 1, 1918, to June 25, 1918, when i 
was relinquished,. and that the total amount due the company 
was $28,339.79. This sum was made up of $15,000 for just — 
pensation and $13,339.79, the latter being the deficit suffere 
by the railroad in the period of federal control. 


oard of referees was the same as that which denied 
the ee Pl of the Director-General in the Wyandotte ning 
case and the language of the report in the instant _ be 
along the lines of that in the Wyandotte case. The re a 
again declined to follow the decision of the Court of peer 
in the Marion & Rye Valley case, in which the Court of ange 
dismissed the claim of the carrier for compensation ——e : 
grounds that the property had not been taken for public ee" 
within the constitutional intent and that the company had fal 
to show that it incurred any loss by the alleged taking. 


June 


C 
W 
D 
¥ 
D 
a 
fi 
ti 
I 
g 
t 
g 


26 


con- 
t in 
con- 
, no 
intil 
ther 


ap- 
e 4 
riza- 
rket 
2 of 
nds 
nent 
ison 
had 
ter- 
ling 
nds. 


has 
ding 
rity 
the 
tter- 
sell 
New 


lied 
Be 5 
) Te- 
ures 
erty 


d to 
cent 
. for 
cost 
s, 3 
cars, 
The 
. the 
New 
par 


thor- 
trust 
‘ates 
obile 


- 100 
ders, 

into 
rtifi- 
> ap- 


ytion 
the 
just 
it in 
a 
that 
lway 
s to 
nder 
on it 
pany 
com- 
ered 


nied 
1inal 
was 
rees 
aims 
2ims 
the 
use 
riled 


June 28, 1924 


OCEAN CATTLE RATES 


The Traffic World Ottawa Bureau 


Progressive (farmer) members of Parliament have been 
attacking the ocean freight rates on cattle. The present rate 
is $25 to Dundee and $20 to other British ports. They say 
that, unless the cattle can be shipped at around $10 a head, the 
farmers Will have to stop raising them for export. One mem- 
per, Mr. Bancroft, pointed out that freight can be shipped from 
Montreal to Vancouver by water via Panama, over 7,000 miles, 
thence east to Regina, 1,100 miles by rail, at a lower cost than 
py rail from Montreal to Regina, a distance of 1,780 miles. His 
conclusion was that where there is competition ocean rates 
are about one-Seventh railway rates. “But in the transporta- 
tion of cattle from Winnipeg to British ports,” he said, “we 
find that the charge to Montreal is about one-half the charge for 
carrying the same cattle across the ocean. In other words, 
the ocean rate is twice that of the rail rate, although, before 
the war, it was less than one-half. Since 1914, railway rates 
on cattle have increased 40 per cent, while ocean rates have 
increased 166 per cent, and this in spite of the fact that a 
great proportion of the world’s shipping is now lying idle. If 
these ocean rates on cattle are justified by the cost of service, 
the sooner the farmer finds another export market the better; 
but the suspicion is widespread that these rates cannot be 
justified and that the business of transporting cattle to Great 
Britain is in the grip of a relentless combine.” 

He added that it was the duty of the government to get 
at the facts. 

The minister pointed out that the Imperial Shipping Com- 
mittee was advised that the Canadian government wished the 
rates to be investigated, and a special representative in England 
was now doing so. He (the minister) had had interviews with 
the representatives of the vessel owners, who stated that it 
was impossible to lower the rates, one reason being the high 
charges for dock-handling. 

Figures were presented showing that the cost of moving 
an average 1,200-pound steer from Winnipeg to Great Britain 
was $42, as compared with $24 before the war; that the rail 
rate to Montreal was now $10.20, as compared with $7.26; and 
the ocean rate $20, as compared with $7.30. 


CANADIAN RAIL INQUIRY 


The Trafic World Ottawa Bureau 


The purchase of the Scribe Hotel property has occupied the 
better part of a week before the special committee on the Can- 
adian National Railways. Sir Henry Thornton and Major Bell, 
deputy minister of railways and formerly vice-president of the 
Canadian National, appeared before the committee. Much of 
what they related was already familiar. The total cost of the 
property was $2,700,000, and it is estimated that remodelling 
Will cost from five to seven hundred thousand more. The com- 
mission paid to Aronovici for his option, included in the above 
amount, was 1,750,000 francs. Aronovici has since been dropped 
from the employ of the Canadian National. Sir Henry Thorn- 
ton said they had already had an inquiry from a prospective 
purchaser who would give them what it cost and free rent in 
addition, and Major Bell said they could easily rent it so as 
to make six per cent on the investment, and probably a small 
amount to amortize the capital. 

Sir Henry Thornton stated that while he was general man- 
ager of the Great Eastern Railway it frequently became neces- 
sary to acquire property and, if the chairman and himself de- 
cided it was necessary for the welfare of the company and if 
the circumstances justified it, the property was acquired and a 
subsequent report made to the board. Sometimes, he said, large 
Properties difficult to obtain had to be acquired, and, should the 
transaction be made known in advance, the price would be ad- 
vanced. Therefore, it was not an unusual practice for railway 
companies to act without reporting to the board for approval. 

“Not long ago,” he added, “an opportunity occurred for the 
purchase from the Montreal Tramways Company of a line about 
12 miles long. The price was $1,200,000. I had an hour to 
decide whether I would buy it for the Canadian National, and 
did buy it, and it was subsequently reported to the board for 
approval.” 

Later the inquiry turned to the general administration of 
the Canadian National and the estimates. It was pointed out to 
Sir Henry Thornton that the Canadian National did not handle 
a8 Much mail as the Canadian Pacific, and he said he was not 
Satisfied with the arrangement. “My feeling is,” he said, “that 
the government ought to be prepared to pay for mails hauled 
on the basis of the mileage of the system. On that basis, we 
are not getting our proper share. The whole matter is now 
being taken up and pushed actively:” 

In his further examination, President Thornton said that 
every man in the employ of the company was a potential freight 
Solicitor, and this accounted, in some measure, for the increase 
in freight on certain lines. He attributed the decrease in traffic 
on the American lines to two things—the “marking time” pro- 
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cess in industry which is common to presidential years, at least 
until the outcome can be reasonably sized up, and a certain 
over-production in the motor industry. There had also been 2 
distinct reduction in loadings in manufactured products in 
Ontario. He was not prepared to give a reason for that, and 
pointed out that, on the other hand, the freight movement 
in the west, had increased. 

“We have been in better shape in the west than in former 
years,” he said, “and proportionately better there than in On- 
tario and Quebec.” 

When Chairman Euler asked Sir Henry if he considered the 
American lines of the Canadian National vital to the system, he 
answered that, if the committee wanted him to discuss that 
question frankly, an executive session would be desirable. He 
added: “I would not say the American lines are vital to the 
system, but I would say they are a very important factor. I 
would with great reluctance see anything happen which would 
cause us to lose their traffic.” 

He said he did not believe in rates that throttled Canadian 
industry, “but,” he added, “our rates are lower than the corre- 
sponding rates in the United States, and I would say that if 
we further reduce them, I cannot see how you can avoid in- 
creasing the deficit.” 

Asked to what extent the revenues of the system would 
be affected if the balance of the Crows Nest rates were restored, 
he replied: “I can say, but I would rather not. There is another 
factor. My traffic people advise me that it would create com- 
plications in the whole rate structure of the country.” 


SOUTHERN N. ENG. RAILWAY 


The Trafic World Ottawa Bureau 


In the Canadian Senate, Senator Robertson has been urging 
the desirability of completing the Southern New England Rail- 
way. He argued that it offered an opportunity of extending 
the business of the Canadian National without affecting any 
other railroad. In 1910 the Grand Trunk began this line from 
Palmer, Mass., to Providence, R. I., a distance of 78 miles, and 
spent $7,000,000 up to 1912, when the work ceased. Senator 
Robertson said it would take as much more to complete the 
line, which, he said, would pay from the start. It was his 
argument that the road would tap a rich territory in the United 
States and serve a million and a half persons. It would, he 
said, be the greatest feeder to to the National Railway System 
that could be built. If the road is not completed, the property 
must be returned to its original state, according to the laws 
of the states through which the line runs. To do this, he said, 
would cost only $2,000,000 less than to complete the road. He 
said the people of Providence were so anxious to have the road 


that. they offered to raise the money on the railroad guaranty 
of the bonds. 


He said it was true that the Central Vermont Railway, run- 
ning from Quebec to New London, Conn., showed a deficit last 
year and had never been regarded as a profitable adjunct of 
the Grand Trunk, but he contended that the fact that the gross 
earnings were over eight and a half millions, on a total mileage 
of 592 miles, or $14,574 a mile, was an argument as to the value 
of a road through the district in question. He said that the 
Central Vermont was a feeder for the Canadan National Rail- 
ways between the Detroit frontier and Montreal. 

The Central Vermont, he said, had to pay the New York, 
New Haven & Hartford an arbitrary on a proportion of the 
through freight rate if it got the business from the New Haven 
at the nearest junction point, and this cost had mounted high 
because the New Haven, like every other road, followed the 
practice of hauling the traffic originating on its line as far as 
possible before delivering it to the Central Vermont, which 
meant hauling it to New York and through the Harlem River 
gateway, thus adding to the congestion there. The people in 
the territory to be served by the completed line were pleading 
for the service that can be given them and thus relieve the 
congestion, he said. 

He pointed out that completion of the Panama Canal had 
had a large bearing on the change in routing traffic between 
the eastern states and the Pacific slope. He mentioned one 
firm that was bringing in a hundred million feet of lumber a 
year to Providence by water and then distributing it as far 
west as Ohio and even to Chicago at a less cost for freight 
than by overland rate from Seattle to Chicago. He said that 
when one firm was bringing into the territory such a large 
quantity of lumber, it might easily be estimated what it would 
mean in carload lots and railway traffic. It was, he maintained, 
all new business. 

He said that, in his opinion, the change in routing had 
come to stay and, as it became better known, it would be in- 
creasingly profitable, and the result would be growth in traffic. 
He said he had seen 72 carloads of automobiles standing on 
the tracks in the Providence territory and these had been manu- 
factured in Detroit and adjacent cities. He had inquired how 
the traffic was divided and learned that, in March this year, 92 
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carloads had gone down over the Canadian National and the 
Central Vermont from Detroit. 

The proposal by Senator Robertson was criticized by sev- 
eral members of the Senate. Senator Casgrain said the Central 
Vermont had always shown a loss and he objected to any more 
Canadian money going to the United States to build railways. 
He said that, with the exception of the line from Chicago to 
Sarnia, not one of the Canadian lines in the United States ran 
at a profit. He said he was surprised that Senator Robertson 
should suggest that Canada try to run roads in the United 
States under government operation. He said the United States 
had tried government operation and the amount lost in the 
country each day ran into millions, and, in addition, the roads 
were left without improvements and maintenance of way. 

J. D. Reid, former Minister of Railways, opposed the plan. 
He said the Southern New England was a a project of the Grand 
Trunk, when a private company, and it was begun with the idea 
of obtaining a new Atlantic port for that line. He said the 
Canadian National was not expected to improve its line in the 
United States and if he thought that, in order to make the 
national railway system a success, it would be necessary to 
go into the United States and spend money on railroads, he 
would be opposed to any further operation of the Canadian 
National Railways by the people of Canada. It was his opinion 
that ocean terminals of Canadian railways should be Canadian 
and not American ports. 

He added that it ought to be understood that a law of the 
United States provided that traffic that came from a foreign 
country and off its own vessels, would be carried over its own 
railways through its own territory at a cheaper rate than freight 
that passed through a foreign country. If the United States 
people believe that their railroads were not going to get the 
traffic that was sent across Canadian territory, its Commission 
would make it impossible to carry freight on a Canadian road 
at a rate that would pay. 

The debate was adjourned in order that the Senate might 


have information from Sir Henry Thornton, who is studying 
the question. 


HALIFAX AS A GRAIN PORT 


The Trafic World Ottawa Bureau 


The matter of the advisability of hauling grain to Halifax 
for export was discussed in the House in connection with esti- 
mates for the building of an elevator there. Progressive mem- 
bers objected to it as a waste of money. The Progressives 
said they would like to see Canadian grain kept in Canadian 
channels, but did not believe Halifax could ever become a grain 
port because the haul was too long. They agreed that, when 
the St. Lawrence was closed, a certain amount of grain would 
have to go to St. John, but could not see the object of carry- 
ing grain an extra hundred miles or more when it could be 
carried by water at one-eighth the cost. The minister read a 
letter from Sir Henry Thornton stating that, having regard to 
the long rail haul to St. John and Halifax, it was doubtful if 
there was any profit to the railway company in hauling grain 
to either port, but it was required by steamers at both ports 
partly as ballast and partly as cargo and, consequently, ele- 
vators at both ports would seem to be justified. 

“Does the minister think,” said Mr. Miller, Progressive, ‘“‘it 
is good policy to spend large sums of money carrying grain 
over the railway for the purpose of providing ballast for the 
ships? I infer from the remarks made yesterday that it is the 
intention to compel the railways to carry the grain a part of 
the way for nothing; that is to say, they are not to be per- 
mitted to charge more for carrying the grain to Halifax than 
they charge for carrying it to Portland. That, of course, does 
not apply to the American railways. This simply means that 
the National Railways will be obliged to carry grain hundreds 
of miles for nothing. Is that fair to the people who are paying 
the bill? If the railways are carrying grain to Portland, a dis- 
tance of 297 miles, at a fair rate-—-and we may assume that 
they are not getting more than a fair rate—then, if our railways 
are compelled to carry it 843 miles to Halifax for the same 
price, is not that sufficient evidence that our railways will have 


to carry the grain practically for nothing, and must therefore 
lose money?” 


The minister of railways pointed out that there was other 
traffic besides wheat and the success of the railways depended 
on the traffic they got both ways, from east to west as well 
as from west to east. “The steamship companies with which 
the Canadian National is doing business give the railway a 
large inward traffic at Halifax, and if, for the benefit of those 
ships, which must get ballast, wheat is carried, you will have 
to take into account the cost of the carriage of that wheat in 
connection with the profit from the cargo on the westward voy- 
age. That trade is being developed by the ships calling at 
Halifax, and last year it was double that of the year before. 

“If it be necessary for these steamers to have wheat bal- 
last, is it not better to work that in through Halifax, retaining 
the trade with the steamships and encouraging them to call 
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at that port? It does not cost the grain producer any more 
and, in the final analysis, it will not cost the railways much 
more. It is worth while to make these experiments. If the 
arrangement is not made by which outgoing ships can get 
cargo as ballast, what will be the result? If the Canadian 
product is all carried to Portland, which is the shorter route 
then the traffic will not, in every instance, be over the Cana. 
dian National, because once you get to Portland there is com. 
petition, whereas at Halifax the Canadian National has the 
advantage. When ships are induced to call there the resulting 
traffic will bring good returns to the Canadian National. That 
traffic, if properly developed, would overcome anything that 
might be lost in the hauling of the wheat to Halifax.” 


CANADIAN CAR LOADING 


Car loadings for the week ended June 14 showed a falling 
off of 871 cars from the previous week. In the east there were 
decreases in grain, coal, and ore, and increases in merchandise 
and miscellaneous freight. In the west, grain loading was lighter 
by 1,056 cars and coal continued light because of labor troubles, 
Compared with the corresponding week last year the improve. 
ment was 1,291 cars, all in the western division. The east 
showed a decline of 1,489 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
Eastern Canada 
For week ended 
1924 


May 31 June7 Junel4 























Commodity Cars Cars Cars 
Grain ana grain proddcts.........ceses 4,257 3,055 2,665 
NTT EEE ice c ote wre a Bele e Cok iste Sa ei ee Ohecene 1,226 1,100 1,119 
IN AD ci 5x6 Gietb-ws binlese Sta e aca wlan a e's. ole stale he 4,165 4,273 4,153 
De ice ctarncd tare arate + Siolerd: © a¥ ros lets Mats eitols36 256 176 251 
I eee ane 2,848 2,940 2,998 
INN, re So wink oul coe oy OO ae ako 1,997 2,104 2,283 
oe ee er err ee tee 1,855 1,818 1,804 
CHEMGP FOFERE PrOAucts. .....i.. .ccecsssce te 1,135 1,257 1,183 
RE ele ati oie at ica Ga oi alehinly 00-6) vk 6 OAS ale Ae ow 801 1,433 1,104 
GEE. a We. Bas bs howe os ob Laviedwas's 11,789 11,562 11,805 
RR eae ee ee 9,599 9,939 10,892 

ce. |. es 39,928 39,657 40,257 
Total cars received from connections... 27,603 26,168 29,426 
Total cars loaded for corresponding 

WHEE, DO | ine db 0 eer Weicelac nee eas one 40,465 39,856 41,746 

Western Canada 
Grain and grain products......cccceces 7,490 7,552 6,496 
Me WEUNEIE Gre oo oS tk aces vac enh ee wens 1,202 1,031 894 
ND ne aA Sareea aa ccc Seahia te oat ottan ie aia. se oi atoverw eh 667 700 857 
MIE | pho a: alatctateler tudiw's- orelevtrn nb, bo * Glgrelere Eelam she a ied 
PN oS sta Lo dle oste Side eiee wales 991 1,024 996 
NN es ee ert eee ee re 100 91 141 
pS FO ee errr re Pee ee 126 99 169 
Gener Porest PYOGucts.. .. 2... cc cc ccwee 1,265 1,379 1,223 
GE Beare eels «Us oul ters wiley oul ved sete oe etre 461 513 496 
a A oe ee ee ea er 3,740 3,966 3,974 
NTO iis i isa b's etre meus pew. oe bicieinle 2,680 2,814 2,452 

"WhOERT COTE 1OGEOE 26k inc iccewct sins 18,722 19,169 17,698 
Total cars received from connections.. 2,184 2,118 2,186 
Total cars loaded for corresponding 

WOM, BOSS ccc cccscccte secre snecwees 14,019 13,671 14,918 

d + a sabiopeel ne 747 10,607 9,161 
Grain and grain products.......ccceceee A ‘ ; 
Live Pon eons Z Ss apatabtontele 65 ieteiie soe 2,428 2,131 2,013 
oe ee Scnsie'se s hard Kiar edalele 6 See pees 4,832 4,973 5,010 
ESRI a be DRE cae a gi eer cwrartinay ss nese ba Rete 256 176 251 
ES ERE EE OO PEE ee Le 3,839 3,964 3,994 
IONE. hahaa ale :015.G:s oui Siding Sisiesw nie <fBiee- 2,097 2,195 2,424 
a Se ere ree 1,981 1,917 1,978 
Other ferest products... .....cccseccccece 2,400 2,656 2,406 
ME Sac oae cite ad cle Cea de dees ee cae eee ee 1,262 1,946 1,600 
ee Se ee ee ee 15,529 15,528 15,779 
POOR a6. 5257 681 o fslero cad te deeweR es 12,279 12,753 13,344 

Wotal Care MGS. 065. eects ececs 58,650 58,826 57,955 

Total cars received from ene 29,787 28,256 29,426 

otal cars loaded for corresponding 

™ a Sa Rr eae oe 54,484 53,527 56,664 

Cumulative loading to date—1924.......ccccccccccccccee 1,284,502 
IS & a aiclordiertts ov Seles. oats bale 1,177,219 


WHEAT AND FLOUR EXPORT 


Reports from Vancouver state that, in May, 5,729,325 bush- 
els of wheat were loaded in deep sea vessels from that 
port, or exports of more than 50 per cent more wheat in that 
period than from the whole of the United States. It is noted 
that, while Canadian wheat is beating the American product 
in Europe, the latter is still more than holding its own I 
China and Japan. Total exports of wheat from the United 
States to China in the nine months ending with April were 
8,234,000 bushels, as compared with 6,198,877 from Canada, 
and to Japan, 8,988,000, as compared with 5,529,000 from Can- 
ada. While American wheat exports have fallen off, flour ex 
ports have progressed. For the ten months ending with April 
the U. S. exported 15,102,000 barrels, an increase of 2,000,000 
barrels. Canada’s flour exports in the same period were 10,- 
222,941, as compared with 9,165,055 barrels. In the nine months 
ending with April, United States exports of wheat flour to 
China were 2,606,000 barrels and Canada’s, 544,000; to Japan. 
United States shipments were 163,000, and Canadian, 47,000 
barrels: to Hongkong the United States exported 1,139,000, and 
Canada only 314,000 barrels. 
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EQUIPMENT SECURITIES BILL 
The Trafic World Ottawa Bureau 


The minister of railways has introduced a bill amending 
the Canadian National guarantees act with regard to the issu- 
ing of equipment securities. Last year such a bill was intro- 
duced, but doubt has been cast on the power of Parliament to 
guarantee securities, and the purpose of the new bill is to cure 
those doubts without taking away any of the restrictions im- 
posed by the former act. When a railway equipment issue is 
to be guaranteed, Parliament is called on to vote 25 per cent 
of the issue, if it is to be guaranteed by the government. The 
new bill provides that when that 25 per cent is voted by Par- 
liament it shall constitute authority to the company to issue 
the remaining 75 per cent as well. 

It was pointed out that the right to endorse equipment 
securities results in a better rate being obtained when equip- 
ment securities are sold in Canada, because the Philadelphia 
trust idea is not thoroughly understood by Canadian financiers 
and the Canadian investing public, and so they are looking for 
a government guaranty. Sir Henry Drayton pointed out that 
“in the United States it makes no difference at all. Millions 
of dollars’ worth of bonds are sold there under that plan.” 


MERCHANT MARINE FIGURES 


The Trafic World Ottawa Bureau 


Statements showing the result of typical voyages of the 
Canadian Government Merchant Marine have been presented to 
the committee dealing with that government utility. A round 
trip to Cardiff, carrying cattle and general cargo, produced total 
earnings of $33,869, and expenses of $38,450, or a deficit of 
$4,581, including running expenses, but nothing for depreciation 
or capital charges. On another voyage to the same port, the 
deficit was $12,572. A voyage to Dundee, with cattle and gen- 
eral cargo, carrying 272 head of cattle, had gross earnings east- 
bound of $38,132 and westbound of $1,061. There was a sur- 
plus of $1,352. The best voyage of the year was to Dundee, 
where there was a surplus of $2,716. A distinguishing feature 
of all the voyages was the very small westbound cargo. It cost 
the service about $500 more to take on cattle at Quebec than 
at Montreal. Generally speaking, they had pretty full east- 
bound trips, but westbound carried only from 10 to 25 per 
cent of capacity. 

“The profits hinge very largely on the extent to which we 
can secure westbound cargoes,” said Sir Henry Thornton. “The 
deduction to be drawn from that is that we ought to address 
our efforts not only in so far as the railway and the steamships 
are concerned, but so far as the government can assist us, in 
getting westbound cargoes. They would have to consist largely 
of manufactured goods, and the prospect of immediate im- 
provement is not too bright. I think the judgment of most 
shipping people is that the shipping trade has been in worse 
shape recently, particularly in the past two months, than for 
many years. The improvement will depend on how soon we 
can restore international trade conditions to something like 
normal. Russia is substantially out of business; Germany is 
far from the factor it was before the war; business conditions 
in England are bad. Our total United Kingdom traffic showed 
a loss of about half a million dollars.” 

Asked whether, under such conditions, he considered it 
advisable to continue to carry on a losing business with the 
government ships, Sir Henry replied: 


That is a pretty difficult question to answer. In the firs 
Place, we have the ships in which there has been a se a + 
amount of money invested. It is doubtful if we could realize 
more than a relatively small percentage of their cost if we were 
to sell them. Secondly, there is some value in the fact that the 
railway company has them to use for overseas traffic in conjunc- 
tion with the railway. Most railways, and notably the Canadian 
Pacific, have found it advantageous to develop a very efficient 
and elaborate steamship service, which they operate in con- 
nection with their railway, and out of which they have made a 
fair amount of money. ‘They have built up their trade, they 


, have established their foreign connections, but probably when 


they started they had difficulty and expense in doing so. The 


fact that they have made it, profitable indicates that th 
must be of value to them. miners 


Asked if it would be possible with Canada’s present fleet 
(of about 60 tramp ships) to make a success or whether it 
Would be a continual loss from year to year, Sir Henry said: 


I would not like to make a positive assertion, but I will 
hay tentatively, that we must go forward or back. If we feel it 
as a value to the people of Canada in all their industrial 
activities, and to the railway itself, I would think it should prove 
a success: but I do not think we shall ever get the maximum 
efficiency out of our ships, nor to perform efficient service to 
anadian industries, until we put ourselves in the same position 
re other shipping companies. It is going to be pretty hard to 
ake the fleet as it is and break even on it, but I think there is 
a fighting chance. There are certain services that are promising; 
the West Indian service is distinctly so. The Pacific coastwise 
Service showed a profit of $84,000 last year. That is a field where 
we should push traffic. The service through the Panama canal 
to England is promising. If I were asked directly whether I 
would or would not abandon the merchant marine. I would 
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say “No,” very positively. It is only in comparatively recent 
months we have been getting some ginger into the proposition, 
and we are reaching out every day with our European and con 
tinental connections, and elsewhere. I refuse to admit that any- 
thing cannot be done. I would not like to abandon the service 
until we had put some brains and intelligence and a lot of 
ginger in it, because I feel that there is enough promise to 
justify the shot. ; 

I think we need another boat for the Pacific costal service, 
and four new boats for the West Indies, which would cost about 
$5,000,000. The subsidies from the Canadian and West Indian 
governments, now being paid to the Royal Mail line, would 
practically pay the capital carrying charges, and in fifteen years 
we could not only pay for the whole cost of operating the 
service, but could get enough money to amortize the total invest- 
ment. The best shipping proposition we have is the West 
Indian one, with four new ships and all we would ask is the 
same subsidies. The boats required would have adequate pas- 
senger accommodation, 


Asked whether there was a preference given by American 
ships to American grain and flour going to Great Britain, and 
if Canadian rates were higher than American, the witness said 
all the lines from American ports were on all fours in the 
matter of rates. With regard to the spread between the grain 
rate and the flour rate, the witness said it was about seven 
cents. It was pointed out that this was a detriment to the 
Canadian farmer, as it affected the supply of bran and shorts. 

With regard to writing down the capital charge of the 
ships, he said that at present it represented an amount which 
was beyond the earning capacity of the merchant marine. “It 
is for Parliament to decide whether they should either write 
down the capital so as to give the merchant marine, under 
present conditions, a reasonable chance, or to transfer it from 
an annual interest-bearing security to some form of preference 
stock on which dividends could be paid if there were profits. I 
would not like to close the door on that if, say, 25 years hence 
something could be earned.” 

Some questions were put and some information furnished 
by a member of the committee who was particularly interested 
in the West Indian trade. He pointed out that from 1921 to 
1923 there was a betterment of over $175,000 in the passenger 
service of the C. G. M. M. ships, and also in the freight service, 
although the net loss in both during the past three years was 
nearly $800,000. The agents of the government ships were also 


the agents of competing American lines. In answer, Sir Henry 
said: 


We have a representative in the West Indies now, who is 
somewhat stealthily investigating all the conditions. He was 
suspicious of the character of service the company was getting 
from its agents. He agreed that the character of the service now 
being given was not such as to fulfill treaty obligations with 


the West Indies, but it was the best they could do with the 
material at hand. 


With regard to the service from coast to coast via Panama, 
Sir Henry said that, although the rates were somewhat higher 
than those from New York, they are now exactly the same, 
having been put on a new basis by a tariff issued within a 
few days. The Canadian ships now have an advantage; as a 
rule, there is a differential charged by American lines from 
Seattle, which would make the rate to New York higher than 
the rate to Montreal. 

The suggestion was made by Sir Henry Drayton that an 
arrangement might be made with the United Fruit Company 
under which a certain amount of the banana traffic might be 
diverted to Canada either by its ships or Canada’s. It was 
suggested that the United Fruit Company would rather do this 
than see Canada go into the service in competition. Sir Henry 
Thornton said he would go into the matter. The officer who 
is getting a view of the whole situation would report before 
any large capital investment was made. At present the traffic 
is divided about two-thirds southbound and one-third north- 
bound. The passenger business is negligible under present con- 
ditions. With regard to the general operation of the fleet, Sir 
Henry Drayton said: “I will say your performance with our 
emergency fleet has been much better than the performance 
of the United States with its emergency fleet.” 

“I thank you for the compliment,” said Sir Henry Thorn- 
ton, “but I do not know that it is a very eloquent one, because 
they certainly made a first-class mess with their fleet. They 
are subject to the same troubles we are, and they had a much 
larger fleet, much more difficult to handle. It was an enormous 
proposition.” 

The estimates of the Canadian government merchant ma- 
rine, $900,000, or about one million less than last year, were 
approved by the committee. The government sold seven of its 
fleet last year, for a total of $721,000. 


BUSINESS AT VANCOUVER 


Shipping at the port of Vancouver is making great prog- 
ress. The statistics for 1923 show over $133,000,000 worth of 
logs, lumber, wheat and general cargo were exported, an in- 
crease in value of over $30,000,000. The port received $224,- 
000,000 worth of freight, an increase of $13,000,000. In 1923 
there were 19,608 vessels entered in and out, with a total net 
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tonnage of 8,427,282 tons, an increase of 2,959 ships and 792,- 
289 tons over 1922. The total number of ocean-going vessels 
last year was 845, with a net tonnage of 2,804,883 tons, an in- 
crease of 128 vessels over 1922. 


TELEGRAPH AND CABLE STATISTICS 


Statistics for the telegraph and cable companies in Canada 
in 1923 show that there were ten companies making returns. 
The gross revenue was $11,417,284 and the operating expenses 
$9,931,845, both totals being slightly larger than last year. The 
total pole line mileage was 53,383, the wire mileage 270,782, the 
employes 7,565 (one thousand less than last year), and the wages 
$6,092,413. The number of offices was 4,930 (of which 36 were 
in the United States), an increase of about 200. The total 
number of land messages was 16,150,106, as compared with 
15,271,410 last year. The amount of money transferred was 
$5,326,352, or about 1,000,000 more than in 1922. Gross revenues 
were increased $398,522 and operating expenses $85,420. Pole 
line mileage increased 287 miles and wire mileage 8,439 miles, 
multiple systems increasing 879 miles. 


CANAL STATISTICS 

Canal statistics for May show that eastbound traffic was 
heavier through both Canadian and American locks of the Sault 
Ste. Marie Canal by 915,052 tons. Westbound shipments of 
coal showed a marked decline, dropping from 2,863,817 tons to 
1,199,482 tons. Wheat was about the same as May of last year. 
In the Welland Canal traffic increased 262,581 tons, or 60 per 
cent. Practically all cargoes increased except bituminous coal, 
sugar and corn. Wheat showed an increase of over 8 million 
bushels. In the month 5,669,100 bushels of wheat moved down 
from Buffalo, of which all but 388,300 was Canadian. Canadian 
vessels carried 4,001,500 bushels of the Canadian wheat, and 
American bottoms 1,279,300 bushels. In the St. Lawrence canals 
there were decreases in coal, petroleum, and corn, but other 
commodities showed increases, which made a total betterment 


of 255,756 tons for the month. Wheat increased 8,906,400 
bushels. 


ELECTRIC LIGHTS AND MARKER LAMPS 


The Board of Railway Commissioners for Canada has issued 
an order directing all railway companies subject to the jurisdic- 
tion of the board to install electric lights in the classification 
and marker lamps on all locomotives in the company’s service 
that have electric light installations. The case was on appli- 
cation of the brotherhoods. The submissions of the railways 
showed that practically all railways in Canada, except the Cana- 
dian Pacific, were using electric lights for classification and, in 
many cases, marker lamps. Mr. Riddell, representing the Rail- 
way Association of Canada, took the ground that the board 
should not order a matter of this kind, as it should be one 
of internal economy of the railway concerned. Mr. Fiintoft, of 
the Canadian Pacific, took the same stand and also questioned 
the jurisdiction of the board to make such an order, on the 
ground that the installation of electrc lamps was not necessary 
for the protection of property, or for the safety of employes. 


NEW YORK CUSTOMS OFFICER 

Vancouver is not satisfied with the government’s action in 
appointing a Canadian customs officer at New York and is 
threatening to bring suit to decide the matter. The govern- 
ment insists that, in order to obtain the duty-free privileges, 
the goods must be carried in British bottoms. The Canadian 
Manufacturers’ Association and other interests in Vancouver 
say this will mean nothing. It is pointed out that Canadian 
goods are permitted to travel over United States territory in 
bond and again enter Canada without paying duty and it is 
claimed that similar privileges should be granted water-borne 
goods, whether carried in British or American bottoms. They 
say the appointment of a Canadian officer at New York under 
the present regulations would be a waste of money. The Brit- 
ish Columbia people are anxious to see Canadian ships get the 
preference, but say they must have free use of the water 
route by all available ships if B. C. is to get the full benefit 
of the Panama Canal. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian National for the week 
ending June 14 were $4,508,917, a decrease of $255,601, as com- 
pared with the corresponding week of 1923. Gross earnings 
since the first of the year were $103,995,611, a decrease of $937,- 
667, compared with the same period last year. Earnings of the 
Canadian Pacific for the week ending June 14 were $3,207,000, 
an increase of $20,000, or 0.6 per cent. 


RAILWAY ACCIDENTS 


In May there were 214 accidents on railways in Canada. 
One passenger, ten employes and 22 others were killed, and 
18 passengers, 152 employes and 44 others were injured. Of 
18 crossing accidents, automobiles were involved in 15, seven 
being killed and 23 injured. 
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REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 14 totaled 
902,710 cars, as compared with 910,707 cars the preceding wee, 
and 1,008,838 and 848,657 cars in the corresponding periods of 
1923 and 1922, respectively, according to the weekly statement 
of the car service division of the American Railway Association, 

As compared with the preceding week, loading of grain and 
grain products, live stock, coal, coke, forest products, and ore 
fell off, while slight increases were reported in the loading of 
merchandise, L. C. L., and miscellaneous freight. 

Loading by districts the week ended June 14 and for the 
corresponding period of 1923 follows: 


Eastern district: Grain and grain products, 7,679 and_ 7,592: 
live stock, 2,973 and 2,833; coal, 39,175 and 54,663; coke, 1,728 and 
4,018; forest products, 6,450 ‘and 7,231; ore, 5,524 and 8,703; 
merchandise, L. 66,450 and 67, 567; miscellaneous, 85,054 and 
99,703; total, 1924, 215,033; 1923, 252, 310; 1922, 190,450. 


Allegheny district: Grain and grain products, 2,566 and 2,043; 
bes: stock, 2,548 and 2,445; coal, 39,847 and 59, 867; coke, 3,660 and 
7,683; forest pees. 3,481 and 3,459; ore, 11, 062 and 16, 132; mer- 
chandise 9/605 and 49, 944; miscellaneous, 71,791 and "85, 234; 
total, todas 184 5607 1923, 226,807; 1922, 166,269. 


Pocahontas district: Grain and grain products, 172 and 223; live 
stock, 142 and 128; coal, 24,895 and 27,763; coke, 173 and 470; forest 
products, 1,504 and 2,004; ore, 122 and 194; merchandise, ke C. iy, 
6,708 and 6, 391; miscellaneous, "4, 519 and 4, 755; total, 1924, 38, 235; 1923, 
41, 928; 1922, 42, ‘561. 


Southern district: Grain and grain products, 3,918 and 3,272; live 
stock, 1,883 and 2,164; coal, 15,573 and 20,487; coke, 762 and 1,295; 
forest products, * “Ald and 22,9 1; ore, 1,362 and 1,777; merchandise, 


i» ©, 38, 38,453; miscellaneous, 43,465 and 41,938; total, 
1924, 196 108; 28" "32, 317; 1922, 127,158. 


Northwestern district: Grain and grain products, 9,769 and 9,520; 
live stock, 8,459 and 8, iy coal, 4,323 and 7,549; coke, 831 and 1,162: 
ae 8 products, ~ > | oy 22, 016; ore, 38,697 and 48, 846; merchandise, 

Cc. L., 30,230 1,675; miscellaneous, 35,913 and 39,664; total, 
i524. 146, 309; 1923, ngs, re 1922, 148,1 

Central Western district: Grain vo grain products, 9,666 and 
age: live stock, 11,231 and 9,711; coal, 10,762 and 12,683; coke, 257 
and 418; forest products, 10,737 and 12, 748; ore, 2,901 and 3,259; 
merchandise, | ee ae ee 684 and 35,012; miscellaneous, 53,931 and 
50,952; total, 1924, 135,169; 1923, 132,909; 1922, 118,894, 

Southwestern district: Grain and grain products, 4,027 and 3,138; 
live stock, 2,413 and 2,510; coal, 3,677 and 3.943; coke 144 and 139: 
products, can and 7, 678; ore, 427 and 424; merchandise, L. C. 

and 476; miscellaneous, 24,313 and 21,717; total, 1924, 
a7 "296: 528. 54, 025: 1922, 55,170. 

Total, all roads: Grain and grain products, 37,797 and 33,914; live 
stock, 29,649 and 27, 901; coal, 138,252 and 186,955; coke, 7,555. and 
15, 185; forest products, 68, 749 and 78,067; ore, 60,095 ‘and 79,335; 
merchandise hE ©. kn, 28 ,627 and 243,518; ‘miscellaneous, 318,986 and 
343,963; total, 1924, 903,710; 1923, 1,008, $38; 1922, 848,657. 


Loading of revenue freight this year compared with the 
two previous years follows: 


92 1923 1922 

Four weeks of January ...... 3,362,136 3,373,965 2,785,119 
Four weeks of February ..... 3,617,432 3,361,599 3,027,886 
Five weeks of March......... 4,607,706 4,581,176 4,088,132 
Four weeks of April.......... 3,499,210 3,764,266 2,863,416 
Five weeks of May........... 4,474,751 4,876,89 3,841,683 
Week ended June 7........... 10,707 1,012,312 836,208 
Week ended June 14.......... 902,710 1,008,838 848,657 

21,374,652 21,979,049 18,291,101 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
June 8-14, inclusive, was 362,961 cars, as compared with 356,723 
cars in the preceding period, while the average daily shortage 
of cars dropped to 45, as compared with 80 cars in the pre 
ceding period, according to the car service division of the 
American Railway Association. 


The surplus was made up as follows: Box, 135,299; ven- 
tilated box, 338; auto and furniture, 17,820; total box, 153,457; 
flat, 4,602; gondola, 81,201; hopper, 87,932; all coal, 169,133; 
coke, 3,142; S. D. stock, 15,554; D. D. stock, 2,853; refrigerator, 
13,225; tank, 110; miscellaneous, 885; total, 362,961. 


The shortage was made up of 28 box and 17 hopper cars. 

Canadian roads reported no shortage and a surplus of 18, 
725 box, 250 flat, 150 gondola, 1,200 S. D. stock, and 1,050 re 
frigerator cars, making a total of 21,375 cars. 


LOCATION OF CARS 


The percentage of home cars on home roads (class 1) 
as of June 1 was 70.8, according to the semi-monthly bulletia 
of the car service division of the American Railway Associa- 
tion. By classes of equipment the percentages were as follows: 
Box, 61.1; refrigerator, 76.1; coal and coke, 77.8; stock, 86.6 
flat, 76.5; others, 96.2. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of June 1 showed the following: East- 
ern district, 97.4, as against 101.8 a year ago; Allegheny dis 
trict, 107.6, as against 98.7 a year ago; Pocahontas district, 
85.7, as against 85.1 a year ago; Southern district, 94.8, a8 
against 100.5 a year ago; Western district, 97.6, as against 
93.1 a year ago; all districts, 98.6, as against 97.1 a year ago. 
Canadian roads, 90.9, as aaginst 93.9 a year ago. 
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Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National R: 
System, published by West Publ Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Order Notify Bill of Lading Held Maritime Contract of Carriage: 

(District Court, W. D., New York.) Where the master of 
a vessel executed an order notify bill of lading presented by 
shipper, who explained that the production of the bill of lading 
would be necessary before the cargo could be released, held, that 
he acted within the scope of his authority, and the agreement 
was binding on the ship as a maritime contract to safely trans- 
port and deliver the cargo, subject to a maritime lien for carry- 
ing charges, and gave both shipper and ship rights and remedies 
in rem.—The Niagara, 297 Fed. Rep. 667. 

Transferee of Bill of Lading May Sue in Rem for Breach of 

Contract of Carriage: 

Under Canadian law as well as that of the United States, the 
unqualified transfer of a bill of lading to order notify vests 
transferee with a right of action in rem against the vessel for 
preach of contract by making delivery to the party to be notified 
without production of the bill of lading, and under Act Cong. 
Aug. 29, 1916, sections 30, 31, 34, 38 (Comp. St. sections 860400, 
8604p, 8604qq, 8604ss), it was immaterial that the bill of lading 
was given to secure a loan, since by indorsement of the bill 
of lading transferee became owner of the goods, and was not 
required to sue in conversion.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Objection to Jurisdiction Waived, Where Not Decided in Limine: 

(Supreme Court of Pennsylvania.) An objection that there 
was an adequate remedy at law is waived by not having objec- 
tion decided in limine, as required by Act June 7, 1907 (P. L. 
440; Pa. St. 1920, sec. 17240-17242). New York & Pennsylvania 
Co. vs. New York Central R. Co. et al., 124 Atl. Rep. 428.) 


Billing Coal at Tipple Weights Not Excused Because Extra Haul 

Required to Railroad Scale: 

That weighing coal on railroad scales would have required 
carrier to make an extra haul, which was impracticable under 
war-time conditions, did not excuse billing of coal without notice 
to consignee at inaccurate tipple weights, and carrier should 
have attempted to reach an agreement with consignee for a 
proper allowance, or made allowance in its best judgment sub- 
ject to adjustment.—Ibid. 


Trial Court’s Finding Sustained by Ample Evidence is Binding: 

Trial court’s finding sustained by ample evidence is binding 
on appellate court.—Ibid. 

Consignee Held Entitled to Recover from Initial Carrier Excess 

Freight Charges Paid Connecting Carrier: 

Consignee was entitled to recover from initial carrier ex- 
cess freight charges paid to Connecting carrier on coal; such 
Overpayment being a natural consequence of initial carrier’s 
act in billing coal at tipple weights and in failing to weigh 
coal on its own scales.—Ibid. 

Doubts Arising from Failure to Weigh Resolves Against Carrier: 

Where it was impossible to estimate weight of coal hauled, 
over carrier’s tracks, and billed by carrier at false weights, 
except by approximation, due to carrier’s failure to weigh, all 
doubts were resolvable against carrier.—Ibid. 

Carrier Entitled to Freight Charges Only on Basis of Minimum 

Carload Weights: 

_ Where carrier wrongfully failed to weigh coal, but billed 
it at tipple weights, thereby overcharging consignee, carrier, in 
view of its tariffs, held entitled to be paid on basis of minimum 
“ner weights only, in absence of evidence of greater weights. 
—Ibid. 

Failure to Weigh Held Not to Make Carrier Liable for Excess 

Charges Against Consignee Made by Shipper: 

That carrier’s failure to weigh coal and its issuance of way- 
bills, ete., based on tipple weights, enabled shipper to make ex- 
cess charges against consignee did not make carrier liable there- 
for; such overcharge constituting a new and independent wrong 
hot within carrier’s contemplation, and carrier being under no 


obligation to weigh in order that accounts for purchase could 
be adjusted.—Ibid. 
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Action Against Partners for Freight Charges on Goods Shipped 
Under Bill of Lading Issued to One Held “Action on Written 
Contract” Within Six-Year Statute: 

(Supreme Court of Washington.) Action for freight charges 
against three partners obtaining goods shipped to one of them 
under bill of lading issued to him, held action on liability grow- 
ing out of written contract within six-year statute (Rem. Comp. 
Stat. sec. 157), and not as to other partners one on implied 
liability within three-year statute (section 159).—Warren vs. 
Rickles, et al., 225 Pac. Rep. 422. 

On Joint Obligation Bar to Action Against Obligors Not Parties: 
Judgment on obligation, which is joint only, is bar to action 

thereon against obligators and not parties to judgment.—Ibid. 

Joint Liability of Partners at Common Law Held Not Charged: 
Joint liability of partners at common law, adopted by Rem. 

Comp. Stat. sec. 143, so far as consistent with federal and state 

Constitutions, law, institutions, etc., has not been changed by 

— decisions, or by section 9967 as to limited partnerships. 

—Ibid. 

Judgment Against One Joint Debtor Bar to Subsequent Action 
Against Others: 

Rule that judgment against one debtor is bar to subsequent 
action against others was not changed by Rem. Comp. Stat. sec. 
236 as authorizing judgment against such debtors sued jointly 
as were served with process, leaving further action against 
others to be later taken under section 436.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Testimony as to Delivery of Goods to Carrier Based on Written 

Reports Held Inadmissible as Hearsay: 

(Court of Civil Appeals of Texas, Fort Worth.) In an action 
for alleged missing parts from shipments of automobile acces- 
sories alleged to have been delivered to defendant carrier by 
F. Company for plaintiff, testimony of F. Company’s stock fore- 
man as to such delivery held inadmissible as hearsay, where 
witness testified he had nothing to do with shipment personally 
and based his knowledge on written reports made.—Chicago, R. 
I. & G. Ry. Co., vs. R. S. Le Sage Motor Co., 261 S. W. Rep 209. 
Testimony of Manager of Transfer Company as to Delivery to 

Defendant Carrier Held Inadmissible as Hearsay, Because 

Based on Records Not in Evidence: 

In an action for alleged missing parts from shipment of 
automobile accessories, testimony of manager of transfer com- 
pany as to delivery to defendant’s receiving clerk held inadmis- 
sible as hearsay, where witness did not receive goods personally 
and his knowledge for most part at least was dependent upon 
records not appearing in evidence.—Ibid. 

Evidence Held Not to Show Delivery to Carrier of Shipment 

Consigned to Plaintiff: 

In action for alleged missing parts in a box which was a 
part of shipment of auto accessories, where bill of lading issued 
pursuant to Vernon’s Sayles Ann. Civ. St. 1914 or Complete Tex. 
St. 1920, art. 715, did not correspond with list of missing parts 
as set forth in plaintiff’s exhibit nor with list set forth in invoice, 
evidence held insufficient to show that box was delivered to 
defendant.—Ibid. 

Statutes Enforced in Federal Courts: 

(District Court, E. D. Louisiana, New Orleans Division.) Un- 
der Rev. St. sec. 721 (Comp. St. sec. 1538), state statutes of 
limitation are enforced in federal courts.—Hartness vs. Iberia & 
V. R. Co., 297 Fed. 622. 

Congress Has Regulated Whole Field of Carriers in Their Re- 
lation to Interstate Commerce: 

Congress has endeavored to control the whole field of inter- 
state commerce and to regulate the relations between shippers 
and carrers, so as to secure uniformity throughout the country, 
and the Interstate Commerce Act (Comp. St. sec. 8563 et seq.) 
must so be construed.—Ibid. 

Reasonable Limitation of Actions Adopted by Carrier Enforced 

Against State Statutes: 

Under the Interstate Commerce Act (Comp. St. sec. 8563 et 
seq.), where carrier adopts a reasonable limitation of actions, 
it will be enforced as against state statutes allowing longer 
periods for filing suit.—Ibid. 

Regulations and Rates Filed With Interstate Commerce Com- 
mission Part of All Bills of Lading: 

The rules, regulations, and rates filed by carriers with the 
Interstate Commerce Commission enter into and form part of all 
contracts of shipment, whether shipper has notice of them or 
not.— Ibid. ; 
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Freight Station No. 5, 
ERIE RAILROAD, 


located at the intersection 
of Webster avenue, Ash- 
land avenue and the North 
Branch Chicago River. 
Adequate freight house 
and team track facilities 
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carload freight, inbound 
and outbound. 
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Freight Station No. 4, 
ERIE RAILROAD, 


located at the intersection 
of Erie street, Kingsbury 
street and the North 
Branch Chicago River. 
Freight house and team 
track facilities for carload 
and less carload freight, 
inbound and outbound. 
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ERIE RAILROAD 


CAR FLOAT SERVICE 
CHICAGO RIVER. 
FREIGHT HOUSE 
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FACILITIES, 
CHICAGO, ILL. 
























Freight house and team 
tracks, 

ERIE RAILROAD, 
at 14th and Clark streets. 
Most convenient to the 
Loop district. 
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TO OR FROM ALL OF THESE 
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Tug and car float, 


ERIE RAILROAD, 
leaving its 18th _ street 
float bridge. Each float 
has a capacity of eight 
loaded cars. 
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Transportation Act Has Effect of Statute of Limitations, State 

Laws to Contrary Notwithstanding: 

Transportation Act, sec. 438 (Comp. St. Ann. Supp. 1923, sec. 
8604a), making it unlawful for a common carrier to provide 
a shorter period for giving notice of claims than 90 days, for 
filing claims than 4 months, and for institution of suits than 
two years, the period for institution of suits to be computed from 
the day carrier gives notice that claim has been disallowed, 
govern the relationship between shipper and carrier with regard 
to suits for damages on shipments of freight to the exclusion 
of all state laws, and to that end this section has the effect 
of a statute of limitations, and state laws to the contrary do 
not apply, under Rev. St. sec. 721 (Comp. St. sec. 1538)—Ibid. 
Carrier May Grant Longer Periods, But Not Shorter Periods, 

for Filing Claims or Instituting Suits than Minimum Pro- 

vided by Law: 

A carrier is at liberty to grant longer periods for the filing 
of claims or the institution of suits than the minimum provided 
by Transportation Act, sec. 438 (Comp. St. Ann. Supp. 1923, sec. 
8604a); but, when a bill of lading attempts to shorten the time, 
the law must be considered as written into it, and must govern. 
—lIbid. 

CARRIAGE OF LIVE STOCK 
Ordinary Care Necessary in Doing Duty Undertaken or Im- 
posed by Statute: 

(Supreme Court of New Hampshire, Hillsborough.) ~ It is 
common carrier’s duty to use ordinary care in doing what he 
undertakes to do and what federal statutes make it his duty to 
do.—Terrill vs. Payne, agent, 124 Atlantic Reporter 462. 
Carriers May Stable Stock Off Right of Way, and Have Same 

Lien for Care As Though Resting Them on Right of Way: 

In view of U. S. Comp. St. sec. 8651, 8652, making it carrier’s 
duty to unload live stock, confined in car for 28 hours, into 
properly equipped pens for feed, watered, and rest, carrier may 
take stock to stable off right of way, and have same lien for 
care as if caring for them on his right of way.—Ibid. 

Attention Must Be Specifically Called to Question Raised by 

Exception: 

Where carrier contended he would not have same lien for 
horses in livery stable as if resting them on right of way, and in 
excepting to charge that, if it was reasonable and proper thing 
to do, carrier could take horses to livery stable, there to be 
fed, watered, and rested, and have lien for expenses, he did not 
call court’s attention specifically to his intent to question extent 
of lien, he takes nothing by exception.—Ibid. 

Refusal of Instruction, Not Adequate Statement for Carrier’s 

Duty, Held Without Error: 

As it was carrier’s duty, under U. S. Comp. St. sec. 8651, 
8652, to use ordinary care to provide properly equipped pens 
to hold horses while resting, there was no error in refusing 
its instruction that its only duty was to handle and care for them 
in removing from car, feeding, watering, and resting, with due 
care, skill and diligence.—lIbid. 

When Refusal of Instruction Sustained, in Absence of Transfer 
of Evidence: 

Where evidence is not transferred, exception to refusal of 
instruction must fail, if court could refuse it under any possible 
circumstance.—Ibid. 


HUDSON MULE REPARATION 


The Trafic World Washington Bureau 

The Railroad Administration has been advised that Judge 
Sibley, in the federal court for the northern district, eastern 
division, of Georgia, has sustained its demurrer to the suit 
filed in common law cause No. 668, Hudson Mule Company 
et al. vs. Louisville & Nashville et al. At the time this was 
written the Railroad Administration was not advised as to 
the opinion of the judge in sustaining the demurrer, although 
it had been informed that a long opinion had been given. 

Suit was begun by the shippers who brought the cases 
collectively now known as the Hudson Mule case, for the col- 
lection of the sums the Commission found due them, from the 
Director-General and the corporate carriers. The Commission 
awarded reparation in I. and S. No. 1563, with which the Hudson 
Mule and related cases were heard, the report on the sus- 
pension case, original hearing, and Hudson Mule and related 
cases on further hearing, being in 74 I. C. C. 419. The original 
report in the mule case was in 63 I. C. C. 6. 

In the last report on the matter the Commission said the 
rates under attack were not unreasonable in themselves nor 
unduly high, but were unreasonable to the extent they exceeded 
the aggregate of intermediates. The Railroad Administration 
and the corporate carriers filed both answers and demurrers 
to the common law declaration filed in behalf of the shippers 
who had received awards, Georgia practice permitting the filing 
of demurrers and answers at the same time. John F. Finerty 
argued the demurrer for the Director-General a short time ago. 
The broad ground upon which the Director-General attacked 
the suit of the shippers was that the award of reparation was 
illegal because beyond the power of the Commission. An addi- 
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tional point was that the Director-General was not subject to 
the fourth section of the interstate commerce law, his duty 
in the matter of rates being defined by section 10 of the federa] 
control law. 

The question of the applicability of the fourth section to 
the Director-General, presented to the court in this case, was 
not without trammel. For that reason the advice that the 
judge had sustained the demurrer was not taken as indicating 
that the judge had based his action upon that feature of the 
case. The departures from the fourth section were protected 
by appropriate applications for relief, hence it would have been 
possible for the judge to have disposed of the demurrer with- 
out giving any attention to the allegation that the fourth sec. 
tion did not apply to the Director-General. 

Director-General Davis hopes to get the question of the 
applicability of the fourth section to him before the Supreme 
Court of the United States, hence he hopes this case will be 
taken up. He tried to get the question before that tribunal 
in the Parrington case, going so far as to ask for. further argu- 
ment on that case because the court had not passed upon the 
question. He admitted the point was not pressed in the lower 
court, but said the reason for the failure to raise and press the 
point in the lower court was due to the fact that he had to 
depend upon local counsel in many cases and inasmuch as 
local counsel frequently were counsel for railroads and the 
interest of the latter in the question not pointed, the matter 
had been overlooked. But he said, the question had been pre- 
sented in the higher court and was a matter of great interest 
to the Director-General and shippers which would have to be 
disposed of in a roundabout way and as a result of much litiga- 
tion in other cases, if not dealt with in this one. But the 
court refused to go into the cases disposed of in its decision 


of April 7, when it passed upon the Parrington and Portland 
Seed cases. 


WAREHOUSE WINS CASE 


The Supreme Court of Colorado has decided in favor of the 
Weicker Transfer & Storage Company, of Denver, in its appli- 
cation to build a warehouse at East Colfax Avenue and Vine 
Street. The company had applied to the council of Denver, 
been refused, and taken the case to the circuit court, which 
decided that evidence presented was contradictory and sustained 
the refusal of the council as proper exercise of discretion. It 
was contended that the district was restricted as to the kind 
of building that might be built and that a warehouse would mean 
additional noise, would not conform in size and height to sur- 
rounding buildings, and would attract rodents and pests. The 
supreme court decided that there would be no more noise that 
came from other business activities in the district, that to 
restrict height and size an ordinance would have to be passed. 
and that the rodents attracted to a furniture and silver ware- 
house would be negligible. The court said further that it 
thought the case was one of abuse of discretion on the part of 
the council. 


TO RETAIN EXCESS EARNINGS 


In a supplemental report, the Commission has authorized the 
Prescott & Northwestern Railroad Company, which was au- 
thorized under date of February 7, 1924, to construct an exten- 
sion of its line from a point near Prescott, Ark., in an easterly 
and southerly direction, a distance of approximately 26 miles, 
to retain excess earnings for a period of five years from date 
of completion of the extension and beginning of operation of 
the extension. The order also extended the time for beginning 
construction of the extension from July 1, 1924, to January 1, 
1925. In the original report permission to retain excess earn- 
ings was denied. 

The applicant represented to the Commission that should 
production of an oil field in Nevada county, Ark., to be served 
by the extension, prove of short duration, it wou!d have its 
investment with no hope of obtaining a reasonable revenue until 
the country traversed by the line should develop sufficiently 
to produce such revenue and that for this reason, unless it was 
permitted to retain the excess earnings anticipated from the 
transportation of oil and the tonnage incident thereto, the risk 
would be too great to justify the expenditure contemplated 
in the construction of the line. 

The permission to retain the excess earnings was made sub- 
ject to the condition that the extension be completed on or 
before July 1, 1925, and also that excess earnings were not to 
be retained after July 1, 1930. 


REPARATION AWARDED 


The Commission, on further hearing and reargument, has 
modified its finding in No. 11040, Boston Wool Trade Associa- 
tion vs. Director-General et al., and 10427, Quincy Market, etc. 
vs. Director-General et al., to the extent of awarding reparation 
on coal from Mystic Wharf to East Cambridge, Mass., on salt 
between West Cambridge and East Cambridge and on shipments 
of miscellaneous commodities to the Kelso warehouse on thé 
Union Freight Railroad. 
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MERCHANT MARINE NEEDS 


The Trafic World Washington Bureau 


A spokesman for President Coolidge said at the White 
House that neither of the two special committees appointed by 
the President several months ago to formulate recommendations 
looking to the development of the American merchant marine 
had submitted any reports to the President but that it was 
understood that the committee dealing with the subject of 
merchant marine needs was soon to consider a preliminary re- 
port drafted by a subcommittee appointed by the main com- 
mittee. The other committee, headed by Secretary Hoover, of 
the Department of Commerce, is studying coordination of rail 
and water facilities, one of the subjects under consideration 
in that connection being application of section 28 of the mer- 
chant marine act. Chairman O’Connor, of the Shipping Board, is 
head of the committee on merchant marine needs. 

The subcommittee of the committee on merchant marine 
needs has prepared a report recommending disposal of approx- 
imately 2,500,000 tons of government merchant ships that he 
peen classed as not desirable for use in the government’s active 
fleet. There are approximately 300 ships representing the 2,500,- 
000 tons. It is understood that the subcommittee report recom- 
mends that ships in that class be offered for sale first to 
Americans for operation; that, if they are not disposed of that 
way, offers from foreigners who would agree not to use them 
in competition with American ships be considered, and, finally, 
if they are not disposed of, to sell them to Americans for scrap- 
ping purposes in the United States. 

This_report also recommends, as stated heretofore by Com- 
missioner Plummer, the construction of two passenger ships 
for use in the north Atlantic passenger service of the United 
States Lines. It is estimated that these ships would cost ap- 
proximately $15,000,000 each. Congress would have to authorize 
the construction of the ships. The subcommittee also believes, 
but does not formally recommend such construction, that the 
government fleet needs five combination cargo-passenger ships. 


Section 28 May Be Applied 


Definite recommendations with respect to section 28 of 
the merchant marine act are expected from Secretary Hoover’s 
committee. The thought in Shipping Board circles at this time 
is that the board may apply the section, at least partially, about 
the first of next year. It is understood that shippers are being 
advised of this intention with the view that the board will 
have their cooperation in what may be done at that time. 
Classes of traffic of which 51 per cent or more are moying in 
American flag ships may be excepted in the certification that 
may be made by the board about the first of the year that 
shipping facilities under the American flag are adequate to 
permit such application of the section. For example, if 51 per 
cent or more of flour or steel exports are moving in American 
ships, those commodities may be excepted on the theory that, 
if American flag ships are getting a majority of the tonnage 
shipped, the exporters of such commodities may resort to the 
use of foreign tonnage when necessary and that, as to such 
commodities, the Shipping Board has acomplished the end in 
view of getting for American ships 51 per cent or more of the 
cargoes. It is understood that Secretary Hoover’s committee 
favors such an application of section 28 and that there is sen- 
timent in the Shipping Board for such dispositions of the matter. 
It is also believed that the beginning of the year will be a more 
favorable time to apply section 28 than in the middle of the 
year when traffic in certain lines is unusually heavy. 


OCEAN RATES DECLINE FURTHER 


The Trafic World New York Bureau 

Additional weakness in tramp steamer rates marked the 
charter market last week. Two or. three ships seemed to be 
available for every full cargo, with the result that shippers 
were able to dictate rates, to a large extent. Despite the de- 
pression now prevalent, however, there was an undertone of 
optimism among many shipowners, who held that the present 
slump was largely seasonal and that considerably better condi- 
tions would be noted this fall. 

A fixture in Montreal gave a good illustration of the exist- 
ing situation. A berth steamer from that port to Copenhagen 
booked two loads of grain at 10 cents a 100 pounds and billed 
a defaulting shipper for the difference between that rate and 
23 cents, at which he had booked the business recently. Liner 
rates from Atlantic ports showed a similar decline from 21 to 
16 cents to Copenhagen, 17 cents to 10 cents to the French 
Atlantic, 20 to 18 cents to Helsingfors, 8 to 7 cents to Bremen, 
and 9 to 8 cents to Antwerp. In view of the extremely low 
rates quoted by liners, tramp ships have virtually been forced 
out of the full cargo market for the present. A British steamer 
was fixed from Montreal to West Italy at 16 cents a 100 for 
July loading. 


The coal trade was extremely dull. An Italian steamer was 
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fixed from Hampton Roads to West Italy at $3 a ton. A 
British steamer was placed from Hampton Roads to Rio at 
$3.30 a ton for June loading, and another at $3.25 for July load- 
ing. Little new business was in sight. Movement of coal from 
Hampton Roads and Philadelphia to Canada was fairly active. 

In the sugar trade small orders were offered freely from 
San Domingo and Cuba to the United Kingdom and Continent 
for July loading, but the volume was not large enough to prove 
attractive to shipowners. Rates were weak, ranging from 22 
shillings a ton from Cuba to the United Kingdom to 24 shillings, 
six pence from San Domingo. 

The West Indies time charter market was fairly active, 
chiefly renewals. Numerous steamers were available at 90 
cents to $1.00 a ton. © 

Reports from the Pacific Coast were more encouraging. 
For the first time in weeks there was a firm inquiry for lum- 
ber to the Orient. Rates of $8.50 to Japan and $9 to $9.50 to 
China were indicated. 

The Pacific Westbound Conference extended its reduced 
tariff on lumber from August 1 to September 1, continuing the 
rates of $9 and $10 to Japan and 50 cents additional to other 
ports. The committee empowered to sanction lower quotations 
by members lines made very few exceptions to the tariff, and 
it was reported that bookings at tariff rates were now available. 

The Brazil Conference, meeting in New York, decided to 
place an extra charge of $2 a ton on all shipments to Santos 
until the congestion there improves. 

Following the action of the United Kingdom and Continental 
Conferences in throwing open the flour rates from the North 
Atlantic, rates to Amsterdam and Antwerp were reduced from 
21 to 18 cents a 100; to Bremen from 22 to 18; to Danzig from 
28 to 26; to Hamburg from 17 to 16; to Helsingfors from 30 
to 25; and to Rotterdam from 21 to 18. 

Sugar from the North Atlantic to Rotterdam was reduced 
from 25 to 18; to Spanish Atlantic and Spanish Mediterranean 
from $7.00 a ton to $6.50. 

Several changes were made in lubricating oil: from the 
North Atlantic to French Atlantic, 2744 to 23 cents a 100 to 
Lisbon, 40 to 35 cents a cubic foot;; Montevideo, from $7 to $6 
a ton. 

The Ward Line, following successful experimental trips, has 
decided to give Philadelphia a permanent service to Cuban and 
Mexican ports once a month, with more frequent sailings if 
business warrants. The regular service will be to Havana, 
Vera Cruz and Tampico. 

Information received here states that steamship lines oper- 
ated from Vancouver have decided to ask the Intercoastal Con- 
ference for a differential in rates on parcels of lumber under 
100,000 feet on shipments to New York and other Atlantic 
ports, due to the xtra work involved in handling small lots. 

A new move to decrease the differential held by New York 
in freight rates to Europe, as compared with the tariffs from 
the South Atlantic and Gulf, is being prepared by shippers 
and commercial interests: of that section. It is understood 
that if the lines themselves are unable to agree on a readjust- 
ment, the shippers will file a complaint with the Shipping 
Board under Section 16 of the shipping act of 1916, which 
forbids discrimination between ports. One of the arguments 
now advanced by the southern shippers is that at least a 
parity of rates should be allowed from Gulf ports because 
of the longer time required for shipments. North Atlantic 
ports now have a differential of 15 cents a 100 pounds under 
the Gulf and 7% cents under the South Atlantic, on shipments 
to the United Kingdom and Continent. 


Transshipment rates on all commodities from the North 
Atlantic to Hawaiian ports via San Francisco have been placed 
on a parity with direct service rates. The Intercoastal Con- 
ference and the Matson Line agreed to absorb the transfer 
charges at San Francisco. 


LOANS FOR NEW SHIPS 


The Trafic World Washington Bureau 

Although the Shipping Board adopted a resolution last 
March authorizing a loan of approximately $2,660,000 to the 
Cherokee-Seminole Steamship Company, a subsidiary of the 
Clyde Steamship Company, representing 66% per cent of the 
cost of two combination cargo passenger vessels, no informa- 
tion as to such action came from the board until this week 
when the fact that the loan had been authorized leaked out in 
New York and inquiry was made at the board with respect to 
the matter. 

No part of the loan has been advanced to the company, 
however, board officials said, because the terms under which it 
was made provide that the borrowing company must have an 
equity in the vessels before any part of the money is paid. The 
vessels are in the course of construction at the Newport News 
Shipbuilding & Dry Dock Company. The loan will be made 


from the construction loan fund created by the merchant marine 
act of 1920. 
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It also developed that the board had passed a resolution 
authorizing a loan of $1,500,000 to the New York & Porto Rico 
Steamship Company to be applied on the construction of a 
large combination cargo-passenger ship. The vessel will be 
used in the Porto Rican service. This vessel has not yet been 
started. 

Attention of board officials was called to the manner in 
which the Interstate Commerce Commission handled loans to 
railroads from the $300,000,000 revolving fund. Applications 
for loans by railroads were made public by the Commission at 
the time they were filed and the final decisions of the Commis- 
sion approving or disapproving the applications were made pub- 
lic. The Shipping Board has never devised a system for mak- 
ing public information of the character involved and when ac- 
tion has been taken by the board the public learns of it either 
if a member of the board happens to say something about it or 
the information leaks out in New York or some other shipping 
center and confirmation thereof is then obtained from the 
board. 

When the matter was called to the attention of board offi- 
cials this week they indicated that something would be done 
toward making public resolutions authorizing loans from the 
construction loan fund., With the amendment of the merchant 
marine act with respect to conversion of ships into motor ships, 
it is expected that a number of applications for loans will be 
passed on by the board. 

As a result of protests because the Shipping Board had not 
made pubilc resolutions authorizing loans for the construction 
of new ships under the provisions of the merchant marine act 
of 1920, Chairman O’Connor, of the Shipping Board, June 26, is- 
sued a statement giving the loans made to date which exceeded 
a total of $5,000,000. In addition to the loans made to the 
Cherokee-Seminole Steamship Company and to the New York 
& Porto Rico Steamship Company, the latter loan having been 
for the Coano Steamship Corporation, a subsidiary of the New 
York & Porto Rico Company, the chairman announced that a 
loan of $1,000,000 to the Robert E. Lee Steamship Corporation, 
a subsidiary of the Old Dominion, had been authorized for ap- 
plication on the cost of a combination cargo-passenger vessel. 
He also announced that a loan of $400,000 had been made to 
the Minnesota Transit Company of Duluth for application on 
the cost of two light-draft vessels for operation between Du- 
luth and New York in the summer months and between New 
York and the West Indies and South America in the winter 
months. The fact that this loan had been made was developed 
some time ago and the ships are now in operation. 

Under the law the board may authorize loans equal to 66% 
per cent of the cost of a vessel and the rate of interest ranges 
from a minimum of 4% per cent if the vessel is used in foreign 
trade to 5% per cent if the vessel is used in the coastwis* 
trade. 


CONSIDERS TUG OWNERS’ PLEA 


President Palmer, of the Fleet Corporation, conferred June 
26 with a delegation of representatives of New York tug boat 
owners who have been protesting against the use of Shipping 
Board tugs in New York harbor and urging that the work done 
by the Shipping Board tugs be turned over to them. 

Those in the delegation were F. B. Dalzell, of the Dalzell 
Towing Company; Fred A. Russell, of the New York Towboat 
Exchange; E. H. Duff, representing the Mesech Towing & Trans- 
portation Company; E, M. Timmins, of the Mutual Towing Com- 
pany, Inc.; E. E. Barrett, of E. E. Barrett & Company; C. A. 
Mason, of the New York Towboat Exchange, and J. H. Moran, 
of the Moran Towing & Transportation Company. 

The private tug owners filed a protest some time ago against 
the use of the Shipping Board tugs in competition with privately 
owned tugs, their position having been that with private tug 
owners equipped to give adequate service in the harbor the gov- 
ernment tugs should not be used. President Palmer at that 
time said the government tugs were used only in connection 
with operation of government vessels and that he did not be- 
lieve the work could be done more economically by the private 
tugs. He later decided, however, to give the tug owners a 
hearing for the purpose of discussing all sides of the question. 
One of the points made by President Palmer was that with the 
government tugs the Shipping Board vessels were assured of 
service when it was needed. 


BASIS FOR SETTLEMENT 


Robert W. Bonynge and Dr. Karl von Lewinski, as nego- 
tiators for the German-American Mixed Claims Commission, 
have agreed on the principles which are to form the basis 
for the settlement of claims amounting to about $100,000,000 
filed by American underwriters. The basis will have to be 
approved by the commission before it can become effective. 

The claims cover both cargo and ships. The underwriters 
have paid the claims and have presented claims for reimburse- 
ment to the commission appointed by Germany and the United 
States for the settlement of claims of that kind. The report 
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of the two negotiators is in the nature of a proposed report 
submitted by examiners of the Interstate Commerce Conm- 
mission or masters in chancery appointed by equity courts. 
Among large claims embraced within the category of claims 
that -will be disposed of if the recommendations of the nego- 
tiators are adopted are claims the underwriters have submitted 
on account of what they have paid to Swift & Company, the 


Singer Manufacturing Company and the United States Veterans’ 
Bureau. 


WATER-BORNE FOREIGN COMMERCE 


In the ten months ended with April, 32.37 per cent of the 
imports by value, of the water-borne foreign commerce of the 
United States, were carried in American flag ships, while 39.30 
per cent of the exports, by value, were carried in American 
ships, according to the monthly summary of foreign commerce 
of the United States issued by the Bureau of Foreign and 
Domestic Commerce of the Department of Commerce. The de- 
tailed figures for April, 1924 and 1928, and the ten months, 
1924 and 1923, follow: 


April 
2 1924 
Groups Dollars Per cent Dollars Per cent 
Water-borne foreign 
commerce— 
Imports: 

In American vessels.... 84,316,373 26.45 87,366,577 30.68 
In foreign vessels...... 234,475,105 73.55 





197,219,859 69.32 


Total (except in land 
vehicles, and par- 


SBls DOSE) cc 6 i0<) 0% 318,791,478 100.00 284,526,436 100.00 


Exports: 
In American vessels.... 100,588,202 37.46 118,656,651 40.07 
In foreign vessels...... 167,931,358 62.54 





177,520,366 59.93 





Total (except in land 





Lo ee 268,519,560 100.00 296,177,017 100.00 
Tonnage of vessels— 
Entered: 
eo renee 1,935,919 41.39 2,317,609 45.38 
MME «Sees ha oie caters ctsers 2,740,451 58.61 2,789,677 54.62 
Total entered ........ 4,676,370 100.00 5,107,286 100.00 
Cleared: 
UINTD,. |v. 50:0:0.0 © a gieuares 2,041,918 41.85 2,469,612 46.53 
SPRINT? a. 5. ws. c 0 weit o.0 2,837,763 58.15 2,838,614 53.47 





Total cleared ...\.... 4,879,681 100.00 5,308,226 "100.00 


Ten months ending April 
3 924 


92 Bb 
Groups Dollars Per cent Dollars Per cent 
Water-borne foreign 
commerce— 
Imports: : 
In American vessels.... 856,343,363 32.05 832,966,684 32.37 
In foreign vessels...... 1,815,126,160 67.95, -1,739,977,890 67.63 





Total (except in land 
vehicles, and ar- 


GOS (POSEY  .cis. Kids 2,671,469,453 100.00 2,572,944,574 100.00 
Exports: 

In American vessels... .1,082,075,334 38.42 1,241,177,263 39,30 

In foreign vessels...... 1,734,760,139 61.58 1,917,063,713 60.70 





Total (except in land 


WEMAGUOND 5 6 i.000 00-6 0.3 2,816,835,473 100.00 3,158,240,976 100.00 
Tonnage of vessels— 
Entered: 
MGTROUM:. “sins 6:0:6.b5s 0 we gue 25,540,071 46.51 23,057,861 42.08 
PUREE | fanv 6, orbse afe,a aiasesaas 29,375,353 53.49 31,735,093 57.92 








Total ‘efitered ....... 54,915,424 100.00 54,792,954 100.00 


Cleared: 
EEE OPE ee 25,355,001 46.56 23,577,969 42.58 
EE, 93.5) 6) «.01p:0 Hs 0, «lame 29,111,396 53.44 31,782,800 57.42 





Total cleared «..:.... 54,466,397 100.00 55,360,769 "100.00 


MERCHANT MARINE PLANK 


The National Merchant Marine Association, in a bulletin 
to members, said the Democratic party at its convention in 
New York would have an opportunity to adopt “something 
more than a rubber-stamp merchant marine policy.” It asked 
whether the Democrats would take advantage of that chance 
or merely waste words on declaring that “we must have ade- 
quate American shipping, denounce the Republican handling 
of the marine problem, and wind up without pledging any 
specific steps to aid the situation?” Referring to the pro- 
posed plank drafted by Commissioner Thompson, of the Ship- 
ping Board, the association said it was understood that the 
plank contained no definite pledge of new legislation to aid 
the merchant marine, “an omission which was conspicuous 
in the Republican platform.” 


REDUCTION IN RATE TO HAWAIIAN ISLANDS 

The American-Hawaiian Steamship Company announces that, 
effective June 21, 1924, the transfer charge, as well as the state 
toll tax, on traffic moving in connection with its service through 
the ports of Los Angeles and San Francisco for the Hawaiian 
Islands will be absorbed by it. This means a reduction in the 
through rate of 6% per cwt., applying to all traffic except heavy 
lift or extra length pieces. 
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CONSOLIDATION OF SERVICES 


The Trafic World Washington Bureau 


President Palmer of the Fleet Corporation has announced 
the rearrangement of the services from Gulf ports as the result 
of the consolidation plan approved by the Shipping Board. 
There will be 100 ships employed in the different services, the 
exact assignment of the number of ships to each service to 
be determined at a conference with the operators involved. 


The assignment of the different trade routes was made as 
follows: 


1. From New Orleans and Texas ports to all United Kingdom 
ports—combination of Trosdal, Plant & Lafonta and S. Sgitcovich & 
Company. 

2. From all Gulf ports to Mediterranean ports—combination of 
Trosdal, Plant & Lafonta and S. Sgitcovich & Company. ; 

3. Mobile and Gulf ports east of New Orleans to United Kingdom 
and Bordeaux-Hamburg-Continental range—Watreman Steamship 
Corporation. 

New Orleans and Texas ports to Holland and Germany— 
Lykes Bros. 

5. New Orleans to France and Belgium—Mississippi Shipping 
Company. ‘ ; 

6. Texas ports to France and Belgium—Daniel Ripley & Co., Inc. 

7. Entire Gulf to Portugal, Spain and North Africa, east of 
Bizerta—Tampa Inter Ocean Steamship Company. 

8. ulf ports, excluding New Orleans, to East Coast South 
America—Munson Steamship Line. 

. Gulf ports, excluding Mobile, to East Coast South America— 
Mississippi Shipping Company. 

10. Entire Gulf to Far East—Tampa Inter Ocean Steamship 
Company. 


Trade names will be selected for each of the services. 

Consolidation of the services between New York and Med- 
iterranean ports was considered at a conference held June 24 
by President Palmer with representatives of A. H. Bull & Co., 
Export Steamship Corporation and the Mallory Steamship 
Company, the board’s operators in those services. 


ASSAILS MERCHANT MARINE POLICY 


Representative Davis, Democrat, of Tennessee, a member 
of the House committee on merchant marine and fisheries, and 
a member of the special committee investigating the Sh™ping 
Board, attacked Republican merchant marine policies in exten- 
sion of remarks in the appendix to the Congressional Record. 

“Only under the propitious policies of Democratic rule has 
an American merchant marine ever flourished,” said he. “It 
was under Democratic administration that American shipping 
passed through its golden era and the white-winged argosies 
flying the American: flag sailed the seven seas without the 
aid of subsidies or other artificial stimulants.” 

Mr. Davis declared that, under the blighting effects of high 
protective tariffs and other Republican policies, after fifty years 
of nearly continuous Republican rule “our former eminence 
on the sea had dwindled until more than 90 per cent of our 
own imports and exports were carried under alien flags.” As 
soon as the Democratic party came into power in 1913, he said, 
it began constructive and effective efforts to restore the Amer- 
ican flag to the seas. e also referred to the building of the 
war-time merchant fleet, and said that, at the close of the war, 
American flag ships were carrying over 50 per cent of the ex- 
ports and imports of the country. He said the Shipping Board 
business had to its credit over $400,000,000 net profit from the 
operation of its vessels when the Republican administration 
came into power. Continuing, he said: 


Then followed a saturnalia of extravagance, inefficiency, and 
favoritism, and a deliberate program to disparage and discredit 
Shipping Boad vessels and trade routes so as to get the govern- 
ment out of shipping at once and at whatever sacrifice at the 
behest of private shipping interests, both foreign and domestic. 
In order to favor the same interests the Republican administra- 
tion strenuously endeavored to put through the infamous Lasker 
ship subsidy bill, but it was so obnoxious that even an over- 
whelmingly Republican Congress did not dare enact it into law, 
and the recent Republican platform did not mention it. 

In a tremendous effort to effect the passage of this vicious 
bill the proper functions of the Shipping Board and Emergency 
Fleet Corporation were wholly neglected, and public funds ap- 
Propriated by Congress for the merchant marine were illegally 
diverted and prostituted to a nation-wide propaganda for a 
subsidy to a few favored interests. This was pursuant to a deli- 
berate scheme to turn the cream of the government-owned fleet over 
to a shipping monopoly at a song and permit them to wax rich 
at public expense, and to scrap the remainder of the fleet to avoid 
a possibility of them coming in competition with a few hand- 
Picked favorites. In order to justify such a course in the 
Public mind Chairman Lasker and his cohorts carried on a tre- 
mendous campaign of disparagement of the ships and of Shipping 
Board operation, insisting that the government-owned ships 
could never succeed, and that American-flag ships could not 
Successfully operate without large bounties from the public 
treasury. This was accompanied by a rapid additional lay up of 
vessels and consequent destruction of our valuable trade routes, 
notwithstanding the fact that they were operating to full ca- 
pacity carrying American products to foreign ports. 

On January 1, 1920, 1,525 Shipping Board vessels of a total 
deadweight tonnage of 8,681,791 were in actual commercial opera- 
tion. Notwithstanding the world-wide slump in commerce re- 
sulting in the worst shipping depression and the largest lay up 
of ships in history, yet when the Republican administration went 
into power March 4, 1921, there were still in active operation 
981 Shipping Board vessels of 7,235,536 deadweight tons; it will 
be noted that there was a comparatively small reduction in ton- 
nage, most of the ships laid up being of the smaller type. The 
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ships have been steadily laid up until there are now in operation 
only about 364 Shipping Board vessels, and repeated and per- 
sistent efforts are being made by the president of the Emergency 
Fleet Corporation and other officials to effect still further drastic 
reductions, In fact, had it not been for the strenuous objection 
of members of Congress and of certain partriotic members of the 


Shipping Board, our government — marine would doubt- 
less have been wholly destroyed by this. 


BRITISH SHIPBUILDING OUTLOOK 


The British shipbuilding situation is little better than it 
was a year ago, in spite of the increase of orders which ap- 
peared during the autmn and winter, according to advices to 
the Department of Commerce from Commercial Attache Tower, 
London. Tonnage actively under construction is some five per 
cent larger, but the extent to which tonnage launched during 
the March quarter exceeded tonnage commenced indicates that 
comparatively soon the number of idle ships will increase again, 
unless ship operators show more interest in buying new ves- 
sels. Such reports as are available indicate that launchings 
continue to exceed keels laid down. 

The Clyde has benefited more than any other of the prin- 
cipal shipbiulding centers, in such slight improvement as has 
taken place largely as a result of the placing of contracts 
under guarantees from the trade facilities act. There are 
almost thirty more keels laid than was the case a year ago, a 
good share of them being for motor ships. On the Tyne and 
at Belfast there are actually fewer keels in the yards today 
than was the case at the end of March, 1923. Belfast is re- 
ported as having only 8 ships out of 26 now occupied with the 
condition of shipyard unemployment steadily growing worse. 
On the northeast coast outside the Tyne district the situation 
varies from place to place, but even in Sunderland, where 
there are eleven more keels than last year, the outlook is de- 
scribed as discouraging; these contracts are being completed, 
while there are few orders being booked to fill the ways which 
will soon be vacant. Barrow, on the other hand, finds the 
outlook is much improved, as the result of recent placing of 
new contracts for the Admiralty. The share:of work of this 
character received by Clyde and Tyne yards helps the situa- 
tion somewhat, but not enough to offset the scarcity of new 
contracts for merchant vessels, on which most of the yards 
must depend exclusively: 

Although idle tonnage on the first of April was smaller 
by some 410,000 net tons than at any other time since the 
slump in 1921, it is pointed out that the stimulus to freight 
markets resulting from the Japanese earthquake has largely 
worn off, that a shrinkage of coal exports is evident as a result 
of resumption of mining activities in the Ruhr, and the opinion 
is growing in shipping circles that before the end of the sum- 
mer British shipping will run into a period of considerable 
depression. 

The average owner or operator sees no prospect of more 
profitable operation except through general expansion of trade. 
Until that comes rates are not likely to advance much: and 
ship values will reflect the doubtful prospects for earnings. 
Under such circumstances the effects of continued slackness 


in the shipyards evidently will remain as a drag on British 
industrial activity. 


AMERICAN BOX STRAPPING IN FAR EAST 


It is estimated that about 200 tons of steel box strappings 
are now being imported annually into Hongkong, says Consul 
General Gale in a report to the Department of Commerce. 
About 20 per cent of this amount is re-exported to nearby mar- 
kets. American firms enjoy the bulk of the trade, and have 
been partially successful in eliminating strapping of German 
manufacture. The principal cause of competition at present is 
a strapping of British manufacture. Nailed steel strapping is 
not much in demand. Strapping which can be sealed, so that 
pilferage may be detected, is the only kind which will command 
a ready sale in this district. The American annealed steel 
strapping is in demand by shippers of valuable cargo, such as 


silk piece goods, curios, essential oils in cases, ginger, per- 
fumes, and biscuits. : 





“TO ORDER” BILLS OF LADING IN GUATEMALA 
(Commerce Reports) 

American exporters of merchandise to Guatemala should 
take note of the policy now existing in that country in regard to 
goods shipped “to order” or “to order notify.” The Chamber of 
Commerce of Guatemala, which has been working toward facili- 
tating commercial transactions, has transmitted to the Division 
of Commercial Laws a letter in regard to this subject received 
from the International Railways of Central America, which 


company controls the railway service of Guatemala. A trans- 
lation of this letter follows: 


When merchandise arrives “to order notify’ and the person to 
whom the notice must be sent is indicated, the goods will be shipped 
directly to that person; but if the person to be notified is not speci- 
fied, goods can not be forwarded until it is known who will cover 
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the charges of freight, etc., since the railways do not know who owns 
the merchandise. 

The International Railways does not pretend to intervene in 
the requisitions or rules imposed by the shipping companies, but 
it does desire to make known to all importers that it will not con- 
tinue to indorse merchandise of which it has received no shipping 
document. 

If it is the purpose of the exporters in other countries to with- 
hold the merchandise until payment has been made or until payment 
has been authorized, such merchandise should be consigned to the 
same house or bank to whom documents have been forwarded, and 
this house or bank will then arrange with the interested merchant 
for the delivery of the documents and the indorsement of the mer- 
—— = the customs of Guatemala, so that the merchandise may be 
orwarded. 


ST.. LAWRENCE WATERWAY PROJECT 

Secretary Hoover, of the Department of Commerce, on his 
return from a tour of inspection along the St. Lawrence river 
with the commission appointed by President Coolidge to give 
further study to the development of the proposed lakes-to-ocean 
waterway for ocean-going vessels via the St. Lawrence, said 
construction of the waterway was inevitable. He said the only 
question was whether the project should be undertaken now 
or postponed until some time in the future. Mr. Hoover said 
the commission, of which he is chairman, probably would be 
ready to submit a report to the President in October. 


SHIPOWNERS MAKE COST SURVEY 


The executive committee of the American Steamship 
Owners’ Association, meeting this week in New York, author- 
ized a study of comparative cost of shipbuilding and operating 
here and abroad as preliminary steps in the formulation of 
suggestions to Congress on a new marine policy. This task 
will be undertaken by officials of the association and mem- 
bers of the committee on national marine policies. The re- 
search is intended not only as a guide for the association in 
making its recommendations but also for use by various com- 
mittees of Congress in studying the subject. An effort will be 
made to determine as exactly as possible the handicaps im- 
posed on American vessels by legislative and economic con- 
ditions. 

Other committees appointed by the association are making 
surveys of the navigation laws, and the results which might 
be expected to follow from enforcement of preferential rail- 
road rates and preferential customs duties and tonnage dues. 


TO TRANSFER NORFOLK DOCKS 


President Coolidge will shortly issue an executive order 
transferring from the War Department to the Shipping Board the 
docks and piers of the Army base at Norfolk, Va:, according 
to Secretary Weeks. The question of making the transfer was 
considered in a conference with President Coolidge by Secretary 
Weeks, Chairman O’Connor of the Shipping Board, and Repre- 
sentative Edmonds, of Pennsylvania, a member of the House 
committee on merchant marine and fisheries. The transfer will 
be fn accord with action taken heretofore transferring Army 
base piers and docks to the Shipping Board. 


MARINE WAGE AGREEMENTS 


Representatives of the Masters’, Mates’ and Pilots’ Associa- 
tion, the Marine Engineers’ Beneficial Association and the 
Neptune Association, the latter representing ship officers, have 
entered into new wage agreements for a year, effective July 
1, with the Shipping Board. The agreements provide for con- 
tinuation of the existing rates of pay and some minor modifi- 
cations in working conditions, board officials said. A request 
for increases in pay was made, but it was not pressed. 


EXPECTS BOARD TO ECONOMIZE 


President Coolidge, according to a White House spokes- 
man, has advised the Shipping Board that the administration 
expects the board and Fleet Corporation to live within the 
appropriation fixed by Congress for the fiscal year beginning 
July 1. President Palmer of the Fleet Corporation has recom- 
mended reduction in the number of ships in operation in certain 
services as one step toward keeping within the appropriation. 
The Shipping Board, however, has not approved reduction in 
the number of ships in operation, but has taken the position 
that savings can be effected in other ways so as to keep within 
the appropriation. 


TRAVELING EXPENSE CHARGES 


Comptroller General McCarl has ruled that the treasury 
may not charge the traveling expenses of customs officials sent 
to a port other than the one at which they are stationed to the 
ship when such officials are sent to another port to facilitate un- 
loading. The question arose in connection with a bill presented 
to a ship that unloaded at Providence, R. I. on a Sunday. 
Customs officials were sent from Boston to help inspect her 
cargo. The bill rendered to the ship contained not only items 
covering the pay of the officials for the work they did on 
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Sunday but also items covering their expenses to and from 
Providence. 

The comptroller general ruled that the tariff law permitted 
the exaction only of pay for overtime and holiday work per- 
formed by the men sent to a‘port for duty in connection with 
the unloading of a ship at a port where the regular force was 
not large enough to have the unloading done expeditiously. He 
held the expense of sending men to such ports fell upon the 
treasury and not upon the ship, because the law makes no 
provision for putting the expense upon the ship. 


PROPOSES NEW PASSENGER LINE 


Representative Edmonds of Pennsylvania, member of the 
House committee on merchant marine and fisheries, has dis- 
cussed with President Palmer of the Fleet Corporation estab- 
lishment of a passenger line of Shipping Board vessels between 
Philadelphia and United Kingdom and Continenetal ports. The 
proposal has the backing of Philadelphia interests. No decision 
has been reached in the matter. 


SELF SUPPORTING STRAPS 


The use of metal box strapping is no longer considered an 
additional shipping room expense, says. J. F. Keeley, packing 
expert of the Department of Commerce. Exhaustive tests have 
proved, he says, that the metal strap pays for itself from the 
start by making it possible to use thinner boards in making 
boxes, saving shipping weight as well as lumber, to say nothing 
of its subsequent efficacy in decreasing pilferage losses and 
other shipping hazards; sides, tops, and bottoms of boxes 
may be reduced in thickness by as much as three-eighths of an 
inch if enough straps are used and the box will be stronger 
than the unstrapped box of thicker boards; railways and ex- 
press companies and shippers have confirmed one another’s 
testimony that losses in transit have been materially lessened 
in the last two or three years by increased use of straps, safe 
delivery insuring completed business transactions and satisfied 
customers. 

For these reason, the Department of Commerce not only 
advocates the use of metal box strapping whenever possible, 
but it hopes to extend that the use by disseminating the follow- 


ing rules, compiled. by the Forest Products Laboratory. at 
Madison, Wis. 





Nailless strapping.—Only unannealed straps should be used. 
Material wider than three-fourths of an inch or thicker than 
0.023: inch is not ordinarily used. It is suggested that one or 
two. straps be used on all sizes of boxes of the ordinary propor- 
tions and weights. Three straps should be used on relatively 
long or heavy boxes. The same total strength of strapping is 
recommended for three as for two straps, and the same reduction 
in thickness of box material is permitted; but when one strap is 
used it should have 60 per cent of this total strength, and less 
reduction in thickness of box material is permitted. 


The ends of nailless strapping should be joined in such a 
manner that the joint will have not less than 75 per cent of the 
strength of the strap. When two or three straps are used one 


should be placed approximately one-sixth of the length of the 
box from each end. 


Nailed strapping.—Either annealed or unannealed straps may 
be used. The box should be nailed in accordance with the nail- 
ing schedule recently issued by the Department of Commerce. 
One strap should then be placed around the box at each end and 


nailed to the end with the same sized nails, but spaced twice as 
far apart. 


Tightening of strapping; protection against rust.—All strap- 
ping must be drawn so tight as to sink into the edges of the box. 

Strapping for boxes for export shipment should be galvanized 
or otherwise treated to protect them against rust. 

Charts showing the size of straps to use and the size, num- 
ber and positions of nails necessary will be supplied by the De- 
partment of Commerce on request through any district or co- 
operative office of the department or on application direct to the 
transportation division of the department in Washington. 


CONCRETE RAILWAY CARS 


Iron and wood floors in railway cars in Germany may be 
replaced by cement if experiments recently conducted there 
prove successful, according to a report from Consul-General E. 
T. F. Dumont, Frankfort. A composition designated as “Hisen- 
beton” or “iron wood” had been used in the construction of the 
floors of railway freight cars with a great measure of success. 
The first car made of “Eisenbeton” was built in 1919 by a 
railway car manufacturer and a Portland cement concern in 
Heidelberg and tested in the railroad freight yards. The car, 
it is reported, withstood concussion at a speed of 27 kilometers 
and shifting tests were so satisfactory that after five years of 
service this tets car still remains in perfect condition. 

The new type of car weighs 20 tons and in appearance is 
much the same as an ordinary iron car. The cost of manu- 
facture is said to be much less than for iron and, although the 
concrete car is much heavier, the faet that the danger of rust 
is eliminated offsets this disadvantage, in the opinion of the 
builders. The car with the concrete floor requires so little re- 
pair, the report says, in comparison with wood and iron cars 
that the railway administration is favorably impressed. A 
company for the manufacture of these cars has been formed at 
Darmstadt. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to simple question relating to the law 
of interstate transportation of t. traffic man of long 
to practical traffic 
problems. We do not desire place of traffic man but to 
help him in his work. A r 
e ae Seneca oe eee Sees 6 le Sees ey 
uestion, legal or traffic, t may appear to us unwise to answer 
p that involves a situation too complex for the kind of investigation 
herein ———— 
dress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


wide knowledge will answer questions rela 
ae i to teke the 


Notice of Claim—What Constitutes 

Ohio.—Question: A carload shipment of material moves in 
July, 1922, under a bill of lading which provides the usual 
stipulation that claims for loss must be filed within six months. 
A portion of the shipment is lost in transit and the consignee, 
files a claim for overcharge within the six months’ period, based 
on the weight of the material actually received, and this claim is 
paid. No specific notification is given the railroad that a claim 
for loss will follow, the consignee not being interested in the 
loss of the material, but only in the freight charges. 

Under these circumstances is the shipper’s claim for loss 
barred after the six months’ limit expires? Can you cite a case? 

Answer: Stipulations requiring the filing of a claim or no- 
tice thereof within a specified time are generally held to be valid, 
being regarded as a fair, just, and reasonable protection to the 
carrier, and, working no hardship on the shipper, compliance 
with their requirements benefits both the carrier and the shipper. 
The purpose of requiring such notice to be given is to enable 
the carrier, while the occurrence is recent, to inform itself of 
the actual facts occasioning the loss or injury, that it may pro- 
tect itself against claims which might be made on it after such 
lapse of time as to make it difficult, if not impossible, to ascer- 
tain the truth. 

As regards the sufficiency of the notice of a claim for loss 
of, or injuries to, goods shipped, it is very generally held that 
no particular form of notice is necessary, and that a substantial 
compliance with the stipulation providing for notice is all that 
is required. 

A notice of claim must, however, in addition to so describ- 
ing the shipment as to enable the carrier to determine what 
shipment is referred to, in effect state that a claim will be filed 
for the injury resulting from the loss of, damage or delay to the 
shipment so described. 

Whether or not sufficient notice has been given in a par- 
ticular instance is a question of fact. 

It can hardly be said that the filing of the claim for refund 
of the charges on part of a shipment lost in transit is notice 
of an intention to claim for damages. ; 


Notice of Claim—Application of Exception in Bill of Lading to 
Delay in Transit 


Michigan.—Question: The third paragraph of section 3 of 
the Uniform Bill of Lading provides that: “Except where the 
loss, damage, or injury complained of is due to delay or damage 
while being loaded or unloaded, or damaged in transit by care- 
lessness or negligence, as conditions precedent to recovery, 
claims must be made in writing to the originating or delivering 
carrier within six months after delivery of the property * * *.” 

Does the exception of claims “due to delay or damage while 
being loaded or unloaded” from the requirement of presentation 
with six months include all claims due to delay in transit or 
only those where the delay occurred while the shipment was 
being loaded or unloaded? In other words, can an action be 
maintained on a claim for delay in transit (other than in a case 
where the delay was in loading or unloading) even though no 
claim was filed, provided suit is started within the two year 
and a day period? 

Answer: It has been held in several cases that under the 
exception in the bill of lading which is quoted by you, notice 
of claim is not a condition precedent to recovery, through suit, 
of damages for injury caused by delay in transportation, and 
this is true other than when a shipment was being loaded or 
unloaded. See Van Pelt vs. Barrett, 199 N. Y. S. 509; Gamble- 
Robinson Co. vs. C. R. I. & P., 196 N. W. 938; Hailey vs. 0. S. L., 
253 Fed. 569. .To the contrary, however, see Lissberger vs. Bush 
Terminal R. R., 197 N. Y. S. 281. 

Reconsignment—Shipments of Petroleum and Petroleum Prod- 
ucts Placed for Unloading on Private Sidings 

Massachusetts.—Question: One of our members has been re- 
consigning or reshipping, whichever the case may be, consider- 
able tonnage of petroleum and petroleum products in their 
private tank cars. In addition to paying the full local rate to 


first destination, they are required to pay the full local from 
first destination to second destination, plus reconsigning charge 
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of six dollars and thirty cents per car. The cars are placed on 
their private siding and reshipped to themselves at another 
point. We are of the opinion that the Commission has in some 
case ruled, where the consignor and consignee are the same 
party, that such a movement is considered a reshipment, thereby 
eliminating the extra reconsigning charge. 

Will you quote us any decisions of the Commission which 
may have a bearing on this matter? 

Answer: In Western Petroleum Refiners’ Association vs. C. 
R. I. & P. Ry. Co., 89 I. C. C. 241, the Commission held that the 
rules providing for the application of the combination of rates 
to and from original billed destination, plus a reforwarding or 
reconsignment charge, on petroleum and petroleum products, in 
tank-car loads, placed on private sidings for unloading at such 
destination and reforwarded therefrom without being unloaded 
to a point outside the switching limits, were unreasonable to 
the extent that they provide for the application of a higher 
basis of charges than would accrue on the basis of the through 
rate from point of origin over the route of movement to second 
per destination, plus the usual reforwarding or reconsignment 
charge. 

This change in the reconsigning rules is, under the order 
in the above referred to case, to be made effective July 24, 1924. 


Shippers Load and Count 


California.—Question: Referring to Maryland’s question and 
your answer, in the May 31st Traffic World, on the subject 
“Shipper’s Load and Count.” From the decision cited, it would 
appear that at stations where the carrier does provide facilities 
for the receipt and delivery of freight the shipper may properly 
call upon the carrier for a checker to verify the count at time 
of loading at the shipper’s warehouse, and that in such instances 
the carrier should provide such checker and issue a clear bill 
of lading. 

Answer: In its opinion in Louisiana State Rice Milling Co. 
vs. M. L. & T. Co., 34 I. C. C. 511, the Commission, referring to 
the shipper’s load and count provision, said: “As hereinbefore 
stated, the subsequently enacted Cummins amendment has not 
changed the legal status of the rule in question; and where the 
practice is shown to have resulted from a situation involving 
the mutual interest and convenience of the shipper and the car- 
rier we do not, in view of all the facts, circumstances, and con- 
ditions appearing of record, find the rule and practice challenged 
to be unreasonable or otherwise in violation of existing law. It 
should be borne in mind that the shipper is not denied his right 
to an unqualified receipt in any case in which delivery is ten- 
dered to the carrier at any of its public stations where it 
provides facilities for the receipt and delivery of freight. 

Rates—Local Rates Applicable via an Unrestricted Route 

Michigan.—Question: Somewhere, I feel sure, the Interstate 
Commerce Commission has made a ruling regarding the appli- 
cation of a local rate to the effect that same applies only via 
the shortest operating route between point of origin and destin- 
ation, but at this moment I am unable to locate specific refer- 
ence to it. 

What I have in mind particularly is a movement similar, 
we will say, to that from Toledo. Ohio, to Buffalo, N. Y., in 
connection with either the Grand Trunk or Pere Marquette. 


Both of those lines have fairly direct and also circuitous routes 
between these points. 


If a rate is unrestricted in its application, can they be 
compelled to handle via the circuitous route? 

If you can give me specific reference to the Commission’s 
view of this circumstance it will be appreciated. 

Answer: The Commission has ruled upon this question, but 
contrary to your understanding. See Pioneer Lumber Co. vs. 
Director General, 74 I. C. C. 288, in which the Commission held 
that where there was nothing in the governing tariffs which re- 
stricted the application of the rates in question to a particular 
line of the Northern Pacific the local rates between two points 
on that line were applicable via either of two routes, even though 
the mileage via one route was 146 miles longer than via another 


route. See also in this connection Freeman Grain Company vs. 
Director General, 68 I. C. C. 559. 


Routing and Misrouting—lf Initial Carrier Is to Receive Switch 
as Movement Only Switching Ticket Must Be Used oe 
West Virainia.—Question: Shipment tendered carrier “A” 
for delivery at station located on carrier “C.” with notation in 
bill of lading “C” delivery. No through rate nublished by carrier 
“A” nor does “A” connect with carrier “C.” but carrier “B,” 
which enters same origin station, does publish through rate, 
and conseauently bv assessing switching charge from carrier 
“A” to “B.” plus “B’s” through rate to destination, makes the 
Inwest combination. In the absence of through rate, it has 
stwavs been our understanding that the lowest available com- 
ination is legally applicable, as proyided in Conference Ruling 
914-(. in which event the combination cited above is the one 
legally applicable. Will you please advise your views? 
Answer: In our opinion, the principle of the Commission’s 
findings in Terhune Lumber Co. vs. Southern Railway Co. in 

















1648 THE TRAFFIC WORLD 


Mississippi, 42 I. C. C. 317, is applicable to the instant case. 
While there was no through rate via the route the shipment 
moved, under the routing instructions given the only duty of 
carrier “A” was to forward the shipment via a route over which 
the lowest rate applied, but one which did not contemplate 
turning the shipment over to carrier “B” at point of origin. 


Routing and Misrouting 
The following communication, explanatory of the question 
asked under the above caption on page 1114 of the April 26, 
1924, Traffic World, has been received: 


“In your May 31 issue of the Traffic World under “Questions and 
Answers,’ Ohio takes exception to ruling you gave us in the Traffic 
World of April 26, concerning routing of carload shipments from a 
point in New Jersey to a point in West Virginia. Perhaps if we 
mention the railroads involved and the circumstances surrounding 
this case, our friend will agree with us. 

We are located in New Jersey on the tracks of the Central 
Railroad of New Jersey and the Lehigh Valley Railroad. In making 
shipments to West Virginia, when routed C. R. R. of N. J., P. & R., 
WwW. M., N. & W., C. & O., K. & M (Blue Ridge Dispatch) the 
through rate applies but when these shipments are made over the 
Lehigh Valley, P. & R., W. M., N. & W., C. & O., K. & M., the 
through rates does not apply. It so happens we routed this car to 
West Virginia via the Lehigh Valley over the route specified, but 
we did not insert the rate on the bill of lading. We are willing 
to admit that before making this shipment we should have checked 
rates but neglected to do so. This shipment was accepted by the 
Lehigh Valley and the through rate of 54 cents used although 
same did not apply. Our contention is this, that, while we made 
an error in routing this car in connection with the Lehigh Valley 
and Blue Ridge Dispatch, the railroad agent also made an error in 
applying the through rate over this route. 


Loss in Transit—Proof of 


Pennsylvania.—Question: “A” ships to “B” a carload of 
scrap iron which, being weighed on the carrier’s scales at point 
of origin, weighs 177,700 pounds, gross. The car moved from 
“A” to “B” without trouble or accident. Upon the car’s arrival 
at “B” its contents was refused on account of poor grade of 
material. No part of the car’s contents was removed at “B.” 
The car was then consigned to “C” and was weighed on “B” 
private scales before forwarding and the weight was the same 
as before, 177,700 gross. While the car was en route from “B” 
to “C” it was again weighed by the carrier, with a result of 
167,500 gross. When the car arrived at “C” the freight charges 
were assessed on this basis, or 167,500 gross, 41,600 tare, 125,900 
net. This means that the shipper lost 10,200 pounds. Is not the 
carrier responsible for this error? 

Answer: Whether or not the loss occurred while the car, 
referred to, was in transit is a question of fact. The carrier, 
however, is liable for the value thereof, if proof of the loss is 
established. Based upon the facts given, recovery can be had, 
unless the carrier can show that the gross weight found on 
its scales at point of origin was not correct, and that, there- 
fore, the statement of this amount in the bill of lading was an 


error, and can offset or discredit the verification of this original ° 


weight at the time the shipment was weighed on “B’s” private 
scales. 


Liability of Carrier for Loss Caused by Erroneous Telegraphic 
ee Instructions Placed by Agent of Private Car 
Line 
Massachusetts.—Question: What is the liability with the 

carriers on a car of perishable freight ordered diverted by the 

seller through the agent of the private car line in which the 
shipment was moving at the point where the seller was located? 

Diversion to be then made by the agent of the private car 

line to the carrier on whose line the car was then located. 

Through an error in transmitting the message by telegraph 

wrong car number was furnished the carrier, causing a delay 

of five days before error was rectified. 

Claim has been presented for the loss and carriers advise 
that the private car line agent was acting as agent for the ship- 
per in accepting the diversion and the error of the car number 
in transmittal being made by the telegraph company, the car- 
riers are not liable, as the telegraph company was acting as 
the shipper’s agent. 

Answer: We cannot locate a decision of the courts in 
point. Whether the agent of the private car line was acting 
as your agent in placing your reconsigning instruction with the 
carrier and not as the agent of the carrier in the acceptance 
thereof is a question of fact, determinable by whether or not 
there was a holding out by the carrier of the agent of the pri- 
vate car line as its agent for the acceptance of such instruc- 
tions. If the former, the carrier is not liable, as the party who 
selects the telegraph as a means of communication must bear 
any loss occasioned by errors in transmission on the part of 
the telegraph company. McCormick vs. W. U. Tel. Co., 79 
Fed. 449; Ayer vs. W. U. Tel. Co., 10 A. 495 (Me.); Des Arc 
Oil Mill vs. W. U. Tel. Co., 201 S. W. 273 (Ark.). 

Payment of Claims Filed by Main Office for Account of Branches 
Tennessee.—Question: We own and operate in the South 

several stores, factories and warehouses, name of each unit 

being in most cases slightly different from the name of our 
business here where the main office is located. Carriers realize 
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that shipments are routed from this office and solicit business, 
but upon filing claims for overcharges for account of our dif- 
ferent branches, and inserting on claim form address of claim- 
ant, X, Tenn., and stipulation that check be made payable to 
the style of firm named here, some carriers have refused to 
make check payable to us, and we must send these checks to 
our branches and have them indorsed to us. 

Please advise if we can demand that carrier make check 
payable to the main office and avoid these indorsements. 

Answer: We know of no means by which you can compel 
the issuance of checks by the carrier payable to your main 
office, when such checks are in payment of claims for loss or 
damage for account of your various branches. However, the 
carriers should be willing to make the checks so payable upon 
the filing of statements with them in the name of each branch, 
warehouse, factory, etc., to the effect that, in settlement of 
their claim, checks made payable to your main office are ac- 
cepted in payment of the amounts of claims filed for their 
account.” 

The carriers are entitled to protection in the way of as- 
surance that the amounts of their checks in payment of claims 
are being appropriated to the payment of such claims. 


Carrier by Water Not Liable for Delay Caused by Perils of the 
Sea 


New York.—Question: An intercoastal water carrier oper- 
ating between the Atlantic and Pacific coasts through the Pan- 
ama Canal, receipts a bill of lading covering a through move- 
ment on a shipment from New York City to a point in Idaho, 
via one of the rail carriers, in connection with the steamship 
company. 

While a steamship was en route it lost its propeller twenty- 
eight miles north of Colon and it was necessary to obtain a 
new wheel at the Canal which considerably delayed the ulti- 
mate delivery of the shipment to the consignee for about three 
months; therefore the consignee refused to take delivery, and 
it became necessary, in that case, to return the shipment to 
New York City, the seller losing his profit and having to pay 
freight charges both ways. 

Is this movement covered by the Interstate Commerce 
Commission or the United States Shipping Board, and can the 
water carrier be held liable for the loss of profits and the 
expenses involved? 

Answer: If the loss of the propeller was due to the un- 
seaworthiness of the vessel prior to the commencement of the 
voyage, which is a question of fact, the carrier is liable in 
damages for the delay to the shipment. If, however, the loss 
attributable to the perils of the sea, no recovery can be had. 
See The Homeric, 106 Fed. 960. 

Neither the Interstate Commerce Commission nor the United 
States Shipping Board have any jurisdiction over this question, 
it being a matter for determination by a court of law having 
admiralty jurisdiction. 


Limitations—Action by Director-General for Transportation 
Charges 


Ohio.—Question: What is the ruling covering the collection 
of transportation charges on an interstate shipment that moved 
about six years ago during the period of federal control? I 
believe that the Ohio State Laws governing the period of limi- 
tation on collection of past due accounts is six years, but am 
not sure that the recent decision of the Supreme Court in the 
Du Pont case grants the federal government sovereign rights 
and the ability to make a legal collection of their freight charges 
at any time regardless of any state or otherwise period of 
limitation. 


Answer: The Supreme Court, in the case referred to, said: 


In taking over and operating the railroad systems of the country 
the United States did so in its sovereign capacity, as a war measure, 
“under the right in the nature of eminent domain, North 
Carolina R. R. Co. vs. Lee, 260 U. S, 16; Missouri Pacific R. R. 
Co. vs. Ault, 256 U. S. 554; Northern Pacific Ry. Co. vs. North 
Dakota, 250 U. S. 135; In re Tidewater Coal Exchange, 280 Fed. Rep. 
648, 649; and it may not be held to have waived: any sovereign 
right or privilege unless plainly so provided. Moneys and other 
property derived from the operation of the carriers during federal 
control, as we have seen are the property of the United States. 
Sec. 12, 40 Stat. 457. An action by the Director General to recover 
upon a liability arising out of such control is an action on behalf of 
the United States in its governmental capacity. (Ches. & Del. Canal 
Co. vs. United States, 250 U. S. 123, 126; In re Tidewater Coal Ex- 
change, supra) and, therefore, is subject to no time limitation, in 
the absence of congressional enactment clearly imposing it. United 
States vs. Nashville, etc., Ry. Co., 118 U. S. 120, 125; United States 
vs. Whited and Wheless, 246 U. S. 552, 561. Statutes of limitation 
sought to be applied to bar rights of the government, must receive 
strict construction in favor of the Government. United States vs. 
Whited and Wheless, supra. 


In one of the cases cited—namely, United States vs. Nash- 
ville, etc., Ry. Co., 118 U. S. 120—it was held that the federal 
government, asserting rights vested in it as a sovereign, is not 
bound by anv statute of limitation, unless Congress has clearly 
manifested its intention that it should be so bound. 

It seems clear that, while the court only determines that 
the provisions of paragraph 3 of section 16 of the act are not 
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applicable to an action by the Director-General for the recovery 
of freight and other transportation charges, the provisions of 
a state statute are likewise not applicable to such an action. 
Demurrage—Time Chargeable to United States Customs Delay 

to Be Excluded from Time Upon Which Charges Are 

Assessable 

Ohio.—Question: Can you oblige the writer by giving him 
reference or information regarding the proper method of assess- 
ment of car demurrage charges on “in bond import shipments?” 
The particularly desired information is that with reference to 
time allowance occasioned by delay on the part of the customs 
authorities in releasing said “in bond shipments.” Also correct 
time allowance on in bond carloads, and other information in 
connection with car demurrage charges on in bond carloads. 

There seems to be a variance of opinions and lack of spe- 
cific instructions relative to the handling of car demurrage 
charges on in bond shipments, and the writer has been unable 
to positively and definitely obtain information necessary for 
standardizing procedure of car demurrage assessments. 

The most pertinent questions in connection with this mat- 
ter is whether or not allowances are made in cases where: 

A carload arrives and is placed on a Saturday afternoon 
when the custom house is closed and notice of arrival and 
placement can, therefore, not be given to the customs until 
Monday. 

Entry papers are furnished to the custom house by our 
custom broker in the afternoon, but the papers are not stamped 
as Officially received by the customs until they are ready to 
handle them, the next day, or even in some instances the second 
day after. 

In short, can allowances be compelled in cases of delay on 
the part of the customs authorities? We, of course, realize that 
delay on the part of us or of our customs broker is morally at 
least chargeable to us, but in Cleveland at least, it seems to 
be the disposition of the transportation companies to allow only 
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0S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 











Petry Express & Storage Co. Inc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 








POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
Mans | Ce bes gl ‘i seek ow Ay paren. ad alerngas og 

an rrespondence he strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 





POSITION WANTED—In traffic field, where good future is as- 
Sured. Six years’ railroad experience. Familiar with rates. Refer- 


ences. Traffic course diploma. Age 35. Address ‘“‘Com etent,”’ care 
Traffic World, Chicago, Ill. 7 } 


’ POSITION WANTED—By successful traffic manager, fourteen 
years’ railroad and industrial traffic experience, capable of organizing 
or assuming complete charge of transportation department. Address 
Box 679, care Traffic World, Chicago, Til. 


ee — eee 


FOR SALE—RAILROAD TIES 


Several cars 6 x 8-8 ft. extra good quality No. 1 Oak Ties of my 
Own manufacture; also two cars switch timbers. All now ready for 
immediate shipment. L. E. Pearson, Edwardsburg, Mich. 


NN — — ———————————————————————————————————————— 

_ WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 


Sales Department, The Edgar Steel Seal & Manufacturing Company. 
Lawrence, Kans. 
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a certain specified time for unloading in bond carloads, regard- 
less of any delay on the part of the customs authorities. 

Answer: In section F of rule 8 of the Uniform Demurrage 
Rules it is provided that no demurrage charges shall be col- 
lected thereunder for detention of cars when the delay is caused 
by the United States Customs; that such additional free time 
shall be allowed as has been lost through such delay. 

Whether in a given instance the delay was caused by the 
United States Customs is a question of fact. Upon the deter- 
mination of this fact, however, there seems to be no doubt but 
that, under the wording of the above referred to provision, all 
detention properly chargeable to customs delay may be excluded 
from the time upon which charges are to be assessed. 

In the instance cited by you, it seems apparent from the 
facts given that the delay is properly chargeable to customs 
delay and that, therefore, no part of such periods of time should 























Serving New York 

and Pennsylvania F rom t he H ub 
Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served b Erie—Lackawanna—Pennsylvania—Lehigh Valley 
— y Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Cor ’n, ELMIRA, N. Y. 
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ALBANY, N. Y. 






Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 
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MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


‘“*Let Us Solve Your Distribution Problem’”’ 
Centrally Located to All Railroads and Boat Lines 


We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery - 


314-322 West Superior Street, 
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be included in the time upon which demurrage charges are 

assessable. 

Routing and Misrouting—Duty of Carrier to Use Junction Afford- 
ing Lowest Rate Where Specified by Shipper in Bill of 
Lading 
Oklahoma.—Question: Will you cite us to the authority 

relative to the protection by the carrier of the cheapest through 

rate when rate and route are not shown in the bill of lading? 

We also desire your interpretation on this matter and to 
what extent this ruling applies. For instance, if the bill of 
lading specifies the different carriers participating, but does not 
specify junction point, are the carviers liable in case the ship- 
ment does not move via the cheapest junction point? 

Also, if junction point over which combination rate is made 
is left off bill of lading by shipper, is it necessary, in order to 
secure the cheapest rate, to specify on bill of lading “protect 
the cheapest through rate of freight?” ‘The above would, of 
course, mean that no junction point for forming combination 
rate would be specified in the bill of lading. 


Answer: In Conference Ruling No. 214 (c) the Commission 
held that in the absence of specific through routing by the 
shipper it is the carrier’s duty to forward the shipments via 
the cheapest reasonable available route of the class designated 
by the shipper—that is, all-rail or rail-and-water. 


However, this does not apply in all cases. For example, in 
the report of the rehearing in McCaull-Dinsmore Co. vs. G. N. 
Ry. Co., 47 I. C. C. 581, the Commission held that the shipment 
was not misrouted, because it was shown that the claimed 
intrastate route was neither reasonable nor practicable. Again 
in Northern Pacific Ry. Co. vs. Solum, 247 U. S. 477, the court 
held that while it is ordinarily the carrier’s duty to forward a 
shipment via the cheapest route in the absence of routing 
instructions, such duty is not absolute, and that the interests 


of the carrier and general public, as well as those of the shipper, 
must be considered. 


With respect to your second question, the carrier’s duty is 
to forward the shipment via the cheapest route formed by the 
lines shown by the shipper in the bill of lading. See Republic 
Creosoting Co. vs. N. O. G. N. R. R. Co., 50 I. C. C. 201; Ryland 
& Brooks Lumber Co. vs. C. & O. Ry. Co., 21. I. C. C. 520; Dona- 
hue-Stratton Co. vs. C. M. & St. P. Ry. Co., 38 I. C. C. 739, and 
Brunner Co. vs. Southern Ry. Co., 40 I. C. C. 549. 

No duty devolves upon the shipper to place on the bill of 
lading a notation of the character set out in the third paragraph 
of your letter, in order to charge the carrier with the obligation 


to forward a shipment via the cheapest route formed by the 
lines specified in the bill of lading. 


Rates by Cheapest Route Not to Be Exceeded on Virginia Intra- 
state Traffic 


Virginia.—Question: Will you please refer to rule 1 of Vir- 
ginia Classification and let me have your interpretation of this 
rule? Should same be applied in the case quoted below? 

Carrier A publishes a rate from a point in Virginia to 
another point in Virginia on empty iron cylinders, the sixth 
class rate of 29 cents being applicable, while Carrier B pub- 
lishes a rate from the same point to the same destination of 
25 cents, being the sixth class rate. At the originating point 
Carrier A and Carrier B have separate stations for receiving 
goods, and if the shipper delivers goods to Carrier A and routes 
shipment over their line, can Carrier A be compelled to protect 
the cheaper rate published by Carrier B? 


Answer: Paragraph (a) of rule 1 of Virginia Classification 
2, reads as follows: 


1 (a). (See note 1, page 1.) On traffic which may be carried 
over more than one route the rate afforded by the cheapest route 
must not be exceeded, regardless of the route over which actually 
transported; whether the rating be over one line only, or according 


to a joint tariff, or by combination of rates to and beyond a junction 
or junctions. 


Under the provisions of this rule Carrier A must apply on 
shipments of empty iron cylinders between the points referred 
to the rate published by Carrier B. 

Damages for Delay—Reconsigned Shipment 

INlinois—Question: A shipment of grapes originating in Cal- 
ifornia, consigned to Chicago. Shipment was seriously delayed 
between point of origin and Chicago, and was in generally poor 
condition on arrival. Car was sold by us to a Chicago concern, 
who subsequntly sold the shipment to an out-of-town customer— 
car being diverted to an eastern market. By reason of delay 
and a heavy loss, claim was filed by us with bill of lading line 
for damage from point of shipment to Chicago. Claim was 
accepted and investigated by such transportation company and 
they have recently located a claim that had been filed on the 
same shipment by the consignee at the ultimate destination, 
which was in this case Philadelphia, which claim was based 
on a through move from point of shipment to Philadelphia. It 
appears that this claim was filed with delivering line at Phila- 
delphia. They have undertaken to adjust this claim with the 
receivers at Philadelphia on the basis of a delay between Chi- 
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cago and Philadelphia, and the bill of lading lines have de. 
clined our claim on the theory that claim must be settled on 
the basis of the market at final destination. They have also 
intimated that this basis would be determined by allowing a 
reasonable time for car to be transported after diversion from 
Chicago to Philadelphia, using the market on that day. For 
instance, if shipment was diverted from Chicago November 12, 
they would use the market of November 16 at Philadelphia, and, 
while the car was delayed approximately two weeks into Chi- 
cago, they would allow no payment for that delay. 


We are of the opinion that their theory of reasoning is very 
unreasonable. As a matter of fact, had we known this ship- 
ment was to be reconsigned from Chicago, we would not have 
sold it to the parties with whom we were negotiating at that 
time, but would have made arrangements that car must be un- 
loaded at Chicago. Our loss, by reason of delay from point 
of shipment to Chicago, is very heavy and we feel as though 
carriers should adjust claim with us on the delay between point 
of shipment and Chicago, as our interest in this particular in- 
stance would cease at Chicago. 

Answer: While the Commission, for rate purposes, treats 
a reconsigned shipment as, in fact, a shipment from point of 
origin to final destination, the courts have not taken this view, 
so far as the liability of the carriers for loss of or injury to 
such a shipment is concerned. See Beaufort Truck Growers’ 
Association vs. S. A. L. Ry. Co., 121 S. E. 357; H. & T. CG. R. 
Co. vs. Smith, 258 S. W. 542; Taylor vs Central of Georgia 


aan Co., 121 S. E. 348; Barrett vs. Northern Pacific, 157 Pac. 


We know of no decisions of the courts which pass upon 
facts similar to those in the instant case, but it is our opinion 
that the carriers which transported the shipment to Chicago 
are liable to you, as the original consignee at that point, for 
such injury as you can prove you suffered by reason of the 
delay in transporting the shipment to that point, such damages 
to be based upon the difference between the market value of 
the goods at Chicago on the date of arrival and the date the 
goods should have arrived in the usual course of transportation. 

Liability of Carrier for Injury Caused by Strike 

Missouri.—Question: Following is a copy of an article taken 
from St. Louis Globe Democrat on June 6, 1924, in which Judge 
A. B. Frey ruled that railroad could not claim exemption under 


oe clause, when such strike had occasioned damage to ship- 
ments: 


A decision of probably nation-wide importance was handed down 
by Circuit Judge A. B. Frey yesteray, when he decided that a rail- 
road could not claim exemption under a “strike clause,” when such 
strike had occasioned damage to shipments. 


Fawley & Schimpf of Burns, Kansas, had shipped five carloads 
of cattle to the Commission firm of Woodson-Fennervaed, at the 
National Stock Yards, East St. Louis, and because of a strike of 


the Missouri Pacific trainmen at Jefferson City the shipment was 
delayed. 


Damage to the shipment resulted and a claim was filed with 
the railroad. The Missouri Pacific then produced the bill of lading 
and exhibited the “strike clause’ and claimed exemption. 

A suit was filed against the railroad, counsel for the shipper con- 
tending that such an exemption was contrary to common law and 
the Cummins amendment to the Interstate Commerce Act. 

In the suit, counsel for shipper and railroad agreed upon every 
question submitted, with the exception of the one regarding the 
word “strike” in the bill of lading, and that one argument was 
submitted to the court, with the resulting ruling by Judge Frey. | 

As the question of liability of a carrier in the event of a strike 
is of utmost importance to the shippers, as well as to the railroads, 
an appeal will probably be made to the Supreme Court. 


As I understand section 1, paragraph B, of the Uniform 
Bill of Lading, which states that in case of strike or riot the 
carrier is not liable for loss, damage or delay, except in case 
of negligence, it is up to the carrier to prove freedom from 
negligence. Will you please advise what the Supreme Courts 
and Commission have ruled in this clause of the bill of lading? 
Is it necessary, in event of a strike, for a carrier to write the 


strike clause on face of bill of lading, as they do when we have 
railroad strikes? 


Answer: Practically all of the cases, at least the more 
recent ones, relating to injury resulting from strikes, cover the 
question of the carriers’ liability for unreasonable delay, which 
delay resulted from the fact that a strike was in effect on the 


lines of the carriers sought to be held liable in damages for 
the delay. 


Furthermore, the decisions of the courts on the question 
as to whether a strike excuses a carrier for unreasonable de- 
lay in the transportation of goods are not uniform. In certain 
cases it has been held that if the cause of the delay was an 
organized strike and resistance, which neither the railroad nor 
the civil authorities, which were called upon, could control, the 
carrier is not liable for delay to freight, but, if, on the other 
hand, the delay was caused because of the inability to secure 
promptly new men to take the place of strikers or by its 
retaining in its employ men who wilfully refuse to do their 
full duty and make only a pretense of performing the service 
for which they were employed, the company will not be e* 
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UPKEEP 


Eighty thousand New York Central 
employees are engaged in repairing 
and replacing things that wear out. 











The cost of this work last year was 
$245,000,000, an average of $670,000 
a day, representing 36 per cent. of 
our receipts. 


The great volume of traffic moving 
over the New York Central Lines 
demands constant, vigilant care of 
tracks and equipment, in order that 
New York Central standards of ser- 
‘vice may be maintained. 
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cused for the delay. See Haas vs. K. C., Ft. S. & G. R. Co., 
7 S. B. 629; Sherman vs. Penn. R. Co., 21 F. Cas. No. 12796; 
P. D. W. & C. R. R. Co. vs. Hayes, 25 Am. Rep. 422; P. & 
S F. Ry. vs. Thompson, 235 S. W. 913; Cent. R. R. & Banking 
Co. vs. Ga. Fruit & Vegetable Exchange, 17 S. E. 904, and J. L. 
C. & E. vs. Maddy, 248 S. W. 911. 

Other cases hold that where a carrier, after a strike which 
is brought about through no fault of the employer, uses every 
reasonable effort to fill the places of the strikers, and every 
reasonable effort to obtain men and means to care for property 
intrusted to it for shipment, exoneration from liability will 
follow. See American Fruit Distributors of California vs. Hines, 
203 Pac. 821; Warren vs. Portland Terminal Co., 116 Atl. 411; 
Southern Cotton Oil Co. vs. L. & N., 84 S. E. 198; Leavins vs. 
American Ry. Express Co., 85 Atl. 557; Feniger vs. American 
Ry. Express Co., 197 N. W. 550. 

The strike clause notation to which you last refer, in view 
of the provisions of paragraph (b) of section 1 of the Uniform 
Bill of Lading, seemingly serves only as notice to the shipper 
of the fact that the shipment is subject to delay in transit. 
Limitation—Overcharges on Shipments Moving Between March 

1, 1920, and June 7, 1924 

Tennessee.—Question: We have read with considerable in- 
terest the information contained in your issue of June 7 and 
14 with respect to Senate bill 2704, dealing with statute of 
limitation. 

No doubt, you will be asked numerous questions in regard 
to this amended law. There is one particular feature which 
has been brought very forcibly to our attention viz.: We had a 
number of claims filed with the carriers that were declined 
because of the decision in the Wolf case. Our understanding 
was that as soon as the above bill was signed by the President 
it had the effect of reinstating the claims in question provided 
the shipments covered thereby had not been delivered more 
than three years prior to June 7, 1924, and the claims were 
returned to the carriers, calling their attention to reinstatement 
under the new law. 

The carriers have sent the claims back to us with the 
statement that they must be filed with the Interstate Commerce 
Commission. We do not find anything in the law or your com- 
ments regarding it, to bear out the carriers’ contention. 

Will you kindly let us have the benefit of your views? 

Answer: Paragraph (h) of the bill in question, which 
amends paragraph 3 of section 16 of the act, reads as follows: 

The provisions of this paragraph (3) shall extend to and embrace 
cases in. which the cause of action has heretofore accrued as well 
as cases in which the cause of action may hereafter accrue, except 
that actions at law begun or complaints filed with the Commission 
against carriers subject to this Act for the recovery of overcharges 
where the cause of action accrued on or after March 1, 1920, shall 
not be deemed to be barred under subdivision (c) if such actions 
shall have been begun or complaints filed prior to enactment of this 
paragraph or within six months thereafter. 

Under the provisions of paragraph (h) of the bill, as we 
construe it, a claim for overcharge on a cause of action accru- 
ing on or after March 1, 1920 (the date of the delivery of the 
shipment determining the date the cause of action accrues), is 
not barred at the present time, provided that either a suit in 
court has been brought or a complaint before the Commission 
has been filed thereon prior to June 7, 1924, or that a suit in 
court is brought or complaint before the Commission is filed 
within six months from June 7, 1924. To illustrate, if a ship- 
ment delivered March 2, 1920, has been overcharged and either 
a suit brought in court or a claim has been filed before the 
Commission for the recovery thereof on June 6, 1924, under the 
provisions of section (h) of the bill the suit in court or com- 
plaint before the Commission is not barred at the present time 
and recovery of the overcharge may be had. 

Likewise, as to the same shipment, even though suit in 
court has not been brought nor complaint filed before the Com- 
mission to date, neither the suit nor the complaint will be 
barred, provided one or the other form of action is brought 
prior to December 7, 1924, that is, within six months from the 
enactment of the bill into law on June 7, 1924. 

Paragraph (h) has not the effect of reviving causes of 
action covering shipment which moved during the period of 
federal control which are barred by the provisions of the amend- 
ment to section 206-c of the transportation act-of February 24, 
1922, under which amendment two years and six months from 
the termination of federal control was allowed for the filing of 
complaints with the Commission with respect thereto. 

Under the provisions of ‘paragraph (h) of the amended para- 
graph 3 of section 16 of the act set forth above, the filing of 
the claims with the carrier does not revive the claims. “They 
must be filed with the Commission prior to December 7, 1924, 
unless they have previously been filed with the Interstate Com- 
merce Commission or suit thereon has been brought in court. 
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OUTSIDE REPAIR WORK 


The Trafic World Washington Bureau 


In a further report on No. 12066, the inquiry into the re. 
pair of locomotives in outside shops, the Commission said the 
cost of contract repairs on 115 Central of New Jersey engines 
“was greatly in excess of the cost of similar work in the re- 
spondent’s own shops,” when made in 1920 and 1921. Con- 
ceding that some assistance to the respondent’s shops might 
have been necessary at the end of federal control, the Com- 
mission said the contract work was carried beyond the reason- 
able necessities, a large part of the excess expenditures could 
have been avoided, and the expenditures would, at least, have 
gone far to provide respondent with much needed additional 
shop facilities. 

Commissioner Potter, dissenting, said he could not see that 
the outside work was done in disregard of efficient and eco- 
nomical management. He said there was no suggestion that 
the management did not believe that what it was doing was 
in the best interest of the company. Hall and Cox agreed 
with him. 

According to the mimeographed report, the excess cost at 
the Baldwin works was $468,120, or $6,500 per engine, and 
$188,701, or nearly $10,484 per engine, in the shops of the 
American Locomotve Works. The figures pertained to 90 
locomotives, the repair of which was investigated by a loco- 
motive inspector and an accountant detailed by the Commis- 
sion for that purpose. In all, 115 engines were repaired in 
outside shops. The excess cost is based on the assumption 
that the work could have been done in the railroad company’s 
shops. The report says the company made a budgetary pro- 
vision for rebuilding its Ashley shop and enlarging its Eliza- 
bethport shop in 1916 and again in 1921. Entry of the United 
States into the war caused the abandonment of the plan made 
in 1916 and in 1921 the company did not have the money. 

The company defended its course in sending out its engines 
on four grounds: First, an accumulation of deferred mainte- 
nance of equipment in the federal control period; second, physi- 
cal inadequacy of its shops; third, inefficiency of shop labor 
as a result of the working rules instituted by the Railroad 
Administration, and the substitution, without distinction as to 
individual proficiency, of standardized hourly rates of pay to 
shop craftsmen for the former piecework basis of compensation; 
and, fourth, the prospective increasing demand for power to 
move traffic. 

The Commission said there was much evidence of ineffi- 
ciency of shop labor attributed by the railroad company prin- 
cipally to relaxation of discipline and an abatement of effort 
by reason of the working rules and conditions, and the stand- 
ardized wage scales, in lieu of piece work, inaugurated in fed- 
eral control. The American Federation of Labor, an intervener 
in the case, attributed the marked inefficiency in shop perform- 
ance in the period of federal control, which, the Commission 
said, both sides asserted, to inefficiency of shop management. 
The only difference of opinion was as to the cause of the 
inefficiency in the shop labor. 

In 1921 the company found itself unable to operate its 
Elizabethport shop at full capacity on account of its financial 
condition. The city authorities suggested the issuance of cer- 
tificates of indebtedness to the employes, which the authorities 


said the men would accept, but the company declined to issue 
any I. O. U.’s. 


The Commission said that in respect of the shop burden 
the company’s motive-power conditions were somewhat less 
favorable at the end of federal control than at the beginning, 
and that, as early as May, 1920, there was a prospect of an 


increasing demand for power. In conclusion the Commission 
said: 


The record convinces us that the contract work was carried be- 
yond the reasonable necessities and that a large part of the 
excess expenditures could have been avoided. At all events, re- 
spondent has pointedly emphasized the inadequacy of its own shop 
facilities and set up financial considerations in excuse of its failure 
to provide them as required. The aggregate amount expended for 
the contract repairs in excess of the cost of similar work in re- 
spondent’s own shop, inadequate as they are shown again and 
again in this investigation to be the inevitable incident of repairs so 
procured, would at least have gone far toward the enlargement 
and modernizing of the company shops and equipment. Certainly, 
it should be no more difficult to finance an appropriate expansion 
of respondent’s facilities than to finance extensive and expensive 
repair work outside; and as certainly it would be preeminently in 
the interest of efficient and economical management to expend the 
company’s funds, not for contract repairs having at best a limited 
life, but for admittedly much-needed permanent facilities for the 
continued maintenance of the power on decidedly more favorable 
terms. Up to the time of the hearing no steps in that direction 
appear to have been taken. 


Commissioner Potter, in his dissent, said: 


The question before us is whether the respondent sent locomo- 
tives to outside shops “in disregard of efficient and economical 
management, resulting in unreasonable expenditures, or otherwise 
contrary to law.” Work done either in company shops or outside 
may involve unreasonable expenditures in the sense that because 
of some error of judgment the expenditure was undue. To err im 
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Admiral Oriental Line vessels are equi ane with huge cargo booms which eappead 
facilitate loading and unloading cargo from either side of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JACKSON... .....cccccscecccces July 7 
PRESIDENT JEFFERSON. .... 0.2.00 cceseeee July 19 
PRESIDENT GRANT .........cccscccccvecssciv July 31 
PRESIDENT MADISON ...................- Aug. 12 
PRESIDENT McKINLEY................... Aug. 24 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 


WEAF BR oo 5 ns osc enc da lie ble sate July 6 
CI in 06k dill is owbelsdave deen July 24 
WHEATLAND MONTANA................... July 27 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, 
Cebu, Iloilo. 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 


Chicago—Merchants Loan & Trust Bldg., 112 W. Adams S8t., Phone 
Randolph 7739 

New York—32 Broadway, Phone Broad 0580. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 

















L. L. BATES, General Freight Agent, Seattle, Wash. 


U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 


DMIRALORENTAL LIN 








Joint Service With 


Hambuarg-American Line 


NEW YORK TO HAMBURG 


THANSA ......eeeeeeee June 28 {WESTPHALIA ....... July 17 
‘DEUTSCHLAND . cccees July 5& ay tel ec cceee July 19 
*RESOLUTE .......... July 8 RELIANCE ........... July 22 
{CLEVELAND ......... July 10 *ALBERT BALLIN -++-July 26 


¢Cabin and 3rd Class Passengers. *lst, 2nd and Sra Class. 
Loading Pier 86, North River, Foot of West 46th St. 
BOSTON TO BREMEN AND HAMBURG 


FURST BULOW (via Phila., Baltimore & Hampton Roads) July 3 
EMDEN (via Phila., Baltimore & Hampton Roads)........July 24 
LEGIE (via Phila., Baltimore & Hampton Roads)........Aug. 15 
PHILADELPHIA TO BREMEN AND HAMBURG 
FURST BULOW (via Baltimore & Hampton Roads) ........July 8 
EMDEN (via Baltimore & Hampton Roads)..........+++++-July 29 


BALTIMORE TO BREMEN AND HAMBURG 


FURST BULOW (via Hampton Roads).........sceeseeees July 14 
EMDEN (via Hampton Roads)..........ssccececseceees ---Aug. 4 
LEGIE (via Hampton Roads).........cccccscscescecs --. Aug. 25 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
PURSE: BOLO | viccvvevicvvcccvitcedcvessvecescccsscvccny OB 
EMDEN ....... ntvEC0edeeweiobeewese wae peers pie seaewen Aug. 8 
EGE ccsccccces bite deie veteeteaveous vic cdvby tte sscvecdboscne ue 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Baltimore New York Savannah 
ne pape ch cue pierce wea aoe June 28 July 
EA = Bein bo. G RUE NEN eee oN e July 5 > ie Sr? | eres 
BPM. ccbierieive civcccodé July 15 July 19 July 23 
MOUNT CLINTON Soden July 26 See. . > weaned 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 














CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
BALTIMORE........... si Gbe rer ecceeubersboeue Hearst Tower Bldg. 
PITTSBURGH..........0eeee08 Sweegiwe 4128 Jenkins Arcade Bldg. 
SYRACUSE.............. Secdctaaunis obienaanuaby -..-201 Mitchell Bldg. 
EN SPUN 0.6.5.0 .0 9100 0 bcp oeebicb 0000 ens ..230 California St. 
AGENTS: 

i tinirsink4:04=-0 0100 4.000 awe ccccqecccccccccso Om Mie BOTH 
nko cen nei weds Acnewnee +ee.e+-C. H. Sprague & Son 
Bee Bs 6 iio 0528S iic's crSicccsvecdviovecess Los Angeles 8.8. Co. 
NEW ORLEANS........ aces 0 +beeee baru tees Richard Meyer Co. 
Ng iid onGheb isis. oho ede.eie o,0:0:0-8 Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA... veeeeceeeeeeDichmann, Wright & Pugh, Inc. 
PIN See cclck ce ctwdvcceboes’ Columbia Pacific Shipping Co. 
SE er ere on -+.-+..Sudden & Christensen 
SAN FRANCISCO...........00005 ++s+.-Sudden & Christensen 
SAVANNAH....... SS: Se ae naee:« Sacvene M. J. Hogan & Co. 
TACOMA.......... ww ese 6’ be te vebd bigs dated Sudden & Christensen 
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judgment is not to violate the law, nor does the making of an 
excessive expenditure necessarily reflect inefficient or uneconomical! 
management. I am not able to see in this case that a_ conclusion 
that the outside work was done in “disregard of efficient and 
economical management” is justified. Hindsight is frequently better 
than foresight. Mistake may have been made, but there is nothing 
indicating that it was made in disregard of proper management 
requirements. It is not clear that a mistake was made. It is 
difficult or impossible for us now to put ourselves into the position 
of the managers of this property in 1920 or 1921. There is no 
suggestion in the record or in the report that the management 
did not believe it was doing what the best interests of its company 
require. The management was quite as competent then to determine 


bs the facts required as we are so to determine at this late 
ate. 


the report recognizes that one of the respondent’s shops was 
antiquated at the close of Federal control, and that to some degree 
inefficiency prevailed at the close of that period. Locomotives had 
been sent to outside during Federal control. At the time of the 
resumption of private operation, the management was confronted 
with many uncertainties, including those of labor readjustment and 
traffic volume. There was reason then to anticipate a rapid in- 
crease in traffic volume and demand for equipment, and a large 
increase in fact came during the succeeding months of 1920. It 
would appear that there was justification for bringing equipment to 
a high state of efficiency as soon as possible. Respondent’s shops 
were operated normally during 1920. There is nothing to show 
that their output could have been increased under circumstances 
then prevailing. The outside work, therefore, seemingly could not 
have been done in the respondent’s shops during that year. The 
making of the contract, giving the right to send work outside, 
apparently was a sound precautionary step. Just what the circum- 
stances and prospects were from day to day, when it was decided 
to send locomotives out, we cannot possibly now understand. We 
may not fairly criticise the exercise of a judgment, the good faith 
of which we do not question. 


With the beginning of 1921 the volume of traffic moving lessened. 
The respondent shut its shops early in that year. There may or 
may not have been justification for so doing. The record does not 
justify a conclusion either way. It appears that respondent was en- 
deavoring to reduce wages, and perhaps it is to be inferred that the 
locomotives were sent out in order to strengthen respondent’s posi- 
tion in dealing with labor. We are at liberty to be out of sympathy 
with such an aim, but on the record are not justified in concluding 
that from the respondent’s point of view its course was not justified. 


LABOR BOARD HEARINGS 


Changes in schedules of working rules were sought by 
maintenance of way employes on about fifteen railroads of the 
west, east and southeast in a hearing before the Railroad 
Labor Board, June 24, of the dispute between the United Broth- 
erhood of Maintenance of Way Employes and the carriers. 

F. H. Flogsdal, head of the maintenance of way men’s or- 
ganization, said the request of the employers for time and one- 
half for work over eight hours, for Sunday and holiday work, 
and for pay while traveling to and from places of employment, 
was justified. He said other classes of labor were paid as 
much and that the class of maintenance of way work was 
higher and, therefore, should receive at least an equal arrange- 
ment of rules. He introduced exhibits tending to show efforts 
that had been made to get the rules changed through corre- 
spondence and attempted conferences. 

Representatives of the western, eastern and southeastern 
railroads took the position generally that the rules as they 
stand are fair and just. They said that the maintenance of 
way men had been well treated and that there was no reason 
for their having more advantageous schedules than now exist, 
which would mean changes that the roads were not in a posi- 
tion to afford. 

Hearing of the dispute between the dock workers’ organ- 
ization and the Duluth, South Shore & Atlantic and the Lake 
Superior & Ishpeming as to the status of about thirty dock 
workers at Marquette, Mich., the correct rates of pay, and the 
kind of contract to be followed, was held before the Railroad 
Labor Board June 26. 

J. H. Sylvester, representing the men, told the history of 
the dispute. He said differences as to rates of pay had existed 
for several years and the question had been passed on by the 
board. He centended that, at the close of the season in 1923, 
the correct rate of pay was 60% cents an hour and that, when 
the negotiations began in March, 1924, for a rate of pay and 
rules to govern throughout the present season, the 60%4-cent 
rate should have been recognized. He said the men, carrying 
out a policy of getting the best deal they could, asked for 64 
cents, without any idea of getting that amount. The officials 
of the carriers, he said, refused to pay it and said they would 
give 51 cents an hour. He contended that the carriers’ repre- 
sentatives, though promising to meet the men after negotia- 
tions had reached this apparent deadlock, never called a meet- 
ing and shortly after that time contracted the work on the 
docks to other employes. 

He told of the hazards of the work as a reason for the 
right to ask higher rates of pay. The local representative of 
the organization, John Poklor, was called to the stand and cor- 
roborated the statements made by Mr. Sylvester. 

Clarence Randall, for the carriers, said the men were not 
properly before the board, because they were not in the employ 
of the road. He said they had no contract. The road had 
asked them if the contract under which they worked in 1923 
would be satisfactory and they had replied in the negative. 
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He contended that the men had further alienated them. 
selves because they had caused a threatened interruption ot 
interstate traffic, when they delayed settlement at the opening 
of the ore season, when a few hours’ delay meant a great loss. 
It said it was not the carriers’ desire to contract green labor 
but they had been forced to do so, because, to them, the de. 
mands of the men for 64 cents an hour appeared to be final 
and that they would take anything less- seemed improbable. 
Regarding the proper rate of pay based on the decisions of the 
board in previous cases, he said he was willing to stand on 
the records of this and other similar cases. 

The questions of the proper execution of the board’s order 
of an increase in wages and of the correct representation of 
employees were argued in a hearing of the dispute between 
the Brotherhood of Railway and Steamship Clerks and the 
Pere Marquette before the Railroad Labor Board, June 26. 

H. F. Baldwin, vice president of the men’s organization, 
said it was the view of the clerks that the road had not prop- 
erly carried out the board’s order issued several months ago 
for an increase in wages. In apportioning the increases, it 
was their view that it had not been done in a proportionally 
equal manner. The representatives of the brotherhood main- 
tained that they were authorized to represent the clerks on 
the Pere Marquette. 

A. L. Grandy, for the Pere Marquette, contended that the 
brotherhood did not represent a majority of the clerks and that 
the road had preferred, therefore, to deal with its clerical 
employees in what it deemed the fairest mamuner. From 
what information he could gather, it was his opinion that the 
road had acted properly. 

Hearing of a dispute between the American Train Dispatch- 
ers’ Association and the Southern Pacific as to the proper rep- 
resentation of train dispatchers in the carrier's employ was 
held before the Labor Board June 27. 

J. G. Torian, for the Southern Pacific, said that, early this 
year, a petition had been handed to the officials of the com- 
pany, asking that it deal directly with the train dispatchers’ 
committee. The association, at that time, also desired to make 
a deal for the men. Faced with the two propositions, he said, 
the road thought it best to take a secret ballot in accordance 
with rules laid down by the board. This was agreed to by the 
committee, which sought to have the association join in a 
secret ballot to learn the wishes of the majority of the dis- 
patchers, but the association refused. Mr. Torian said that, 
while the carrier preferred to deal with its men individually, 
it was willing to do what the majority of them desired. 

W. J. Potts, for the dispatchers’ association, contended that 
the statement of the carrier’s representative was sophistry, be- 
cause, by coercion and intimidation, the employes had been 
put in a position where they feared to follow their own in- 
clinations, as they did in a secret ballot in 1923, which showed 
that a majority of the dispatchers wished to have the associa- 
tion represent them. Mr. Potts contended that the carrier had 
obtained virtually a repudiation of that secret ballot through 
intimidation and undue pressure. 


HOOPER SCORES LABOR HEADS 


Labelling Warren S. Stone, head of the Brotherhood of 
Locomotive Engineers, and D. B. Robertson, head of the fire- 
men, aS unveracious and denouncing their attacks on him as 
“radical politics,’ Chairman Ben W. Hooper, of the Railroad 
Labor Board, in a letter to the two labor executives, answers 
charges made in a letter to him a short time ago when the 
organization heads wrote in defiance of the board, saying that 
they did not think it necessary to pay attention to its taking 
jurisdiction of the Buffalo, Roches‘er and Pittsburgh case. This 
letter contained a personal attack upon Mr Hooper and his 
reply was addressed to them as “citizens in the discussion of 
public issues,” which they raised, and came from him as 4 
“citizen.” 

He accused them of suppressing the fact that a letter re 
ceived by them in regard to the board’s taking jurisdiction in 
the Buffalo, Rochester & Pittsburgh case was a letter carrying 
the opinion of the board and not a personal communication from 
him. He said their reason for so doing was that they desired 
to distort the incident into an occasion for making a personal 
attack on him for purposes of political propaganda. 

Mr. Hooper continued by pointing out a distinction in the 
activities of the two labor heads, which he charged, they were 
“more unwilling than unable to recognize. Your public activi- 
ties are along two entirely separate and distinct lines. In the 
first place, you are the heads of two labor organizations com 
prised of a large number of railway employees. In the second 
place, you are among the leaders of a political movement in 
which you are attempting to deliver railway employees into 42 
alliance with socialism.” : 

In reply to their charge to the effect that his attitude as 4 
member of the board was one of “prejudice and antagonism to 
the official representatives of the employees and to the policies 
of their organizations,” he said that, if they referred to his oF 
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ORT OF HOUSTON 


‘“‘Where Seventeen Railroads Meet the Sea’’ 


THE DISTRIBUTING AND EXPORT CENTER OF THE SOUTHWEST 





Houston, First Heard of as a Port Only a Few Years Ago, Has Made Wonderful Progress. These Statis- 
tics Tell the Story: 





ARRIVALS AND DEPARTURES OF SHIPS EXPORT COTTON 


YEAR 1919—Number ships.............. 310 SEASON 1919-1920............. 69,839 bales 
YEAR 1920—Number ships.............. 425 SEASON 1920-1921............. 466,185 bales 
YEAR 1921—Number ships.............. 744 SEASON 1921-1922............. 478,141 bales 
YEAR 1922—Number ships.............. 1,006 SEASON 1922-1923............. 719,942 bales 
YEAR 1923—Number ships.............. 1,400 AUG. 1 to MAY 381, 1923......... 1,044,707 bales 
YEAR 1924—(5 months)................. 714 
IMPORTS, EXPORTS AND COASTWISE STATISTICS 

YEAR 19019-—Toms. 0526 oA ee ee 446,685 WEEE 1SG4 3 VSSinle pada otnle ca pens $ 63,564,825 
YEAR 29080—Toms:.'. eS 714,621 i A aE a eae RR ee Be ss 2 72,967,244 
TW, er RO nos onc cre wee ons 1,395,438 We Ue ES UR POs se eb oe 73,877,335 
pg EE, ee ee 2,027,927 Re, Bids stawil ca 6 2a ts ease 136,959,620 
pe Oe eee 3,149,196 ET Sot wegae Sern Soottne 0-0 Sores 215,109,522 
YEAR 1924—(5 months)............. 2,010,456 Pe ree ee ee 75,651,383 


Have you received a copy of “Port Houston Booklet?” If not, send for one at once. Address the 


DIRECTOR OF THE PORT, 5TH FLOOR, COUNTY COURT HOUSE, HOUSTON, TEXAS 


Port Houston’s Shipside Warehouse 





Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 
Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 
Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 


With - long —— in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
ipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 
Your shipments can be financed through our negotiable warehouse receipts. 
A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO0., Inc., HOUSTON, TEXAS 
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position to their political designs, their accusation was entirely 
correct, but that, if they meant that his actions and attitude 
in questions involving rules, rights and wages, the charge was 
refuted by his record on the board, where he was responsible 


for what are now the most vital rights of the labor organizations. 
He continued: 


There is nothing that you could possibly do or say to me per- 
sonally that would influence my judgment or any action against the 
men of your organizations. You could offer me no indignity that 


would actuate me to do a knowing injustice to the engineers and 
firemen, 


I fully understand that no course of official action could have 
been adopted by the Railroad Labor Board that would have won 
your approval, for the reason that you desire to destroy the trans- 
portation act in order to escape the public supervision of railroad 
labor controversies which it guarantees. With this purpose ever 
paramount, you have never permitted your members to read in 
your publications a line of favorable comment on the work of the 
board. You continuously abuse the public press and all news agen- 
cies as biased and unfair, and the ‘kept press’’ is your favorite 
term, but if there was ever a flagrant example of journalistic pros- 
titution, it is your political organ, Labor, subsidized as it is from 
organization treasuries, reeking with foul assaults upon men and 
motives, villifying all public officials from the Supreme Court down, 
sowing the seeds of suspicion and hatred, and religiously excluding 
all truth that does not harmonize with your political program. 


I would, indeed, be unfit for membership on the Railroad Labor 
Board if I were incapable of drawing a line of distinction between 
Warren S. Stone, Grand Chief of the Brotherhood of Locomotive 
Engineers, and Warren S. Stone, the chief mogul of the so- called 
Conference for Progressive Political Action, comprising in its dele- 
gated membership seven representatives of the ‘‘Socialist Party.” 


I believe that socialism and its legitimate offspring commun- 
ism will plunge into chaos any country where they obtain the as- 
cendancy, and their curse will fall upon labor as heavily as upon 
anybody else. There are hundreds of thousands of laboring men 
in this country who own their own homes and enjoy a measure of 
prosperity not known elsewhere in the world who will not follow 
you in the Europeanizing of American labor. Your solicitude for 
the Soviet government which has repudiated its debts, persecuted 
all religions and murdered their priests, attempted the destruction 
of marriage and the family, socialized the rearing of children, im- 
poverished the people, made working men the peons of the state 
crushed the freedom of speech and the press, and set up a merci. 
less military despotism, is not in line with the best thought of 
intelligent labor in this country, from Mr. Gompers down. 


Mr. Hooper said, in answer to their attributing his opposi- 
tion to the Howell-Barkley bill to his personal interest in the 
matter, that the fact that the bill proposed to abolish the Rail- 
road Labor Board was not a matter of vital importance to him 
personally, but that the consideration of tremendous concern to 
him and every other American citizen was that the bill was an 
insidious unconstitutional, un-American onslaught on the rights 
and interests of every citizen in the United States and that it 
threatened producer, shipper, and consumer with disorganiza- 
tion and the ultimate destruction of railway transportation. He 
characterized the bill as socialistic because, he said, it was a 
comprehensive governmental wage-fixing measure, establishing 
all existing rates of pay and working rules as an irreducible 
minimum. 

In ending the letter, he said his desire to obtain or retain 
public office would never be strong enough to make him sur- 
render his right and to forego his duty to give free and temper- 
ate expression to his views on vital public questions. As an 
alternative to that, hes aid, ‘there is an apple ranch in the 
Tennessee mountains that would look good to me.” 


LUMBER SHIPMENTS 


With 353 of the larger commercial sawmills of the country 
making comparable weekly reports for the week ending June 
21, says the National Lumber Manufacturers’ Association, new 
business showed a slight increase, while production and ship- 
ments decreased, compared with similar reports of 373 mills 
for the preceding week. As compared with the corresponding 
week in 1923, there was a considerable increase in new busi- 
ness, and a noticeable decrease in productions and shipments. 
The report of the Northern Pine Manufacturers’ Association 
of Minneapolis was not received in time to be included in 
figures for the week ending June 21. 


The unfilled orders of 257 Southern Pine and West Coast 
mills at the end of last week amounted to 363,514,586 feet, as 
against 447,615,668 feet for 252 mills the previous week. The 
132 Southern Pine mills in this combination showed unfilled 
orders of 196,727,409 feet at the end of last week, and 191,- 
328,813 at the end of the week before. For 125 West Coast 
mills there were unfilled orders of 166,787,177 feet, as against 
256,286,855 for 120 mills a week earlier. 


Altogether, the 353 comparably reporting mills had ship- 
ments of 97 per cent and orders of 99 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were, 
respectively, 98 and 106; and for the West Coast mills 106 and 
108. Of the comparably reporting mil!s, 339 (having a normal 
production for the week of 219,752,647 feet) reported produc- 
tion 92 per cent of normal, shipments 89 per cent, and orders 
91 per cent thereof. 


The following table compares the national lumber move- 
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ment as reflected by the reporting mills of seven regional asso. 
ciations for the three weeks indicated: 


Preceding 
Corresponding week, 1924 
Past week week, 1923 (Revised) 

UD ee: Se 353 376 373 
Producten es... « Rare oe oa 204,699,039 252,930,515 233,527,758 
ShipmeGges “as... dr. os soe 198,155,946 231,016,881 211,230,329 
S| este ais andl ES oe ae 201,753,528 192,489,518 196,607,014 


The following figures compare the reported lumber move. 
ment for the first twenty-five weeks of 1924 with the same 
period of 1923: 


Production Shipments Orders 
eee 35. 4 Fe ei SIMA 5,877,163,757 5,786,113,405 5,419,642 213 
ME Wir eiahe <akSivte. «a biidtere 5,814,583,819 1,201,973,172 5,858,546,699 
1924—-Increase ....... C2EAGRCG 2s F4 s katiccth.o o0ys i twtaa ss +068. 
ROUSE ——-POCTORNS. 6 kee cece edeses 415,859,767 438,904,486 


The mills of the California White and Sugar Pine Aggo. 
ciation make weekly reports, but they are not comparable in 
respect to orders with those of other mills. Consequently, the 
former are not represented in any of the foregoing figures, 
Twelve of these mills reported a cut of 13,819,000 feet last 
week, shipments 8,825,000, and orders 8,684,000. The reported 


cut represents 29 per cent of the total of the California Pine 
region. 


FRUIT AND VEGETABLE SHIPMENTS 


Because of the lighter movement of potatoes, strawberries, 
cantaloupes, onions, oranges and apples, shipments of leading 
lines of fruits and vegetables decreased by 2,400 cars to a net 
total of 16,900 cars in the week ended June 21, as compared 
with the preceding week, according to the Bureau of Agri- 
cultural Economics of the Department of Agriculture. The 
Bureau said the apple season was closing, with a record of 
140,000 carloads shipped and with large stocks still in storage. 


The totals from the weekly summary of carlot shipments 
follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
This Last 
June June June Sea- Sea- Total 
15-21, 8-14, 17-23, son to son to Last 
1924 1924 1923 June 21 June 23 Season 
Apples (Old Crop)— 
Boteal- ~ 0006-008 101 200 51 138,505 112,271 112,283 
Apples (New Crop)— 
ee 24 ae 29 24 31 138,505 
Asparagus— 
Oe ee ao = 26 $e 926 +f 785 
Cabbage— 
WwOtGl <>... <i. és 464 *552 444 *16,141 12,470 37,230 
Cantaloupes— 
es 2,780 3,027 3,343 8,980 8,486 *25,877 
Celery— 
2. SRE 15 34 19 *7,317 6,439 *16,901 
Cherries— 
RR 207 *1,75 +* *1,188 ** 2,481 
Cucumbers— 
. .  Saearapeee- 699 560 me 3,569 +s 5,677 
Grapefruit— 
ieee 129 145 ** *19,669 +* 17,634 
Lemons— 
IIs gxgselece sate 421 402 +* 9,923 ¥** 8,194 
Lettuce— 
ee 269 243 397 *21,521 18,484 27,718 
Mixed Citrus Fruits— 1 
aes 19 31 me 3,676 ++ 3,677 
Mixed Deciduous Fruit— 
: | Eee 300 241 542 *903 1,807 9,063 
Mixed Vegetables— 
».  : Sta 503 *579 354 *14,543 11,661 *24,022 
Onions— ; an tales 
OS ee eer 199 *319 «+. 167 *4,788 3,994 *29, 438 
Oranges— * i 
WER acs eee 1,354 1,594 ++ *65,570 ** 67,952 
Peaches— 
WOE: eiccccwsee 618 750 258 1,509 1,390 *33,508 
Pears— bs 
PE ohm bce cavase 0 = 5 4 5 7,148 
Plums and Prunes— v 
GD oa) oat: 259 114 ** 417 ** *6,790 
Strawberries— 
RE 1,161 *1,680 519 *17,263 17,210 *17,889 
String Beans— 
Datah 2. ci<tts. 398 *404 hd *2,901 ** #3,321 
Tomatoes— 2 
. Nee 2,002 *1,937 1,212 *12,528 12,514 24,116 
Watermelons— 
___o—gghersrees: 1,344 586 1,021 2,187 4,058 *33, 010 
Potatoes (1924 crop)— 
SS aes 4 *4,800 3,468 *20,590 17,164  *240,041 
Potatoes (1923 crop)— me 5 
Wesek 2esci32k; 313 *934 1,111 *240,041 253,229 254,158 





** Unavailable. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber 10 
THE DAILY TRAFFIC WORLD. 
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DO YOU REALIZE 


HOW VITAL 


PROPER FORWARDING 


Is to the UPBUILDING of your 


FOREIGN-TRADE 


at ae we ee ae 


KARR, ELLIS & CO., INC. 


8 Bridge St., New York 


Export Freight Forwarders 
ALDER ELLIS JOS. E. D’ALTON 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


MAP OF ILLINOIS 


FROM 


Parke 


Storage—Distribution 


Within the white area Decatur, 
ST.LOUIS Illinois delivers L. C. L. Freight at 
less cost than either Chicago or 
St. Louis. 
With over 7O Daily outbound 
merchandise cars, Decatur, Illinois 
serves in Illinois over 3OO towns, 


S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 









Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 


Downtown, readily accessible to 
your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 


BETTER INVESTIGATE 
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COMMERCIAL 
WAREHOUSES 


SHIPSIDE WAREHOUSES 
CENTRAL DISTRIBUTING WAREHOUSES 


NEW ORLEANS 


COLUMBUS 


















FOR CE STATES 
JERCHANDISE 


DISTRI 


MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse Pool car distributien—=store deer delivery 


elle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
TOLEDO 














MANSFIELD, OHIO 







MANSFIELD 





Merchandise Storage and Pool Car 
cricgws and Kenan ceys DISEPIDULION — 22 can roan 


CAPACI 


CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 


WAREHOUSE 


Your Stocks With Us 
150,000 Sq. Ft. Space 


DENVER 


Serves Twe Millien Population 








Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 


The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 


| CHICAGO, ILL. 


Location—Geographically in the heart 
of Chicago. Ground floor space for lease 
in large or small blocks to desirable 
tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 

















The largest public warehousing 
unit west of the Atlantic Seaboard 


WESTERN 


WAREHOUSING COMPANY 

Poik Street Terminal, Pennsylvania System 
CHICAGO 

“At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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Personal Notes | 


_J. M. Hannah, manager of the Glasgow Storage and Cartage 
Company, has been appointed official weigher and gauger of 
the Hamilton, Canada, Chamber of Commerce. 

E. B. Calhoun has been made general freight and passen- 
ger agent of the Fernwood, Columbia & Gulf Railroad. J. M. 
Fush has resigned as traffic manager and the office has been 
abolished. 

H. S. Garvey has been appointed general agent of the Bos- 
ton & Maine at Chicago. J. N. Gall, formerly general agent 
at Chicago, has been made general agent at New York, and 
J. J. Wright has been appointed general agent at Detroit. 

Floyd O. Dutcher has been made district freight repre- 
sentative of the B. & O. at Buffalo. 

Frederick J. Hunter has been made assistant secretary in 
charge of transportation of James Talcott, Inc., factors and 
commission merchants, of New York City. 

Will C. Pike will open a joint traffic management service 
for several industrial and commercial concerns of Muncie, New 
Castle, Anderson and Hartford City, Ind., at Muncie, July 1. 
Mr. Pike has been connected with the traffic departments of 
several carriers and in 1920 organized the traffic bureau of 
Muncie. He is a member of the freight and traffic committee 
of the Indiana State Chamber of Commerce. 

Walter A. Sweat, formerly of Bailey & Sweat, has opened 
offices in San Francisco and will continue to engage in general 
traffic work, specializing in practice before state and interstate 
commissions. 

Robert Bruce Scott has been appointed general counsel and 
elected to the board of directors of the C. B. & Q. He has 
been with the legal department of the Burlington for thirteen 
years, prior to which he was local attorney for the road at 
Aurora, Ill. He succeeds the late O. M. Spencer. 

A. T. Allen has been made coal transportation agent of 
the C. & E. I. The position of manager of coal traffic, formerly 
held by D. R. Patterson, who recently died, has been abolished. 

EB. C. Guion, vice-president in charge of traffic of the Texas 
City Terminal Railway Company, Galveston, Tex., has severed 
his connection with that road to engage in other business, 
effective on or about August 1. 

J. C. Pelman has been appointed traveling freight agent 
of the Norfolk & Western, with office at St. Louis. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Atlanta will hold its annual meeting 
June 30. A lunéheon-meeting has been arranged instead of 
the usual annual banquet. 





The Transportation Club of Evansville met at dinner June 
18. H. F. Clelland, claim prevention agent of the L. & N., 
spoke on the additional protection and durability gained through 
the use of steel strapping on shipping containers. 





The Pacific Traffic Association met at Oakland, Calif., June 
24. O. H. Fisher, president of the Oakland Chamber of Com- 
merce, spoke, welcoming the traffic men. Two moving picture 
films were shown, one entitled “Industrial Oakland” and the 
other, “Man’s Conquest of Time,” depicting in allegorical form 
the history of transportation from the stone age to the present. 
Donald Conn, of the American Railway Association, spoke on 
the regional advisory board to be established at San Francisco. 





The Oil City-Franklin (Pa.) Traffic Club held its third 
annual outing at the Rockwood Club, Rockmere, Pa., June 17. 





The Traffic Club of Augusta, Ga., has made application for 
membership in the Associated Traffic Clubs of America. How- 


ard H. Stafford is president of the club, and George D. Bailey, 
secretary-treasurer. 





The Twin City Traffic Club of St. Joseph and Benton Har- 
bor, Mich., held a meeting and open discussion of transportation 
practices at St. Joseph, June 19. Following the discussion, 
there was a program of musiic and vaudeville. The next meet- 
ing of the club will not be held until September. 





The Cincinnati Traffic Club met June 23 and adopted a 
new constitution and by-laws. A membership campaign has 
been started to awaken more interest and a committee appointed 
to arrange the annual summer outing for some time in July. 





The Traffic Club of St. Louis will hold its annual mid- 


summer outing at the Kirkwood Country Club from 1 p. m. 
until midnight, July 22. 
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The Traffic Club of Kansas City had a luncheon in the 
roof garden of the Kansas City Athletic Club June 25. 





The Chicago Freight Rate Club held its second banquet 
in the rooms of the Traffic Club of Chicago June 24. Jj. 9 
Beek, executive secretary of the National Industria] Traffic 
League, spoke on “Efficiency in the Operation of the Railroads,” 





The Keokuk Shippers’ Association held its annual meeting 


June 23. James C. Davis spoke on “Some Problems of Trans. 
portation.” 





The date of the annual outing ofthe Traffic Club of Erie 
at Conneaut Lake Park, Pa., has been changed to Thursday 


afternoon, August 7, on account of the Pittsburgh Traffic Club 
outing. 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. 
Pres.; J. J. King, Secy. 

Akron (0.) Traffic Association. 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. 
Bailey, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. H. A. Thoman, Pres,; 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. G. W. Hammond, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. W. S. Randolph, Pres.; M. B. 
Mason, Secy. and Treas. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

‘ Chicago Traffic Club. G. A. Blair, Pres.; H. E. Mac Niven, 
Secy. 

Cincinnati—Traffic Club of the Chamber of Commerce. R. E. 
Smith, Chairman; C. G. Fredericks, Secy. 

Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
Se 


H. L. Sovacool, 
H. J. Zimmerman, Pres,; 


J. W. White, Pres; 


H. H. Stafford, Pres.; G. D. 


E. C. Nettels, Pres.; 


cy. 
Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 

Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami Valley Traffic Club. H. T. Ratliff, Pres.; 
M. T. Otto, Secy. : 
Dallas Traffic Club. Julian Nance, Pres.; A. J. Stone, Secy. 
Treas. 

Decatur (Ill.) Transportation Club. 
M. M. Cooper, Secy. 
i Des Moines Traffic Club. W. I. Laird, Pres.; E. J. Heck, 
ecy. 


Denver Traffic Club. F. B. Choate, pres.; C. B. Rader, Secy. 
and Treas. 


Denver Commercial Traffic Club. A. M. Hays, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 


Detroit Transportation Club. P. G. Findlay, Pres.; G. W. 
Musson, Secy. 


Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. Eismann, Secy. 

Evansville (Ind.) Transportation Club. H. P. Cornick, Pres.; 
W. H. Orr, Secy.-Treas. 

Flint (Mich.) Transportation Club. L. F. Burchart, Pres.; 
H. A. Griggs, Secy. 

. Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
J. A. Curtin, Vice-Chairman. 

Fort Worth Traffic Club. F. G. Abbey, Pres.; I. S. McCot- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C. Filsol, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Edwin Stokoe, Pres.; V. Va" 
Brocklin, Secy: q 

Hartford Traffic Association of Hartford (Conn.) and Vi 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 


T. C. Burwell, Pres.; 


Ju 
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GENERAL MERCHANDISE STORAGE 


Freprest Wedieues on Track Distribution 


For the Storage of Merchandise 


res.; 


-Tes.; 





ill Household Goods and Machinery The only modern Merchandise Warehouse fully 
res; equipped and centrally located in the 
We specialize in the DISTRIBUTION of local City of Rochester. 
res.; and pool car shipments 
G. Consign via any Railroad into Denver Insurance rate 12 cents per $100.00. 
Free Switching to Warehouse : 
peat : a 
a Suesage copecty 900006 went Siet Located on private siding of the Buffalo, Rochester 


& Pittsburgh Railway, enjoying switching at 


Insurance rate 15c flat Rochester rate with all steam roads. 


Negotiable Warehouse Receipts Issued 


nerce. 
yntier. 


a The Weicker Transfer & Storage Company B. R. & P. Warehouse, Inc., ®°shs*t«" 


Burns, 








Niven, 
R. E. : 
orman, 
i TLANT 
Pres.; 
, Secy.- 
Pe GEORGIA 
_ Heck, 
r, Secy 
C. J. Mr. Traffic Man: 
 G. W. Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
J. Wil we have the facilities and experience 
Water: to be of-real service to you. 
in, Secy. 
x, Pres.; 
tL, Pres.; 
* 
iterways 
crm Security Warehouse Company 
McCor- 4 WAREHOUSE STOCK within the territory served, saves one 
\ Filson, six days in deliveries to SOUTHWESTERN TERRITORY 100,000 Square Feet Floor Space 
; Bincesatioe STORAGE AND FORWARDING 
, Jeane SPECIALIZING ON POOL CARS ‘“‘Bankers of Merchandise’’ 


\."{ J ADAMS TRANSFER & STORAGE Co. 


ea Vi 228-36 WEST FOURTH STREET 
eas. 
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Houston Traffic Club. 
Secy. 
Indianapolis—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; 8S. C. Farrington, Secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J.C. Holzworth, Secy. ; 

Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice- 
good, Secy. 

Jamestown, N. Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 

Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. G. E. Hazen, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. 
Rose, Secy.-Treas. 

Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; C. V. 
Colvin, Secy. 

Little Rock (Ark.) Traffic Club. R. M. McWilliams, Pres.; 
C. B. Bowling, Secy. and Treas. 

Los Angeles Transportation Club. O. A. Smith, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. A. M. Stevens, Pres.; W. T. 
Vandenburg, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (0O.) Traffic Club. W. R. Aukland, Pres.; S. D. Ross, 
Secy. 

_ Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
Sec : 


S. G. Reed, Pres.; A. R. Canfield, 


L. E. Ayer, Pres.; Peter J. 


y. 
Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. ; 

Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 

Mobile Traffic and Transportation Club. H. E. Warren, 
Pres.; T. C. Schley, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. f 

Newark Traffic Club. E. F, Neagle, Pres.; R. W. Tims, Secy. 

New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. P. M. Ripley, Pres.; C. A. Swope, 
Secy. 
"Sait York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York Traffic Forum. E. H. Mayerhofer, Pres.; B. H. 
Thome, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. S. E. Hughes, Pres.; F. N. Tillier, Secy. 


New York, N. Y.—Railway and Steamship Traffic Associa- . 


tion. N. BE. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Nelms, 
Pres.; E. BE. Ellis, Secy. 

Oklahoma City Traffic Club. 
Voss, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 


L. W. Price, Pres.; L. M. 


Secy.-Treas. 

Pensacola (Fla.) Traffic Club. R. K. Wallace, Pres.; P. W. 
Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. Eddy, 
Secy.-Treas. 


Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 


Philadelphia—Commercial Traffic Managers of Philadelphia, 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 


Philadelphia—Philatra Traffic Association. 
Pres.; C. H. Beard, Secy. 


Pittsburgh Traffic Club. 


J. C. Moffett, 
J. M. Morris, Pres.; A. H. Orr, 
Secy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 


Port Huron, Mich—St. Clair River District Transportation 
Club. W. H. Markle, Pres.; C. D. Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. A. E. Paddock, Chairman; E. C. Southwich, Secy. 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 

St. Louis Traffic Club. B. H. Daily, Pres.; S. E. Wilson, 
Secy. 

St. Paul Transportation Club. 

Liggett, Secy. 

San Antonio (Tex.) Traffic Club. 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. J. C. Rohlfe, Pres.; 
H. G. Iiderton, Secy. 


C. E. Elmquist, Pres.; C. A. 


Wallace Carnahan, Jr., 
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San Francisco—Pacific Traffic Association. -” 
Pres.; J. H, Todd, Secy. =e 

Seattle Transportation Club. R. C. Johnston, Pres.; A R 
Cadets, Secy.-Treas. eo 

eattle Transportation Club. Alpheus Byers, Pres.; 

Nichols, Secy.-Treas. . ; tte 

Shreveport (La.) Traffic Club. J. N. Campbell, Pres.: H. L 
Viser, Secy. " 

Sioux City Traffic Club. E. P. English, Pres.; L. V. Clark 
Secy.-Treas. 

Springfield (Mass.) Traffic Club. H, A. Noble, Pres.; B, 4 
Hapgood, Secy.-Treas. i 

Spokane Transportation Club. E. L. Cardle, Pres.; F. J 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B. Ray, Pres.; L. D 
Ellis, Secy. , 
‘ Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 
ecy. 

Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 

Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. B 
Mace, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. . 

Tulsa, Okla.—Transportation Club of Tulsa. E. C., Kitching, 
Pres.; R. R. Trimble, Secy. : 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. 
. Waco Traffic Club. R. L. Goebel, Pres.; J. D, Hughett, Secy, 

reas. 

Washington Traffic Club. O. B. George, Pres.; R. F. Rich- 
ardson, Secy. 

Wheeling (W. Va.) Traffic Club. C. W. Henry, Pres.; P. M. 
Neigh, Secy. 

Wichita Falls (Tex.)- Traffic Club. A. A. Spencer, Pres; 
J. W. Chatham, Jr., Secy.-Treas. 
. Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 

ecy. 

Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 

York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 

Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres; 
P. B. Wait, Secy.-Treas. 


EFFICIENT TRUCK OPERATION 


More economical truck operation and aid in the solution 
of the traffic congestion in cities are being accomplished by 
a routing system now being used by some of the larger truck 
operators, service department officials of the General Motors 
Truck Company say. They have devised specified routes that 
radiate from the garage to all sections of the city, escaping 
congested arteries and intersections. 

That “the longest way. round is the shortest way there” 
has been demonstrated by those truck operators who have 
adopted the new system, they say. Frequently the specified 
routes are of slightly greater mileage than the more direct 
way, but, by eliminating the delays incident to heavily traveled 
thoroughfares, the actual trip time has been found to be shorter. 

At present most truck drivers get their delivery orders 
and are left to select their own routes. This, frequently, is 
over the main traveled and best known streets. It results in 
the driver being forced to move slowly through dense traffic, 
causing an appreciable loss of time and fuel. 

The system now being adopted saves this loss. The truck 
operator or -his superintendent in charge of the transportation 
fleet first familiarizes himself with traffic conditions throughout 
the city, and then plans the specified routes his trucks are t0 
follow in going from one section of the city to another. 

These routes are charted on a map of the city, which i 
usually placed at the loading dock door. 


INTERLOCKING DIRECTORATES, ETC. 

William W. Turney has been authorized to hold the posi 
tions of director of the El Paso Union Passenger Depot Colt 
pany, and of the Rio Grande, El Paso & Santa Fe Railroad 
Company, in addition to various other positions with the 
carriers, ; 

William Mann Prizer has been authorized by the Commis: 
sion to hold the positions of director of the Atlantic City Rail 
road Company and North East Pennsylvania Railroad Compaty. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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FIREPROOF WAREHOUSE 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 


al 4) 
Gut ULE L NE 


DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 


424 Whitney Central Building, New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. New York City 
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EXPRESS SERVICE 
15 Days Coast to Coast 


Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles ‘Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far East and 
Australasian ports. 


Proposed Sailing Dates: 
From New York West-Bound 
S.S. Finland july 3 


Eastbound from San Francisco Los Angeles 

S.S. Kroonland July12 July 14 

S.S. Manchuria July 31 S.S. Finland july 26 July 28 

S.S. Kroonland Aug. 14 S.S. Manchuria Aug.23 Aug. 25 
and regularly thereafter 


ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


PIER 61 North River, N. Y. C. 1 BROADWAY, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago—327 So. La Salle St. Boston—84 State Street 
Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 
Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 
Los Angeles—San Francisco—Oakland —Portland —Seattle—Tacoma 


INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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N. Y. PORT AUTHORITY HEARING 
The Trafic World New York Bureau 


The Port of New York Authority, taking advantage, for the 
first time, of the powers of subpoena conferred on it, has issued 
an order to railroads using the Hell Gate Bridge route calling on 
them to show any cause why this route is not to be made available 
to shippers for the interchange of carload freight between points 
on the New York Central and its connection and Long Island 
Railroad points. The summons has been issued to officials of 
the New York Central, the New Haven, the Fennsylvania, the 
New York Connecting Railroad, and the Long Island R. R. 
Company. 

This action grows out of the complaint made by the Queens 
Borough Chamber of Commerce that increasing congestion of 
ecarload freight, due to rapid growth of the borough, could prob- 
ably be alleviated through the use of the Hell Gate route as 
during the war. 

Explaining the service of the order, Chairman DeWitt Van 
Buskirk, of the Port Authority said: 

Informal conferences have been held with the representatives 
of the railroads concerned by a subcommittee of the Port Authority, 
of which Commissioner John F. Galvin is Chairman. These con- 
ferences with the operating and traffic officials brought out that the 
route is amply capable of carrying traffic, but that the interested 
carriers are unable to agree upon the division of the rate over 
this route. The officials of the New York Central estimate that 
under the existing published rates of the New York Connecting 
Railroad, the New York Central must pay between $26 and _ $28 
a car to the New York Connecting Railroad for hauling a trainload 
of fifty-eight cars eight miles long across the Hell Gate Bridge from 


Port Morris to French Pond Junction, including the return of any 
empties. 


This charge is in addition to and jn some cases in excess of 
the allowances to the Long Island Railroad for the service it per- 
forms beyond Fresh Pond Junction. The New York Central officials 
declare that the charge is exorbitant, while the representatives of 
the Pennsylvania and New Haven Railroads, which jointly own the 


Hell Gate Bridge route, say they are really not charging the New 
York Central enough. 


The investigation will develop the facts upon which the Port 
Authority will be enabled to come to a decision as to whether 
‘it is now economicaliy practicable to open up this route, which is a 
part of Belt Line 1 of the Comprehensive Plan for port development, 
so — the shippers and receivers of freight on Long Island may 
use ° 

The Port Authority later fixed September 15 as the date 
for the hearing. Officials intimated that the findings would be 
passed on to the Interstate Commerce Commission as presump- 
tive evidence on which the Commission could order relief. 

Under an order of the Commission it is provided that no 
railroad can close a route as a result of a disagreement over 
division of rates, but must keep it open until the Commission 
grants relief. Shippers have asserted to the Port Authority 
that the New York Central has been boycotting the Hell Gate 
Bridge route because of high charges. It is charged that the 
Central has not used the route since 1919 when the Pennsyl- 
vania raised the rate from five to seven cents a 100 pounds. 

The Port Authority is not taking sides in the dispute, but 
will take evidence with the purpose of having the order of 
the Commision enforced. At present the Central is sending 
its Long Island business by floats from Long Island City to its 
sixtieth street piers, involving considerable delays to shippers, 
who are now protesting. 

According to local shippers, the Pennsylvania is losing 
money in an effort to maintain its exclusive control of fast 
freight moving out of Long Island. It is reported that the New 
York Connecting Railroad operates at a loss of $500,000 
annually. During the war the business sent over this route 
by the New York Central is said to have yielded about $360,000 
a year at the five cent rate. The charges are absorbed by the 
railroad. 


FOURTH SECTION HEARING 


Fourth section relief on lumber rates from points in Ore- 
gon, Washington, Idaho, Montana, Alberta and British Colum- 
bia to destinations in C. F. A. territory is sought in application 
12383, heard before Examiner Cummins, at Chicago, June 23. 
With that application, there were consolidated applications 345 
and 349, seeking relief on class and commodity rates from 
about the same points of origin to the same destinations. 

W. C. Vandiver, for the C. F. A. lines, said the carriers 
had arranged rate groups east of Chicago, in which the rates 
ranged from 81 cents a hundred pounds on lumber in carloads, 
in the district immediately east of Chicago, to 881% cents a 
hundred in the group in the western half of Pennsylvania and 
southeastern Ohio. 

He said the through rates were largely equalized via all 
gateways of the C. F. A. lines and that such equalization re- 
sulted in fourth section’ departures where shipments moved 
through a higher rate group into a lower. He said equalization 
of the through rates was necessary to afford shippers the ben- 
efits of available and reasonable routes. The rates to the more 
distant points being competitive, he said, the circuitous routes 
were compelled to apply the rates to competitive points in 
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order to participate in the traffic and to afford shippers the 
benefits of such routes. y 

He explained that the situation in regard to class and com. 
moditiéS was virtually the same as for lumber. He illustrateg 
his point by using drugs and showing that under the rate-group- 
plan violations or fourth section departures were necessary in 
order to participate in the traffic. 

L. G. Raymiller, assistant manager of the statistics bureau 
of the western lines, entered figures to show the average mile. 
age operated in Western Trunk Line territory, the cost of that 
operation, and the share to be borne by the different lines. 

G. R. McLean, assistant general freight agent of the Chi- 
cago Great Western, entered testimony in relation in applica- 
tion 349. He made a brief statement to the effect that the 
carrier had rate groups for traffic coming from the north Pa- 
cific coast and that the same fact reported by Mr. Vandiver— 
that departures were extant. where shipments moved through 
a higher rate group into a lower—was true on the Great West- 
ern. He entered a rate exhibit tending to show differences in 
the rates and percentages of circuity of the routes involved. 

The hearing was continued June 24. 

O. T. Cull, for the C. M. & St. P., testified that the rates 
were made by that line from rate groups in the territory of 
origin to other groups in the destination territory. There were, 
he said, two origin groups in Montana, one in Oregon, and the 
Spokane and coast rate groups. The groups in the destination 
territory involved were numbers from 1 to 4. The district of 
Nebraska and Kansas and part of Missouri is in groups 1 and 
4, while groups 2 and 3 take in the territory east and slightly 
northeast of the first two mentioned groups. Groups 2 and 3 
carry higher rates and, in shipping from points of origin to 
groups 1 and 4, it is necessary to pass through the higher 
rated territory and, hence, fourth section departures are made. 

He said relief was not only asked to continue the rate 
through the higher into the lower groups because of circuity, 
but because the grouping necessitated moving in the manner 
described in order to handle shipments all on one line. If the 
relief is not given, he said, it would be necessary to change 
the grouping now in existence, which would prove a tremen- 
dous task. 

F. C. Furry, for the Illinois Central, and H. A. Trieble, for 
the Rock Island, followed Mr, Cull and entered brief testimony 
to much the same effect as his. 

Hearing on applications 1899 et al. and 1872 was _ post- 
poned on request of the carriers, who said they were not ready 
to put in their cases. The statement was made that the Com- 
mission’s order in docket 11388 and in other recent cases would 
likely bring about an elimination of many fourth section depart- 
ures now existing, since the orders were for readjustment of 
rates in territory virtually the same as that covered by these 
applications. 


NEW ROLLING STOCK 


Class I railroads in May installed 11,364 freight cars and 
153 locomotives, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
In April, 9,539 cars and 97 locomotives were placed in service. 
Of the freight cars installed in May, box cars totaled 3,521; 
coal cars totaled 3,141 and refrigerator cars 2,391. 

Freight cars placed in service the first five months this 
year totaled 58,555 compared with 61,809 installed in the cor- 
responding period last year. Of the total number placed in 
service in that period in 1924, box cars totaled 26,829; coal cars 
18,822 and refrigerator cars 4,937. 

Freight cars on order on June 1 totaled 61,256, of which 
box cars numbered 29,995; coal cars 15,289 and refrigerator 
cars 6,257. On June 1, 1923, Class I Railroads had on order 
107,079 freight cars which included 45,709 box cars; 43,113 
coal cars and 13,237 refrigerator cars. 

Reports also showed 911 locomotives installed inservice 
the first five months this year compared with 1,697 in the cor- 
responding period in 1923. Locomotives on order on June 1 this 


year totaled 447 compared with 2,041 on the same date last 
year. 


PROTESTS VALUATION 

The Long Island Railroad Company has filed a protest with 
the Commission against the tentative valuation report issued 
on its properties and those of affiliated lines. The company said 
the values of the properties, as reported, to-wit, the sums of 
$69,654,500 (wholly owned and used); $70,787,114 (total owned) 
and $93,201,517 (total used) had been arbitrarily determined 
and were much less than the true values of the properties 02 
the date of valuation, June 30, 1916. 


The abstracts of tariff filings, rejections, suspen 
sions, ete., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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UNITED FRUIT COMPANY 


General Offices: 131 State Street, Boston, Mass. 


~~ 


Great White Fleet 
Steamship Service 
Regular Freight Sailings From 
New York, Boston and New Orleans 

T 






















Oo 

CUBA COLOMBIA 

Havana Cartagena 

Santiago Puerto Colombia 
JAMAICA Santa Marta 

Kingston 

Port Antonio COSTA RICA 

Jamaica Outports Port Limon 
CANAL ZONE ALSO 

Cristobal Ports of Guatemala 
PANAMA and British and 


Bocas del Toro Spanish Honduras 


Through Bills of Lading issued via Cristobal to West Coast 
Ports of South America, Central America and Mexico 


Passenger Service from New York, Boston and New Orleans 
Additional Freight Sailings from Philadelphia 
Baltimore, Mobile and Galveston 


For Rates and Other Information Address 


UNITED FRUIT COMPANY 


17 Battery Place Long Wharf 321 St. Charles St. 
New York Boston New Orleans 


Room 1347, Marquette Building, Chicago 
Pacific Coast Agents—Huff Tain Company, San Francisco 




















Ship by Water 


‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 


Seattle, Tacoma and Bellingham 


Baltimore, Norfolk, Philadelphia 
and New York 


FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Setting Green 7394 


Baltimore, Md. , Pa. Pa. Chicago, Ill. 
39South St. | DrexelBidg. Oliver Bidg. 333 S. Dearborn St. 
And at our Branch Offices at ports of call, etc. 
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New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
; Baltimore New York 
*COLOMBIA 
















Norfolk 


Sere « July 3 July 10 July 11 
SANTA OLIVIA ...... July 12 July 19 July 21 
a a July 19 July 26 July 28 





THEREAFTER EVERY WEEK 


EASTBOUND SAILINGS 
San Francisco Los Angeles 





























SANTA BARBARA... July 5 July 7 
SANTA ROSA...... July 16 July 18 
*ECUADOR........ July 22 July 24 


THEREAFTER EVERY WEEK 


es at emer 7mm San Jose de Guatemala, La Libertad, 
Corinto, Canal Zone, Havana + ccc, Baltimore (East- 
bound), Norfolk and New Y 


FARES, to Los Angeles or San an FIRST CLASS, $250 and up 


PANAMA SERVICE 
Between San Francisco, Les Angeles, Mexico, Central America and Canal Zone 
S.S. NEWPORT sails from San Francisco July 19 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Y: 508 California St., San Francisco 
605 Contd "Bldg., Los Angeles, Calif. 
gga IN 
Hoge Buildin; Norfolk... .. Southgate Fwd. & Stg. 


eli taab Equitable B Building Cleveland......630 Engineers Bidg. 
Pittsburgh. 410 State Theatre Bldg. Chicago 142 So. Clark : Street 
















































EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 

























S. S. FELIX TAUSSIG 







CP 2.56 +. 0 ¢ 6'6'R oe 6 Se 6 10 8 GES 


Sailings every two weeks thereafter 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND, 
SEATTLE and TACOMA 





















Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 
ore 


St. Louis, Pittsburgh, Baltim 
Ie lelphia, Mobile, New Orleans 


McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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Digest of New Complaints 


No. 15886, Sub. No. 1. The Philip Carey Co. et al., Lockland, O., vs. 
Alabama Great Southern et al. 

Alleges that straight and mixed carload rates on prepared 
roofing, roofing and building paper, asphalt shingles, expansion 
paving joint and other roofing and paving materials specified in 
Item 11065, page 36, Supplement 59, F. A. Leland I. C. C. No. 1551, 
from Lockland, Carthage and Cincinnati, O., to points in Texas 
and Oklahoma are unjust, unreasonable, prejudicial, discrimi- 
natory and preferential of competing shippers at East St. Louis, 
lll., and St. Louis, Mo., and in violation of Section 4. Asks cease 
and deist order, just, reasonable, non-discriminatory and non- 
prejudicial rates. L - ; ; 

No. 15959. Theodore Carfiel and Louie Morris, doing business as 
Carfiel and Morris et al., San Benito, Tex., vs. New York Cen- 
tral et al. : 

Unjust, unreasonable and discriminatory rates, in violation of 
section 6, on beets and carrots with clipped tops between shipping 
points in the Lower Rio Grande Valley of Texas such as San 
Benito, Weslaco, Wetegrove and Mercedes, and Eastern destina- 
tions, such as New York, Baltimore and other points. Asks cease 
and desist order, just, reasonable through rates charges and 
practices, and reparation in the sum of $300,000. ; 

15960. Utah-Idaho Sugar Company, Salt Lake City, Utah, vs. 
Utah-Idaho Central et al. AS sa 

Unjust, unreasonable discriminatory, prejudicial and preferen- 
tial rates and charges, in violation of the fourth section, on car- 
load shipments of sugar from complainant’s plants at various 
points in Utah and Idaho to various destinations in Arkansas, 
Missouri and Oklahoma. Asks reparation in the sum of $18,637. 
No. 15961. Utah-Idaho Sugar Co., Salt Lake City, Utah, vs. Atchison, 

Topeka & Santa Fe et al. . : 

Unjust and unreasonable rates on 54 carloads of sugar from 
complainant’s plants at various points in Utah and Idaho to 
various Texas common points and to Spur and Farwell, Texas. 
Asks reparation. 

No. 15962. D. L. A.lderman et al., Brooklet, Ga., vs. Alabama & 
Vicksburg et al. ; : 

Excessive, unjust and unreasonable rates, in violation of sec- 
tion 4, on numerous shipments of watermelons in practically 
every watermelon producing point in Alabama, Georgia and 
Florida, to Peoria and Chicago, Ill., and Milwaukee, Wis., that 
on all of said carload shipments defendants assessed and col- 
lected rates and charges in excess of the aggregate-of-interme- 
diates based on Nashville, Tenn. Asks reparation. as ; 

No. 15963. Bartling Grain Co., et al, Omaha, Nebr., vs. Missouri Pa- 
cific et al 

Excessive, unjust and unreasonable rates on_ grain and grain 
products from Nebraska points to points in Missouri, Illinois, 
Louisiana, Kansas, Tennessee and Arkansas, because defendants 
failed to establish rates ordered in No. 12929, 64 I. C. C., 85- 
106. Asks reparation. 

No. 15964. Hardwick Stove Co., Cleveland, Tenn., vs. Southern et al, 

Unjust and unreasonable rates, in violation of section 6, on 
moulding sand from Rockport, Ind., to Cleveland, Tenn. Asks 
cease and desist order, just and. reasonable rates, and reparation. 

No. 15965. Northeast Mississippi Traffic Bureau, of Tupelo Chamber 
of Commece, Tupelo, Miss., vs. Illinois Central et al. ‘ 

Unjust, unreasonable, discriminatory and prejudicial rates, in 
violation of section 4, on sugar from New Orleans to Tupelo, 
Okolona and West Point, Miss. Asks cease and desist order, 
just, reasonable and nonprejudicial rates. 

No. 15966. Canadian Oil Cos., Ltd., Toronto, Ont., vs. L. & N. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
shipments of crude oil in tank cars from Beattyville, Ky., to 
Toledo, Ohio, and Petrolia, Ont. Asks reparation. 

No. 15967. Traffic Bureau-Chamber of Commerce, Lynchburg, Va., 
vs. Merchants & Miners Transportation Co. et al. 

Unreasonable rates on various shipments of cotton fabrics or 
cotton piece-goods from Boston, Mass., to Lynchburg, Va. Asks 
cease and desist order, fourth class rates in lieu of commodity 
rates, or such rates as the Cummission may deem just and reason- 
able, and reparation. 

No. 15968—The Kansas City Brick Co., Kansas City, Mo., vs. Atchison, 
Topeka & Santa Fe et al. 

Unjust, unreasonable preferential and prejudicial rates on 
fuel oil, in carloads, from Argentine, Wichita, Hutchinson, and 
Arkansas City, Kan., to Vale, Mo. Asks cease and desist order, 
just and reasonable rates, and reparation. 

No. 15969. Mississippi Pearl Button Co., Burlington, Iowa, vs. Illinois 
Central et al. 

Unreasonable, excessive, discriminatory and preferential rates 
on shell from Dixon, Ill., to Fort Madison, Ia. Asks cease and 
desist order, just and reasonable rates, and reparation. 

15970. Detroit and Cleveland Navigation Co., Cleveland, Ohio, vs. 
Michigan Central et al. 

Alleges that prior to Federal control there were in effect joint 
tariffs of complainant with defendants, or part of them, applying 
joint through rail and lake rates on package or class freight from 
ae in the Lower Peninsula. of Michigan via Detroit to Cleve- 
and and Buffalo, and also lake and rail from Cleveland and Buff- 
alo to points in the Lower Peninsula of Michigan, said rates being 
based on a differential below the all-rail rate, amounting to 2 
cents per 100 pounds in the first, second and thrid classes, and 
of 1 cent in the fourth, fifth and sixth classes of the official classi- 
fication, to and from Cleveland, and 3 cents in the first, second and 
third classes, 2 cents in the fourth, and 1 cent in the fifth and 
sixth classes of official classification, to and from Buffalo, said 
rates including transfer charges at Detroit; that Director General 
in 1918 cancelled all of the above-mentioned differential rates 
and after termination of the war ordered the same to be restored 
from Cleveland and Buffalo to points in the Lower Peninsula 
of Michigan via Detroit, but that rates in reverse direction to 
Cleveland and Buffalo were not restored and complainant has 
been trying to get such rates re-established. Asks order command- 
ing defendants to establish through routes and joint rates with 
complainant, on above-mentioned differential basis or such other 
differential as Commission may determine, from points on defend- 
ants’ lines in the Lower Peninsula of Michigan to Cleveland and 
Buffalo via Detroit, and fixing division of said rates. 

No, 15971. Spokane Merchants Assoc., Spokane, Wash., vs. American 
Railway Express Company. 

Alleges that defendant’s methods and practices of handling 
milk and cream from points in Eastern Oregon and Southern 
Idaho to Spokane result in traffic of complainant’s members 


No 


No 
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being in transit 28 hours longer than the transit time accorded 
to shipments from same points of origin to Portland competitors 
of complainant’s members, notwithstanding that there is avail. 
able train connections for the traffic to Spokane that would 
afford no longer transit time to Spokane than to Portland, and 
that said methods and practices are prejudicial to complainant's 
members and preferential to complainant’s competitors. Asks 
cease and desist order, just and reasonable methods and practices 

No. 15972, Armour and Co., Chicago, Ill., vs. Director General as 
agent, Chicago & Alton et al. 

Alleges complainant has been subject to the payment of charges 
on 7 carloads of packing house products from Kansas City, Kan. 
sas-Missouri, and South St. Joseph, Mo., to Washington, D. C., in 
excess of charges lawfully applicable. Asks reparation. 

No. 15973. Armour Fertilizer Works, Chicago, IIl., vs. Morgan's 
Louisiana and Texas R. R. and §S.S. Co. et al. 

Unjust and unreasonable rate on 7 carloads of sulphuric acid 

from New Orleans, La., to Manchester, Tex., and on 1 C. L, to 

‘i _—~ F > ge Re cen cy 
oO. ‘ e Parkersbur ig & Reel Co., Parkersburg, W. Va., y. 
Gulf, Colorado & Santa Fe et al. ‘s bie 

Unjust, unreasonable and prejudicial rates on fabricated steel] 
tank material from Houston, Orange, Iowa Park and Kosse, Tex, 
to Eldorado and Smackover, Ark. Ask cease and desist ‘order 
just and reasonable rates, and reparation. ‘ 

No. 15975. Oklahoma Traffic Assoc. et al., Oklahoma City, Okla., vs, 
Chicago, Rock Island & Pacific et al. : 

Unjust and unreasonable rates on carload shipments of peanuts 
from Suffolk, Franklin, Norfolk and Petersburg, Va., to Shawnee 
and Oklahoma City, Okla. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 15976. Knoxville Iron Co., Knoxville, Tenn., vs. L. & N. 
_ Unjust, unreasonable, discriminatory and preferential rates, 
in violation of section 4, on bar iron, angle bars and channel 
bars from Knoxville, Tenn., to statons on defendant’s line in 
Tennessee and Kentucky. Asks cease and desist order, and 
just and reasonable rates. 

No, 15977. The Kansas City Refining Co., Kansas City, Kan., ys, 
Missouri Pacific. 

Unjust and unreasonable rates on crude petroleum oil from 
Sallyards and Eureka, Kans., to Kansas City, Kans. Asks cease 
and desist order, just and reasonable rates, and _ reparation. 

No. 15978. J. C. Budding Co., Lancaster, Pa., vs. Pennsylvania. 

Unjust; unreasonable, preferential or prejudicial rates and 
charges on common brick from Mountville, Pa., to Hopewell, Md, 
and reshipped to Pocomoke, Md. Asks cease and desist order, 
and order requiring defendant to establish on the transportation 
of common brick, reconsigned or reshipped, mileage scale rates 
prescribed by Commission in No. 10733, in lieu of classification rat- 
ing of sixth class named in official classification No. 27, and 
reparation. . 

No. 15979. The Buffalo Specialty Co., Buffalo, N. Y., vs. New York 
Central et al. 

Unjust, unreasonable, discriminatory and preferential rates on 
carload shipments of furniture polish in glass and metal cans from 
Buffalo to San Francisco, Cal. Asks reparation. 

15980. Green Hill Mining Co., Inc., et al., Gouverneur, N. Y., vs. 
New York Central et al. 

Unjust, unreasonable, discriminatory, preferential and _preju- 
dicial rates on crude feldspar from De Kalb Junction, N. Y., to 
Manchester, Conn. Asks cease and desist order, just and reason- 
able rates, and reparation. 

No. ey Toberman, Mackey and Co., St. Louis, Mo., vs. Southern 
et al. 

Alleges that excess charges were collected, on numerous car- 
load shipments of hay in violation of Section 1, 2 and 3 of the 
interstate commerce act, from points in Indiana, Ohio, Kansas, 
Illinois and Michigan, to points in Florida, Georgia, Illinois and 
Missouri. Asks order ——* refund of amount due complainant 
and establishment of a rule for settlement of future charges of 
like character on destination weights when propertly supported 
by affidavits or evidence of actual weight subject to the minimum 
in defendants’ tariffs, complainant alleging that defendants have 
established a custom for a long number of years in which ther 
have accepted the actual destination weights on hay subject to 
the minimum weights but that they are now unwilling to rrotect 
complainant under exactly similar conditions, with support of 
claims on destination weights furnished by complainant while ac- 
cepting payment at destination on similar weights for others. 

No. 15982. C. W. Zaring & Co., Jacksonville, Fla., vs. Clyde Steam- 
ship Co. et al. 

Unjust and unreasonable charges, in violation of the aggregate- 
of-intermediates-rates provision of section 4, on shipment of 240 
sacks of potatoes from Arkport, N. Y., reconsigned at Dundee, 
N. J., and forwarded via Clyde Line from New York to Jackson- 
ville, Fla. Asks reparation. 


No. 15983. Illinois Oil Co., Rock Island, Ill, vs, Cape Girardeau 
Northern et al. . 

Unjust ‘and unreasonable rates, in violation of the long-and- 
short-haul clause, on tank cars of petroleum and petroleum 
products between Perryville Junction, Mo., and Perryville, Mo., 
and from Cushing, Okla., to Perryville, Mo. Asks cease and 
desist order, just and reasonable rates, and reparation. 

No. 15984. The Florence Chamber of Commerce, Florence, Ala., VS 
Alabama Great Southern et al. 

Alleges that present rates published in Stevens Southeasterm 
Freight Tariff No. 87-B, I. C. C. 646, applying on bananas from 
New Orleans, La., to Florence, Sheffield and Tuscumbia, Ala. 
are unjust, unreasonable, discriminatory, preferential, prejudicial, 
and in violation of section 4. Asks cease and desist order, 
just and reasonable rates, and reparation. 4 

No. 15985. W. H. Barber Co., Minneapolis, Minn., vs. Atlanta, Bil- 
mingham & Atlantic et al. ; 

Unjust, unreasonable rates, in violation of section 4, on — 
and turpentine from Waylonza and Groveland, Fla., to Montrea, 
Canada, and to points in C. F. A. territory, including Chicag’, 
Ill., Hamilton, Ohio, and Flint, Mich. Asks cease and desis 
order, just and reasonable rates, and_reparation. ; 

No. 15986. The Triad Corporation, New York City, vs. Erie et ° 

Unjust and unreasonable rates on barrack bags from Jefferte 
ville, Ind., to New York City. -Asks cease and desist ordtl 
just and reasonable rates, and reparation. ’ " 

No. 15987. Michigan Electrochemical Co., Menominee, Mich. 
Chicago & North Western, ; ch 

Unjust and unreasonable rates on shipments of liquid bleach 
in tank cars from Menominee, Mich., to Peshtigo, Wis. Asks 
reparation. sroctOf 

No. 15988. Birmingham Slag Co., Birmingham, Ala., vs. Dire¢ 
Gen’l, as agent. 
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NEWPORT NEWS, VA. 


MR. SHIPPER:— 


The steady growth of the Export and Import business via this port 
is but a reflection of the wisdom displayed by the shippers and receivers 
who have “been shown” the many advantages of consigning their foreign 
traffic via Newport News. Lowest rates, superior service, and intelligent 
and courteous co-operation of capable officials and employees thoroughly 
trained in the intricacies of this particular traffic tells the story. 


Consult us about. your problems; let us demonstrate how we can 
serve you and at a saving in your costs. Address 


‘Newport News Chamber of Commerce 


W. L. DIVINE, R. C. CEARER, ; 
Foreign Freight Agent, C. & O. Ry. Co., Ass’t Foreign Freight Agent, C. & O. Ry. Co., 
299 Broadway, New York City 299 Broadway, New York City 


R. H. VAUGHAN, 
Ass’t General Freight Agent, in Charge of Through Traffic, 
Cincinnati, Ohio 


Also Newport News, Va. 
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View of the Smith Cove Terminal, the Largest Commercial Piers in the World 


Port of Seattle Public Terminals are unexcelled on the Pacific Coast 
for handling imports from the Orient, Silk—Gunnies— 
Tea—Rattan—Peanuts, Etc. 


Write Traffic Dept., Bell St. Terminal, for full information 












Unjust and unreasonable rates and charges on furnace slag 
from Ensley, Ala., to Sheveport, La. Asks reparation. 

No. 15989. Mountain Valley Springs Co., Hot Springs, Ark., vs. 
Chicago, Rock Island & Pacific et al. 

Excessive and unreasonable rates on iron or steel drums or 
barrels from Detroit, Mich., and Sharon, Pa., to Hot Springs, 
Am. Asks cease and desist order, reasonable rates and repar- 
ation. 

No, 15990. The Joint Council of the International Apple Shippers 
Assoc., et al., vs. American Railway Express Co., Great North- 
ern, et al. 

Alleges that aggregate charges of defendants covering car- 
load express shipments of fruits and vegetables including cherries. 
from points in Oregon, Washington and Idaho, to Pier No. 20, 
North River, New York, are unjust, unreasonable, discriminatory 
and preferential of similar traffic moving from California points 
to Pier No. 20, North River, New York; also alleges that prac- 
tice of defendants requiring acceptance at Jersey City, N. J.. 
of delivery of shipments of fruits and vegetables destined te 
Pier No. 20, North River, New York, is unreasonable, discrim- 
inatory and prejudicial. Asks cease and desist order, just anda 
reasonable rates, and reparation, 

No. 15991. Eads Brothers Furniture Co. et al., Fort Smith, Ark., vs. 
B. & O. et al. : 

Unjust and unreasonable charges, in violation of section 4, on 
shipments of furniture from points in Michigan,. Indiana, New 
York and West Virginia, to Little Rock Pine Bluff and Fort 
Smith, Ark. Asks reparation. 

No. 15992. The Procter & Gamble Distributing Co., Cincinnati, Ohio, 
vs. Ann Arbor et al. 

Alleges that in the last two years complainant received at its 
factories shipments of returned empty drums from various points 
on which rates and minimum weights were charged that were 
unjust and unreasonable. Asks cease and desist order, just and 
reasonable rates, and reparation. 

No. 15593. Pacific Coast Shippers’ Assoc., Inc., et al., Seattle, Wash., 
vs. Akron, Canton & Youngstown et al. 

Unlawful rates, in violation of section 6, on numerous ship- 
ments of lumber and other forest products from points in Wash- 
ington, Oregon, Idaho, Montana and British Columbia, to points 
in Indiana, Michigan and Ohio. Asks cease and desist order 
and reparation. 

No. 15994. Coalgate & Co., Jersey City, N. J., vs. New York Central 
et al. 

Excessive, unjust, unreasonable, discriminatory and prejudicial 
rates on carload lots of soap, soap powder, washing, cleaning 
and scouring compounds from Jersey City, to points in Massa- 
chusetts, Rhode Island and New Hampshire. Asks cease and 
desist order, and just and reasonable rates that do not exceed 
the rates contemporaneously applied from freight stations, piers 
and shipping points on Manhattan Island and at Brooklyn, and 
reparation. 

No. 15995. Corporation Commission of Oaklahoma et al., Oklahoma 
City, Okla., vs. Santa Fe et al. 

Asks order commanding respondents to construct and operate 
and use a union passenger station and’ appurtenances thereto in 
Oklahoma City, on a site located along the Santa Fe, to construct 
or acquire such structures, facilities, tracks and other property 
and to make such extensions or abandonments of railroad lines 
or other facilities, or of the operation thereof, and to arrange 
for such joint or other use of tracks or terminal facilities now 
constructed, or to be constructed, within Oklahoma City, as may 
be reasonably necessary and incidental as a part of and in fur- 
therance of the matters prayed for; to eliminate and abandon all 
dangerous grade crossings in Oklahoma City as a part of the 
general scheme for the betterment of terminal facilities, and that 
a restraining order be issued enjoining the St. Louis-San Fran- 
cisco from taking any action toward the construction of a sep- 
arate station until a hearing can be had on this complaint. 


FUTURE STATUS OF RAILROADS 


Views that government ownership of railroads is the only 
solution of the “railroad problem,” and that, under present 
methods of regulation, the United States is heading toward 
government ownership of the railroads are expressed by rep- 
resentative Edward Voight, of Wisconsin, and Representative 
Simmons, of Nebraska, respectively in extension of remarks 
in an appendix to the Congressional Record just issued by the 
government printing office. 

Mr. Voight, one of the LaFollette insurgents in the House, 
defended the Howell-Barkley railway labor bill, and then said: 

“The ultimate solution of our railroad problem will be 
public ownership. We will have to follow England, France, 
Germany, and Canada, and other countries in this respect.” 

Mr. Simmons said he favored the “entire reorganization of 
the rate structure for freight,” as recommended by President 
Coolidge in his message to Congress last December. He said he 
voted to discharge the House committee on interstate and 
foreign commerce from consideration of the Howell-Barkley 
bill, but that the increased cost of the regulation proposed by 
the bill “alone raises a grave doubt of the advisability of its 
passage.” He said the bill would not reduce freight rates 
and that it would greatly increase the difficulties of bringing 
about adjustment of disputes in a friendly amicable way satis- 
factory to the public and insuring justice between the com- 
panies and their employes. 

“Our whole scheme of legislation regarding railroads is 
leading directly to government ownership,” he continued. “I do 
not favor government ownership and operation of the railroads. 
I favor a simplification of our legislation instead of complicating 
it—a reduction of cost instead of increased costs; fewer govern- 
ment boards instead of more, I cannot support the Howell- 
Barkley bill in its present form.” 

Mr. Simmons said if there was to be a new plan and new 
boards, the power to regulate rates and the power to regulate 
wages should be-vested in one body. 
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“My view is that it would be-better-to do away with the 
Labor Board entirely, curtail the powers of the Interstate 
Commerce Commission, restore the power of our state railway 
commissions, and give the railroads a legitimate opportunity to 
serve efficiently the American people.” . 

Mr. Simmons said the farmers of the West has been told 
and generally believed that their transportation troubles came 
from the Esch-Cummins act and section 15a, particularly. He 
said the act was not a sacred instrument to him and that he 
stood ready to repeal or amend it whenever better legislation 
was proposed. He said many in the West has demanded repea] 
of the act but that they had not stopped to think that with 
its repeal must come some other plan and that the present law 
could not be torn down without putting something in its place. 
To repeal the Esch-Cummins act and put nothing in its place 
would be to lose a great part of that which had been gained 
for the people in two generations of struggle with this problem, 
he said. He said the truth about section 15a and the effect of 
it should be definitely determined and that new legislation 
should make certain that the rates on bulky farm commodities 
would be materially reduced. He said if the income of the rail- 
roads should be disastrously affected by such a plan, then let 
the difference be made up by an adjustment of freight rates, 
placing the burden on less bulky and greater value commodities, 


COAL PRODUCTION AND SHIPMENT 


“The increase in the tonnage of soft coal produced in the 
first week of June as compared with the week before appears, 
in the light of production estimated for the second week of 
June, to have been merely a post-holiday spurt rather than a 
mark of improved conditions,” the Geological Survey said in its 
current weekly coal report which, in part, follows: 


The output during the week ended June 14 is estimated at 6,999,- 
000 net tons, a decrease of 374,000 tons in comparison with the pre- 
ceding week or 5 per cent. 

The record of production during the nine weeks April 1 marks 
a period of depression greater than that for the same term of 
1921, but the tendency has been toward a very gradual increase 
in the rate of production. Preliminary telegraphic returns on car 
loadings on Monday and Tuesday, June 16 and 17, indicate the 
probable continuance of this slow recovery. 

The output of anthracite during the second week of June was 
1,823,000 net tons, or 23,000 tons less than in the preceding week. 
The present rate of output is about 11 per cent below that of the 
corresponding date in 1923 when the rate was unusually high and 
compares favorably with the rates during the same season in 1919, 
1920, and 1921. 

The cumulative production during the present calendar year 

stands at 41,885,000 et tons as compared with 47,245,000 tons a 
year ago. 
_. After a temporary decrease in the first week of June, the 
tidewater movement through Hampton Roads is back to the level 
of the last half of May. In the week ended June 14, a total of 
316,077 net tons of bituminous coal were handled over the piers, 
against 293,395 fin the preceding week. The imcrease occurred 
chiefly in the coastwise movement to New England. Exports 
declined slightly. 

The present shipment through the port compare favorably with 
those of the corresponding week last year when only 292,400 tons 
were forwarded. 

According to the U. §S. Engineer Corps, receipts at Duluth- 
Superior harbor in June were 672,000 net tons, of which 80,000 tons 
were anthracite and 592,000 tons were bituminous coal. The total 
receipts for the season to the end of May were 996,000 tons, or 
about half of those in the corresponding period of 1923 and 1921. 
In comparison with 1922, when Lake shipments were delayed by the 
coal strike, the present season shows a very large increase, 

Shipments of soft coal from Lake Erie ports remain steady at 
a level about 40 per cent below the rate of movement in June 
a year ago. The total quantity dumped into vessels at those ports 
in the week ended June 15, according to the Ore and Coal Exchange, 
was 683,338 tons, of which 641,458 tons were cargo coal and 41,880 
tons were vessel fuel. 

The cumulative tonnage of bituminous coal shipped as cargo 
this season stood June 15 at 4,604,806 tons, or 39 per cent less than 
at the coresponding date in 1923 and 56 per cent more than in 1922. 

The movement of anthracite via the Lakes showed a sharp upD- 
turn in the second week of June, following a period of decline. 
Shipments through Buffalo and Erie for the week totaled 112,709 
tons, compared with 45,910 tons in the week before. The cumulative 


— for the present season are 26 per cent behind those in 
1923. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies Or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the tariff, 

The agents have been classified according to the types of pub- 
lications or the association they represent. The names of some of 
these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 


Official Classification Committee, F. W. Smith, New York, 
N. Y, 


Southern Classification Committee, E. H. Dulaney, Atlanta 
Ga 


" Western Classification Committee, R. C. Fyfe, Chicago, Ill 
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MEMPHIS, TENN. 


WHERE THE 


Home of the South’s 


SOUTH BEGINS 


LARGEST MERCHANDISE WAREHOUS 


STORAGE - 


Not a Dissatisfied Customer 
MERCHANDISE - 


Reasonable Rates 


Mr. Manufacturer: - 


HAY - GRAIN - 
POOL CAR DISTRIBUTION 


Lowest Insurance 


AUTOMOBILES 


Prompt Service 


Your warehousing and distribution 
problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 


General Offices :—15th Floor, Central Bank Duliding 


Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service 
between the following rail- 
roads: 


Peoria & Pekin Union Railway Company. 


Atchison, Topeka & Sa 
Chicago & Alton Railroad Company. 


nta Fe Railway Company. 


Chicago & Northwestern Railway Company. 


Chicago, Burlington & Quincy 


Railroad Company. 


Chicago, Peoria & St. Louis Railroad Ene 
Chicago, Rock Island & Pacific Railway Co: 


Cleveland, Cincinnati, 7 on K aa Louis "Railway Co. 


Illinois Central Bailroad 


MEMPHIS, TENN. 


Illinois Traction System. 

Minneapolis & St. Louis Railroad Company. 

New York, Chicago & St. L. R. R. Co, (L. 4 & W. Dist.). 
Pennsylvania Railroad. 

Peoria Railway Terminal. 

Toledo, Peoria & Western Railroad. 


Freight Rates on Sa traffic via other gateways between 
Eastern and ern Railroads equalize via Peoria, Illi- 
nois, gateway. 


Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- . 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 


Peoria and Pekin Union Railway 
Company has unexcelled facilities 
for carrying on local and indus- 
trial traffic at and between Pe- 
oria and Pekin, Ill., and serves 
efficiently all industries located upon 
its rails. Peoria freight rates ap- 
ply to and from all industries in 
the Peoria-Pekin Switching Dis- 
trict. 


PEORIA & PEKIN UNION RAITWAY G 


INQUIRIES SOLICITED 


UNION STATION =~ PEORIA, /Lk- 
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MAJOR FREIGHT ASSOCIATIONS: 

Atlanta Freight Tariff Bureau (S. E. Frt. Assn.), J. H. 
Glenn, Atlanta, Ga. 

Canadian Freight Association (Eastern), G, C. Ransom, 
Montreal, Que. 

Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, IIl. 

Eastern Freight Tariff Bureau (N. E. & T. L.), H. Wilson, 
New York, N. Y. 

Louisville Freight Tariff Bureau (S. E. Miss. V. Assn.), 
F. L. Speiden, Louisville, Ky. 

New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 

Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight Bureau, F. A. Leland, St. Louis, Mo. 

Transcontinental Freight Bureau, R. H. Countiss, Chicago, I11. 

Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 

Western Trunk Line Committee, EB. B. Boyd, Chicago, Ill. 


MINOR FREIGHT ASSOCIATIONS: 

Colorado and New Mexico Freight Bureau, H. A, Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Illinois Freight Association, C. W. Galligan, Chicago, Il. 

New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
Emerson, New Orleans, La. 

Richmond Freight Tariff Bureau (Associated Railways of 
Virginia and the Carolinas), J. J. Cottrell, Richmond, Va. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 

Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi- 
cago, IIl. , 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn, 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, III. 


RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 
BOOK; INDEX; SWITCHING AND TERMINAL TARIFFS): 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 

cinnati, O. j 
Continental Line, Central State Dispatch (B. & O. R. R.), 

A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 
Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 
Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C.-L. L.), 

(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 

(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 
Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 

W.S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 
Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 

York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 
Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. ° 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain. Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que, 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
bus, O. 
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Electric Package Agency, J. Jordan, Cleveland, O. 
Ro gets and Dangerous Articles, B. W. Dunn, New York, 


National Perishable Freight Committee, R. C. Dearborn 
Chicago, Ill. 
Official Freight Directory of Tariffs, G. B. Guthrie, Wash. 
ington, D. C. 
Open and Prepay Station List, F. A. Leland, St. Louis, Mo, 
Pacific Car Demurrage Bureau, R. C. Mulholland, San Frap- 
cisco, Calif. 


Railway Equipment Register, G. P. Conard, New York, N. yY. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, IIl. 

Atlantic Seaboard , Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 

Mississippi Warrior Service, W. M. Hough, New Orleans, La. 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 


CHANGES IN DOCKET 
Argument in No. 14886, Black Steel & Wire Company ys, 
A. T. & S. F. Ry. et al., assigned for June 28 at Washington, 
D. C., was postponed to a date to be hereafter fixed. 
Argument in No. 14881, Continental Sugar Company vs. 
N. Y. C. R. R. et al., assigned for June 26, at Washington, D. C, 
was postponed to a date to be hereafter fixed. 


TELEPHONE CONSOLIDATIONS 


The Commission has approved an application of the South- 
ern New England Telephone Company for authority to acquire 
the property of the East Haven Telephone & Electric Company. 

The Wisconsin Telephone Company has been authorized 
to acquire control of the Lafayette Telephone Company by 
purchase of capital stock. 

The Mountain States Telephone & Telegraph Company and 
the Eastern Utah Telephone Company have applied to the Com- 
mission for a certificate that the proposed acquisition by the 
former of the property of the latter will be of advantage to the 
persons to whom service is to be rendered and in the public 
interest. The Eastern company owns and operates telephone 
exchanges in Carbon county, Utah. 

The Cumberland Telephone & Telegraph Company, Inc, 
of Kentucky has applied to the Commission for approval of 
the acquisition of the properties of the Louisville Home Tele- 
phone Company, Inc., the Central Home Telephone & Telegraph 
Company, Inc., and the Independent Long Distance Telephone 
& Telégraph Company, Inc., and properties operated by those 
companies. 





TELEPHONE OPERATING RESULTS 


Telephone companies having annual operating revenues in 
excess of $250,000 had an operating income of $12,335,253 in 
April, as compared with $12,209,720 in April, 1923, and $47,012, 
518 in the four months ended with April, as compared with 
$48,377,588 in the same period of 1923, according to compila- 
tions made by the Bureau of Statistics of the Commission from 
reports filed by 72 companes. 

Operating revenues totaled $57,312,696 in April, as com- 
pared with $53,739,029 in April, 1923, and $226,222,522 in the 
four months ended with April as compared with $211,258,530 
in the same period of 1923. Operating expenses totaled $40; 
186,403 in April, as compared with $36,968,651 in April, 1923, 
and $160,043,511 in the four months ended with April, as com- 
pared with $144,717,710 in the same period of 1923. 

The number of company stations in service at the end of 
April was 11,690,262, as against 10,830,523 at the end of April. 
1923. 

The ratio of expenses to revenues was 70.12 per cent in 
April, as compared with 68.79 in April, 1923, and 70.75 for the 
four months ended with April, as compared with 68.50 for the 
same period of 1923. : 


! ee — 


: Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too tate to show the change In 
this Docket will be noted elsewhere. 


June 30—Cincinnati, Ohio—Examiner Disque: 


1, and S. No. 2157—Canned goods and iron and steel articles from 
Gulf ports to Ohio and Mississippi River crossings and related 


points. 


* 1. & S. No. 2157 (first supplemental order)—Canned goods and iron 


fon oo 


and steel articles from Gulf Ports .to Ohio and Mississippi River 
crossings and related points. 
June 30—Argument at Washington, .D. C.: 

Finance No. 2590—In the matter of the application of the Morgan- 
town & Wheeling R. R. Co. for a certificate of public convenience 
and necessity authorizing it to cons uct a line of railroad. 

Finance No. 3332—In the matter of the application of the Mononga- 
hela Ry. Co. for authority to acquire control, by purchase 0 
stock, of the line of the Monongahela & Ohio R. R. Co. and for 
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AS A TRAFFIC PUBLICATION THE 


DAILY 





is as nearly complete as it is possible to make it. 
Every day it comes to you, by first class mail 
with 


Lists of abstracts of tariffs filed with the 
Interstate Commerce Commission. 


Complete lists of embargoes as issued 
by the American Railway Association 
at Chicago and Washington. 


Dockets of proposals for rate changes 
to be considered by the various car- 
riers’ rate committees. 


Abstracts of fourth and sixth section 
applications and orders. 


Suspension orders, released rate orders, 
steamship sailings, and 


THE MOST COMPLETE, PROMPT AND AC- 
CURATE NEWS ACCOUNTS AVAILABLE 
OF DEVELOPMENTS IN TRAFFIC AND 
TRANSPORTATION MATTERS. 


Subscribers for THE DAILY TRAFFIC 
WORLD AND TRAFFIC BULLETIN also re- 
ceive, without extra charge, copies of the 
weekly Traffic World and the weekly Traffic 
Bulletin. Thus, nothing is left undone that 
will make for completeness of information and 
convenience for the subscriber. 


Then, there is the personal service from Washington 
recently augmented, performed without charge for 
Daily subscribers. That ought to interest you espe- 
cially, 


A series of sample copies and full 
details will be sent without obligation 
on your part. 


THE TRAFFIC SERVICE CORPORATION 


418 S. Market St. Chicago, III. 
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FISK 


TRUCK CORD 
TIRES 





Important Advantages Fisk 
Truck Cords Offer You 


The daily records of Fisk Truck Cords prove their extra- 
ordinary capacity for long wear. 


The exclusive Fisk non-skid Button Tread, besides long 
mileage, provides greater safety for the truck and load. 
Its thick, tough Buttons grip the road and hold the truck 
steady even in dangerous places. Thus, Fisks furnish ef- 
fective insurance against accident and delay. 


The big resilient, shock absorbing qualities of the Fisk 
Tread eliminate much of the vibration that shortens truck 
life. This greater cushioning ability helps reduce truck 
repair bills. 


And back of all these advantages is Fisk’s established repu- 
tation for quality and reliability. 


Fisk Solid Tires for every type of heavy work. 


The Fisk Tire Company, Inc. 
Chicopee Falls, Mass. 





Get a FISK 
TRADE MARK REO. U. 8. PAT. OF, 
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authority to acquire control, by purchase of stock and by lease, 
of the line of the Scotts Run Ry. Co. 

Finance No. In the matter of the application of the Scotts 
Run Ry. Co. for authority to issue capital stock of the par value 
of one million dollars. 

' 13832—Gulf Coal Company vs. Virginian Ry. et al. 
14454—Wyoming Coal Company et al. vs. Virginian Ry. et al. 
14889—The Chevrolet Motor Company of California vs. Director- 

General, Santa Fe, et al. 
13623—The Arkansas City Sand Company et al. vs. St. L.-S. F. Ry. 
14289—Lincoln Chamber of Commerce et al. vs. Arkansas Centra] 


R, R. et al. 
14838—Buhner Fertilizer Company vs. B. & O. R. R. et al. 
June 30—Washington, D. C.—Examiner Turner: 


Finance No, 3767—Excess income of Indiana Northern Railway 
Company. . 


June 30—Memphis, Tenn.—Examiner Trezise: : 
i. and S. No. 2137—Combination rule on cotton and cotton linters 
os + points in the South and Southwest. 
" cotton and cotton linters from points in the south and southwest. 


—- 1—Argument at Washington, D. C.: 
al. Dkt. No. 166—In re tentative valuation of the property of the 
Boston Terminal Company. 
Val. Dkt. No. 302—In re tentative valuation of the property of Gulf 
and Ship Island Railroad Company. 
Val. Dkt. No. 228—In re tentative valuation of the properties of Min- 
eral Range Railroad Co. and Hancock & Calumet Railroad Co. 
Val. Okt. No. 256—In re tentative valuation of the property of 
the Duluth, South Shore & Atlantic Railway Co. 
Val. Dkt. No. 220—In re tentative valuation of the property of 
Wildwood and Delaware Bay Short Line R. R. Co. 
Val. Dkt. No. 305—In re tentative valuation of the property of New 
Orleans Great Northern Railroad Company. 
Val. Dkt. No. 215—In re tentative valuation of the property of 
Louisiana Railway & Navigation Company. , 
* 15034—The Ontario Paper Company, Ltd. et al. vs. Canadian Na- 
tional Rys. et al. 
1. and S. No. 2090 (and first and second supplemental orders)—Rout- 
ing from Texas to eastern and New England territories. 


July 1—Washington, D. C.—Examiner Davis: 

Finance No. 4099—In the matter of the application of the Seaboard 
Air Line Ry. Co. for authority to acquire control, by lease and by 
acquisition of stock, of the railroad and other properties of the 
Florida Western & Northern R. R. Co. and for an order authoriz- 
ing the assumption and payment of obligations and _liabilities 
arising out of and incident to such acquisition of control. 


July 2—Pittsburgh, Penna.—Examiner Mackley: 


1. and S. No. 2158—Storage rules on fruit and vegetables at Pitts- 
burgh, Penna. 


July 2—Memphis, Tenn.—Examiner Trezise: 
1. and S. No. 2107—Commodity rates in Southwestern territory. 


1, and S. No. 2107 (first supplemental order)—Commodityy rates in 
Southwestern territory. 


July 2—Washington, D. C.—Examiner Fleming: 
15622—Maxwell Motor Corporation vs. B. & O. R. R. et al. 


July 5—Buffalo, N. Y.—Examiner Gault: : 
1. and S. No. 2156—Transit privileges on lumber at Buffalo, N. Y. 
and related points. 
oy 7—Washington, D. C.—Examiner Cummings: 
ortions of fourth section App. Nos. 1548 et al., filed by Southern 
ma? etc., relating to rates on Coal from mines in Virginia, 
West rginia and Kentucky to Washington, D. C., Alexandria, 
Va., and stations on the R. F. & P. R. R. between Potomac 
Yards, Va., and Washington, D. C., etc. 


July 7—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 320—Tentative valuation report on the property of 
Wisconsin & Michigan Ry. Co., as of June 30, 1916. 
July 7—Cleveland, O.—Examiner Mackley: 
15924—The Grasselli Power Company vs. A. C. & Y. Ry. et al. 
15810—The Canfield Oil Company vs. A. & V. Ry. et al, 
July 7—Wichita, Kansas—Examiner Carter: 
‘ 1636—The Wichita Chamber of Commerce et al., vs. A. & V. Ry. 
et al. 
July 7—Augusta, Ga.—Examiner McChord: 
1 —e of Commerce et al., vs. Aberdeen & Rockfish R. R. 
et al. 
~~ 7—Buffalo, N. Y.—Examiner Gault: 
15774—The H-O Cereal Company, Inc. vs. Santa Fe. Ry. et al. 
July 7—Washington D. C.—Examiner Fleming: 


15676—Washington Publishers’ Association et al. vs. Algoma Cen- 
tral & Hudson Bay Ry. et al. 


beet genase Publishers Association et al. vs. B. & O. R. R. 
et al. 


July 7—New York, N. Y.—Examiner Oliver: : 
* 12066—Construction and repair of railway equipment. (C. R. R. 


of N. J.) 
July 7—Clarksburg, W. Va.—Examiner Butler: \ 
1 Monongahela Valley Association vs. A. C. & Y. Ry. et al. 


July 7—Washington, D. C.—Examiner Turner: | : 
Minance No. 3804—Excess income of the Ligonier Valley Railroad 
Company. 
oe Se Sewrett, Mich,—Examiner Gault: 
15699—Clark Equipment Company vs. C. B. & Q. R. R., Director- 
General, et al. 
July 9—New York, N. Y.—Examiner Hunter: 
15608—F’. & O. Cedar Works, Ltd., vs. N. C. & St. L. Ry. et al. 
18769—Joseph Dixon Crucible Company et al. vs. P. R. R. et al. 
July 9—Atlanta, Ga.—Examiner McChord: ; 
l. and S. No. 2136—Cancellation combination rule on Stone, Georgia 
to Northern, C. F. A, and Western points. 
July 9—Canton, Ohio—Examiner Mackley: 
18637—The Canton Bridge Company et al., vs. B. & O. R. R. et al. 
Portions of fourth section app. No. 1772, filed by Agent McCain, 
relative to rates on iron and steel articles from Butler, Pa., etc., 
to Canton and Massillion, Ohio. : 
a Oy Kansas—Examiner Carter: 
15881—The Salina Chamber of Commerce et al., vs. Alexandria & 
Western Ry. et al. 
July 9—Lansing, Mich.—Examiner Gault: 
1 7—Holland Furnace Company vs. Pere Marquette Ry. 
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July 9—Argument at Washington, D. C.: ; 
12942—Diamond Match Company vs. Director-General. 
13318—Boston Wool Trade Association vs. Director-General. 
14247 (and Sub. No, 1)—Wadhams Oil Company et al. vs. C. & N 

W. Ry. et al. , 

July 10—New York, N. Y.—Examiner Hunter: 

15208 (and Sub. Nos. 1 and 2)—The Barrett Company vs. N. ©, ¢ 
St. L. Ry. et al. . 

July 10—Washington, D. C.—Examiner Fleming: 

15216—John M, Buckland, trading as National Slag Company vs, BR 
& A. R. R. et al, : 

ay 10—Grand Rapids, Mich.—Examiner Gault: 
15698 (and Sub. No. 1.)—Kalamazoo Chamber of Commerce et aj, 
vs. C. & O. Ry. et al. ; ’ 

July 10—Argument at Washington, D. C.: 
11783—The Traffic Bureau of the Douglas Chamber of Commerce 

and Mines et al. vs. Director-General, Arizona Eastern R. R., et al, 

July 11—Grand Rapids, Mich.—Examiner Gault. 

* I. and S. No. 2149—Switching at points on the Benton Harbor & st 

Joe Railway & Light Company. ’ 

July 11—New York, N. Y.—Examiner Hunter: 
15770—Federal Match Corporation vs. Great Northern Ry. et al. 

July 11—Columbus, Ohio—Examiner Mackley: 

15687—E. C. Humphries vs. Director-General. 

July 11—Argument at Washington, D. C.: 
13896—In re rules governing ratings of coal mines, other than 

anthracite, and the distribution of cars to such mines. 

July 12—Fort Wayne, Ind.—Examiner Mackley: 

15648 (and Sub. Nos, 1, 2 and 3)—C. Sherger & Sons et al. ys, 
Boston & Maine R. R., Director-General, et al. 

July 12—New York, N. Y.—Examiner Hunter: 

15778—A. Klipstein & Company vs, Director-General, C. B. & Q. 
R. R. et al. 

July 14—New York, N. Y.—Examiner Hunter: 
15837—-Colgate and Company vs. P. R. R. et al. 
15842—South River Lumber Company vs, N. & W. Ry. et al. 
15850—Colgate & Company vs. P. R. R. et al. 

-_ 14—Washington, D. C.—Examiner Fleming: 

1 °* acai Carolina Pine Association et al., vs. A. C. L. R. R. et 
al. 

Fourth Section Order No. 8843—Lumber and forest products to 
points in Eastern Trunk Line and New England territories. 

July 14—Indianapolis, Ind.—Examiner Mackley: 

1. and S. No. 2073 (and first supplemental order)—Iron and steed 
articles between points in Illinois, Indiana and Missouri. 

July 14—Joplin, Mo.—Examiner Butler: 

I. and S. No. 2084—Spelter, Arkansas points to Chicago, IIl., St, 
Louis, Mo. and related points. 

July 14—Washington, D. C.—Director Mahaffie: 

Finance No. 3803—Excess income of the Lehigh & New England 
Railroad Company, 

July 14—Kansas City, Mo.— Examiner Carter: 

14261 (and Sub. No. 1)—Loose-Wiles Biscuit Company vs. Santa Fe 
Ry et al. 

July 14—Washington, D. C.—Examiner Burnside: 

13668—In the matter of divisions of joint rates, fares and charges 
on traffic interchanged between the Kansas City, Mexico & Orient 
R, R. Co. (Wm. Kemper, receiver) and the Kansas City, 
Mexico & Orient Ry. Co. of Texas and their connections, (Fur- 
ther hearing). 

July 14—Montgomery, Ala.—Examiner McChord: 
15667—Alabama Chemical Company vs. Illinois Traction, Inc. et al. 

July 14—Chicago, Ill.—Examiner Gault: 
11894—Indiana rates, fares and charges. (with respect solely to 

rates on sand and gravel from pits of the Neal Gravel Company 


and Carmichael Gravel Company, near Attica, Ind., to Attica, 
Ind., etc) 


pa 15—Chicago, Il].—Examiner Gault: 
15877—Standard Oil Company (Indiana) vs. Santa Fe et al. 
15878—Standard Oil Company (Indiana) vs. Santa Fe et al. 


July 15—Kansas City, Mo.—Examiner Carter: 
15715—R. C. Jackman and C. BE, Jackman, co-partners trading under 
the name of Bowersock Mills & Power Co. vs. Santa Fe et al. 


July 15—Meridian, Miss.—Examiner McChord: 


1. -_— S. No, 2123—Cotton from Meridian, Miss., to Carolina terri- 
ory. 


July 15—New York, N. Y.—Examiner Hunter: 
15786—Taunton-New Bedford Copper Company vs. N. Y., N. H. & 
R. R. et al. 
July 15—Indianapolis, Ind.—Examiner Mackley: 
15817 (and Sub. Nos. 1 to 5, incl.)—Hoopeston Grain and Coal Com- 
pany vs. C. & E. I. Ry. et al. 
July 15—Santa Fe, N. M.—Commissioner Potter: 
Finance No. 3424—In the matter of the application of the Colorado, 
: Columbus & Mexican R. R. Co. for a certificate of public con 
venience and necessity authorizing it to construct a line of road. 
July 16—Santa Fe, N. M.—Commissioner Potter: , 
pg No, 3043—Construction of extension by New Mexico Cent- 
ral Ry. 
July 16—Chicago, Ill.—Examiner Gault: rt 
1. and S. No. 2145—Fresh meats and packing house products, Eas 
St. Louis, Ill, to C. & O. Ry. stations. 
15737—Fortune Products Company et al., vs. Santa Fe Ry. et al, 
July 16—Kansas City, Mo.—Examiner Carter:, : 
12578—Iola Cement Mills Traffic Association et al. vs. Director 
General, Santa Fe et al. 
July 16—Indianapolis, Ind.—Examiner Mackley: 
15795—H, L. Cheney, trading as The Cheney Pulp & Paper Company 
vs. A. C. & Y. Ry. et al. 
July 16—Tulsa, Okla.—Examiner Butler: al 
15400—Bradford Rig & Reel Company et al., vs. Santa Fe Ry. et a! 
July 16—Argument at Washington, D. C.: 
13418—Houston Cotton Fixchenge and Board of Trade et al. 
Arcade & Attica R. R. et a ; 
1. and S. No. 2105—Stoves, ranges and furnaces, Michigan points ! 
_ various C, F. A. points, 
July 16—New York, N. Y.—Examiner Hunter: 


15808—Tobacco Merchants Association of the United States vs. P 
R. R. et al. 
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Five Railroad Lines Out of Monroe 


We ship out of Monroe over five different Rail- 
roads, including four Trunk Lines having direct 


routes and train service schedules to all principal 
cities in the east and middle west. 


CONSOLIDATED PAPER COMPANY 


Corrugated, Solid Fibre Write Dept. “T” for 


and Folding Paper Boxes ' Complete Information 
TIMORE BUFFALO MONROE, MICHIGAN INDIANAPOLIS EW YORK 
sot Garrett Bldg. 811 White Bldg. ven Bates Oiticce 508 F:delity Trust Bidg. 39 Cortland Street 


BOSTON CHICAGO KANSAS CITY BURGH 
80 Boylston Street 462 Wrigley Bldg. CLEVELAND—R-808 Prospect 4th Bldg. 1401 E. 76th St. Terrace 1107-8. <9 fp ee Bidg. 
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TODAY’S FREIGHT RATES 


or next month’s either, for that matter, 
if guessing is not satisfactory, for the 
information now regularly carried in 


will enable you to know them. 
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1672 THI 


ag 4 17—Jackson, Miss.—Examiner McChord: 
* Fourth Section Order No. 8891—Paper and paper articles to New 
Orleans. (Further hearing.) 


July 17—New York, N. Y.—Examiner Hunter: 


1. and &. No, 2122—Grain and grain products, Chicago and Milwau- 
kee to New York harbor deliveries via lake and rail routes. 


~ 17—Washington, D. C.—Examiner Haley: 
inance No. 3686—Excess income of the Cornwall Railroad Com- 
pany. 

July 17—Indianapolis, Ind.—Examiner Mackley: 
11894—Indiana rates, fares and charges. (Hearing with respect to 


rates on bituminous coal from mines in Booneville district in 
Indiana to Tell City and Cannelton, Ind., etc.) 


July 17—Washington, D. C.—Examiner Fleming: 


“ae Refining Company vs. Alton & Southern R. R. 
et al. 


July 17—Argument at Washington, D. C:: 
ae et Virginia Pulp & Paper Company vs. B. & O. R. R. 


et al. 
Wee, West Virginia Pulp & Paper Company vs, Ann Arbor R. R. 

al. 
eee monn Paper Mills Traffic Association vs. N. Y. C. R. R. 

et al. 


July 18—Chicago, Ill._—Examiner Gault: 

a 3 ee Coal Traffic Bureau vs. 
e § 

a 4 18—Oklahoma City, Okla.—Examiner Butler: 
ourth Section App. No. 12567, filed by Agent Leland, relative to 
rates on vinegar from Oklahoma City, Okla., to points in Texas 
as named in S. W. L. Trf. I. C. C. 1590. 

July 18—Argument at Washington, D, C.: 

1. and S. No, 2096—Lime from Eastern Trunk line points to Pitts- 
burgh, ‘Pa.,; “Youngstown, O.; and related points. 

July 19—St. Louls, Mo.—Examiner Carter: 

* |. and S. No. 11—In the matter. of the investigation and suspension 
of schedules cancelling through rates with certain tap line con- 
nections and certain other cases consolidated therewith. (Further 
hearing with respect to Prescott & Northwestern R. R. Co.). 

July 19—Argument at Washington, D. C.: : 

* 1. and S. No. 2135—Boots and shoes from various New York points 
to Trunk Line and New England territories, 

July 19—Keokuk, Iowa—Examiner Mackley: 

1 '—Keokuk Shippers’ Association vs. Santa Fe et al. Por- 
tions of fourth section app. No. 1766 filed by Agent Emerson, con- 
cerning rates on sugar from New Orleans, La., to Galesburg, 


ns, Rockford, Chicago and other points in Illinois, and Effner, 
nd., e 


Co : 
15833—Keokuk Shippers’ Association et al., vs. B. & O. R. R. et al. 
July 21—St. Louis, Mo.—Examiner Carter: 
1. and S. No. 2132—Intermediate rule from or to St. Louis-San 
Francisco Ry, stations on lumber. 
July 21—Chicago, Ill.—Examiner Gault: 
15869—Heller Brothers et al., vs. Director-General. 
July 21—Hartford, Conn.—Examiner Hunter: 
15696—The Clark Brothern Bolt Company vs. N. Y. C. R. R. et al. 
July 21—New Orleans, La.—Examiner McChord: ’ 
i, and S. No, 2103—Fertilizer from New Orleans and related points 
to Louisiana. 
July 21—Fort Worth, Tex.—Examiner Butler: 
15807—Texas Pacific Coal & Oil Company vs. C. R. I. & G. Ry. et al. 
1, and S. No. 2102—Transit privileges on grain at points on the M.- 
K.-T. R, R. of Texas. 
July 21—Pueblo, Colo.—Commissioner Lewis: 
1 _—— Colorado Culvert & Flume Company vs. Santa Fe Ry. 


et al. 
14121—The Jewel Company, Inc., vs. Santa Fe Ry. et al. 
July 22—St. Louis, Mo.—Examiner Carter: 
18703—Miine Lumber Company vs. Director-General, Mo. Pac R, R. 


et al. 
15708—Wealsh Fire Clay Products Company vs. C. & A. R. R. et al. 
July 22—Cedar Rapids, Ia.—Examiner Mackley: 
15904—-The Rocbond Company vs. Santa Fe Ry. et al. 
July 22—Fort Worth, Tex.—Examiner Butler: 
i. and S. No. 2131—Cottonseed cake, meal, 
Louisville, Kentucky territory. 
1. and S. No. 2151—Petroleum and its products from Louisiana, 
Oklahoma and Texas to Kansas and Nebraska. 
July 22—New Orleans, La.—Examiner McChord: 
15613—New Orleans Joint Traffic Bureau et al. vs. Beaumont, Sour 
Lake & Western Ry. et al. 
July 23—Fort Worth, Texas—Examiner Butler: 
* 1 - ote Stock Traffic Association vs. Abilene & Southern Ry. 
et al. 
July 23—St. Louis, Mo. Examiner Carter: 
1 ger and Ninth Districts Coal Traffic Bureau vs. C. R. I. & P. 
y. et al. 
July 23—Albany, N. Y.—Examiner Hunter: 
15154 (and Sub. Nos. 1 and 2)—State of New York-Department of 
Farms and Markets et al. vs. D. & H. Co. et al. 
July 23—Milwaukee, Wis.—Examiner Gault: 
15790—Carnation Milk Products Company vs. Santa Fe et al. 
July 23—Des Moines, Ia.—Examiner Mackley: 
15839—Greater Des Moines Committee, Inc., 
Central Iowa R. R, et al. 


oy 24—Washington, D,. C.—Assistant Director Burnside: 

inance No. 3652—Excess income of the Cambria & Indiana Rail- 
road Company. 

July 24—Memphis, Tenn.—Examiner McChord: 


14898—Memphis yreignt Bureau for King-Hasse Furniture Co., 
et al. vs. A. G. S. R. R. et al. 


15793—Memphis Freight Bureau for Binswanger & Company of 
Tennessee vs. B. & O. R. R. et al. 
July 24—Des“Moines, Ia.—Examiner Mackley: 
1 The Board of R. R. Commissioners of Iowa vs. Ann Arbor 
R. R., et al. 
July 24—Mack, Colo.—Commissioner Lewis: 
12716—Utah Gilsonite Company vs. Santa Fe Ry. et al. 
July 25—New York—Examiner Hunter: 
* 1, and S. No. 2148—Rating on soap in official classification. 


Abilene & Southern Ry. 


ete., from Texas to 


vs. Des Moines & 


TRAFFIC WORLD 





Vol. XXXIII, No. 96 


July 25—St. Louis, Mo.—Examiner Carter: 

1 M. W. Warren Coke Company vs. Santa Fe Ry. et af. 

July 25—Wausau, Wis.—Examiner Gault: 

1, and S. No. 2139—Saw logs between points on the Duluth, South 
Shore & Atlantic Railway. 

July 28—St. Louis, Mo.—Examiner Carter: 

1, and S. No. 2143—Cement from Illinois and Missouri points to 
IL. H. & St. L. Ry. stations. 

July 28—Superior, Wis.—Examiner Gault: 

15671—E. Kaner, doing business as Wisconsin Iron & Metal Com- 
pany vs. C. St. P. & O. Ry. et al. 

July 28—Omaha, Nebr.—Examiner Mackley: 

1 “°° agate Manufacturing Company vs. 

et al. 

July 28—Florence, Ala.—Examiner McChord: 
15865—Florence Chamber of Commerce, Florence, Ala., vs. L. & N. 
R. R, et al. 

July 28—Dallas, Texas—Examiner Butler: 
15781—Fred M. Lege, Jr. vs. C. R. I. & G. Ry. et al. 
15836—Cullum & Boren Company vs.N. Y., N. H. & H. R. R. et al. 

July 28—Salt Lake City, Utah—Commissioner Lewis: 

14543—H, C. Farrell vs. C. M. & St. P. Ry., Director-General, et al, 
15797—Western Metals Company vs. Director-General. 

July 29—Duluth, Minn.—Examiner Gault: 
15823—Duluth Chamber of Commerce vs. C. & N. W. Ry. et al. 
15824—The Grand Forks Commercial Club vs, C. & N. W. Ry. et al. 

July 29—Omaha, Nebr.—Examiner Mackley: 
15762—Omaha Grain Exchange vs. Atlantic Northern Ry. et al. 

July 30—Columbia, S. C.—Railroad Commission of South Carolina: 
Finance No. 3508—In the matter of the application of the Hampton 

& Branchville R. R. and Lumber Co. for a certificate of public 
convenience and necessity authorizing it to construct an exten- 
sion to its line of railroad. 
July 30—Williamson, W. Va.—Examiner Carter: 
15906—The Traffic Bureau, Williamson Chamber of Commerce ys, 
A. C. & Y. Ry. et al. 

15892—The Traffic Bureau, Williamson Chamber of Commerce ys, 
B. & O. R. R. et al. 

ae Hardware & Furniture Co. et al., vs. B. & O. R. R, 
et al. 

July 30—Tyler, Tex.—Examiner Butler: 
15783—Moore Grocery Company et al. vs. T. & P. Ry. et al. 

July 30—Chattanooga, Tenn.—Examiner McChord: 
15745—Chattanooga Manufacturers’ Association et al. vs. N. 0. & 

N. E. R. R. et al. 

July 31—Louisville, Ky. Examiner McChord: 
15893—Louisville Cement Company vs. Southern Ry. et al. 

July 31—Texarkana, Ark.—Examiner Butler: 

15776—4 States Grocer Company vs. K. C. S. Ry. et al. 

July 31—Sioux City, Ia.—Examiner Mackley: 
15728—Sioux City Live Stock Exchange vs. C. & N. W. Ry. et al. 

August 5—San Francisco, Cal.—Commissioner Lewis: 
ee Quartz Company of California vs. 

eneral. 
1. and S. No. 2040—Express weights on asparagus from Arizona 
and California. 

August 11—Los Angeles, Cal.—Commissioner Iewis: 
14242—Consolidated Lumber Company vs. Director-General, 

LA & S&S. L. RB. R. : . 
b> rae Angeles Pressed Brick Company vs. Pacific Electric Ry. 
et al. 

August 12—Los Angeles, Cal.—Commissioner Lewis: . 
15684—The Lumbermen’s Exchange vs. Southern Pacific et al. 

September 3—Washington, D. C.—Examiner Gibson: : 
Val. Dkt. No. 192—In re tentative valuations of the properties of 

the New York, Ontario & Western Ry. Co. et al. 
Val. Dkt. No. 225—In re the tentative valuation of the property of 
Middletown & Unionville R. R. Co. 

September 8—Washington, D. C.—Assistant Director Burnside: 
Finance No. 3908—Excess income of St. Louis & O’Fallon Ry. Co. 
Finance Nc. 4026—Excess income of Manufacturers’ Railway Com- 

pany. 

September 10—Estes Park, Colo.—Chairman Hall: 
15727—Oklahoma Portland Cement Company vs. 

Interurban et al. 
15744—Nebraska Cement Company vs. Arkansas Valley Interurban 


Arizona Eastern Ry. 


Director- 


and 


Arkansas Valley 


et al. 
15751—The Colorado Portland Cement Company et al. vs, Arkansas 
Valley Interurban Railway et al. 
September 15—Washington, D. C.—Examiner Law: : 
Finance No. 3702—Excess income of the Detroit & Toledo Shore Line 
Railroad Company. 


September 15—New York, N. Y.—Interstate Commerce Commission 
and Public Service Commission of New York: = 
* 1. & S. No. 1933—Commutation fares between points on the N. Y. 
N. H. & H.R. R. 
September 15—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 159_In re tentative valuation of the property of the 
New York, Philadelphia & Norfolk Railroad Co. 


eptember 22—Washington, D. C.—Ass’t Director Burnside: ak 
’ Pinaate No. 3689-—EXecess income of the Dayton-Goose Creek Rail 
way Company. i 
September 29—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No, 83—In % tentative valuation of the property of Toledo. 
St. Louis & Western Railroad Company. 
0—Washington, D. C.—Examiner Pattison: A 
Osan Dt. No. 236-In re tentative valuation of the properties of the 
Virginian Railway Company and the Virginian Terminal Ral 
Company. 
November 10—Washington, D. C.—Examiner Marchand: 
Val. Dkt. No. 101—In re tentative valuation of the property 
Portland Terminal Company. 
Vat ed aiel-tieesa © et al 
aine Centra ailroa ompan , 
Val. Dkt. No. 221—In re watative valuation of the property of 
Boston & Maine Railroad System. ; 
November 10—Washington, D. C.,—Examiner Marchand: the 
Val. Dkt. No. 116—In re tentative valuation of the property of 
Montpelier and Wells River Railroad. ty of 
Val. Dkt. No. 123—In re the tentative valuation of the proper 
the St. Johnsbury and Lake Champlain R. R. Co. 


of the 


207--In re tentative valuation of the properties of | 
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